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Today we all recognize that so-called “Small Business” is, in the aggre- 
gate, of grave importance to our country. 


One method now generally recommended to aid Small Business is the 


intelligent use of strategically located and properly equipped public WAREHOUSE 

warehouses. LOCATIONS 

; Pictured above, i . 

CROOKS TERMINAL WAREHOUSES offer Small Business two shipping Warehouses, 5907, West 

° 65th Street. Handles largest con- 

major advantages: signments. Adjacent to Great Clear- 

ing Interchange Freight Yards. 

Away from congestion. Carload 

1. Application of all your company’s floor space to as ee a es 

active production. houses, 13rd Street and. Calumet 

ss . River. General or bulk cargoes. 

2. The use of Crooks Negotiable Warehouse Receipts to ae, cles comes 

expand purchases or to facilitate other financing. Navy Pler Warehouse of Crocks 

seis Peale sities tos fe 

These benefits are obtained by storing and assembling your raw shipping facilities close to, dows. 
‘ 5 own cago. 

materials or completed products in one of our warehouses. Burlington 14th Place Warehouse. 


90,000 sq. ft. brick and reinforced 
concrete. Adjacent to downtown 


May we work with you to determine whether modern warehousing Chicago. 
can help solve your current problems? W. 35th Strect. ‘Strategically lo- 


cated to round out Chicago service. 








Downtown Warehouse, 433 W. 
Harrison Street, shown below. 
Opposite new Post Office. 75-car 
switchtrack under cover. 50-truck 
loading capacity ge canopies. 


Tunnel and connections. 
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Harrison St. New York Office—271 Madison Ave. Kansas City—11 
ith Overland Terminal Warehouse Co. 1807 E. Olympic Bivd., Los Angeles 


‘Inc. 
Union Ave. 
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DID YOU KNOW that you can 
make a foreign shipment with 
little more fuss or bother than 
delivering a domestic order? 
Simply specify Pan American 
International Air Express.Then 
all your shipping man has to do 
is fill out Pan American’s sim- 
plified “Airwaybill”’—the only 
paperwork required by most 
countries—and turn the ship- 
ment over to the nearest Rail- 
way Express Agency office. No 
brokers or agents are needed, 


CUT RED TAPE 


that slows up important 
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foreign shipments 


and customs clearance is gen- 
erally faster. 

Actual shipping time is no 
more than 3 or 4 days to the 
most distant points in Latin 
America, with multi-weekly 
service directto 177 Latin Amer- 
ican cities as well as to Europe, 
Alaska, Hawaii, Australasia and 
the Far East. Full coverage in- 
surance is available at low cost; 
also, C. O. D. service in many 
countries. Informationfrom any 
Railway Express Agency office. 


AIR EXPRESS > e+ GIVES MERCHANDISE THE SPEED OF 
AIR MAIL AT A FRACTION OF THE COST 


U. S.-Buenos Aires, 335 days 
1 Ib., $1.56* 





U. S.-Asuncion, 234 days 
34 Ibs., $6.92* 


Inc. lady’s hat sample, 
Thordarson audio transformer, Borg-Warner transmission gear. 


Cee ee 





U. S.-Guatemala, same day 
4 lbs., $2.96* 





U. S.-Panama, same day 
3 Ibs., $2.28* 


*Plus small charge for valuation. From L to R above, Alfreda 





De Vry theater projection lens, 
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VITAL DEFENSE PRODUCTS DELIVERED SAFELY ” 
witH ATME UNIT-LOAD BANDS 


@ Over the rails they go—products necessary for national of freight . . 
defense—reaching destination safely and with speed essen- 
tial to the successful consummation of the nation’s task. 
The railroads—life line arteries in this all-out drive—are application of Acme Steelstrap. In addition to its assur- 
doing their part—amazing in its extent and responsibility. ance of fast and safe delivery, this modern bracing pro- 
Acme Steelstrap too, is doing its part in helping the cedure lowers costs for carload and Icl ladings. Unnec- 
carriers insure safe and quick de- essary and costly bracing materials 
livery. Acme engineers are working ACME UNIT-LOAD PROCESS are eliminated. 
in close cooperation with manufac- <a ‘ ; With the reduction in damage 
turers, carriers and government au- ckapenes Sonting and wnloading « and pilferage, there i rrespond- 
Sie : § : Releases cars faster « Reduces tare ; P & ae ome a P 
thorities. Held in the grip of strong weight * Permits capacity loading « ing decrease in claims. The good- 
steel Unit-Load Bands . . . securely Assures safe delivery will of the customer is effectively 
tensioned and sealed around units protected. 


ACME UNIT-LOAD BANDS AND STEELSTRAP MEET ALL FEDERAL STRAPPING SPECIFICATIONS 


ACME STEEL COMPANY ® err sue encase cna 





. shipments are “Bound to Get There.” 
The products of every American industry — in normal 
times and in emergency—have benefited by the scientific 
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Now that the railroad strike has been averted, we 
shall be treated to much oratory in Congress and 
out, not only with respect to the wonderful working of 
the railway labor act in the industry itself, but as to 
its value as a guide for labor strike legislation gen- 
erally. But, as a matter of fact, this law has worked 
not at all in this case. The men asked for an increase 
in wages and management refused; then all the ma- 
chinery provided by the law was invoked, including an 
emergency or fact-finding board at the end. The men 
still refused to abide by the findings of this board and 
the case reverted to the original process of bargaining 
between the two sides, with the result that the men 
got all they could and management gave as little as it 
could, if agreement was to be reached. 


To be sure, the members of the emergency board 
served as mediators in the last stages of the negotia- 
tions, their services in this capacity having been ac- 
cepted by both sides, but they had no standing in law 
and any other agency that was acceptable to the par- 
ties could have done the same thing, which was to get 
the two sides together and talk the situation over again. 
All the months of time and the thousands of dollars 
expended before the final conferences went for nothing. 
The men did not even “cool off’”—a “‘cooling off” period 


Rail Wages and Freight Rates 
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being one of the advantages claimed for the procedure 
under this law—their threat to strike on a certain date 
having been maintained until the last minute—when 
they got a settlement that satisfied them. 

Perhaps it will never be known what took place in 
the hour and a half conference between the emergency 
board and President Roosevelt just before the final two 
days rehearing of the case by the board, but one may 
well imagine that the President told the members some- 
thing like this: 

“Give this case a two days rehearing in the hope 
that something may happen. If you see your way clear 
to revise your recommendations, do so. If not, offer 
your services as mediators. Your offer will probably 
be accepted. In that case, try to evolve a proposal that 
will be more satisfactory to the men and receive their 
approval. Management. will, of course, approve, and 
the strike will be averted.” 


Anyhow, that is what happened. The members of 
the board, acting as “mediators,’”’ did evolve a settle- 
ment satisfactory to the men and approved by man- 
agement. In doing so they forsook, in large measure, 
what they had found in their report as an emergency 
board, both as to the amount of the increase awarded 
and as to principles and methods. The most serious 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable’ rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 


1437 


problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 
Move the Commission to Chicago. 
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departure was in making the increase final instead of 
for a definite period as recommended in their board 
report. Perhaps they can justify their change of skins 
from fact-finding persons, with definite views based on 
facts and principles, to mediators whose only function 
is to bring about agreement and stop a strike, whether 
the agreement is sound or not. 


Now, of course, we shall be confronted with plans 
by the railroads to increase rates to take care of the 
additional wage expense to which they have agreed. 
Our position in this respect is that, to the extent that 
the wage increase is commensurate with the additional 
net revenue of the railroads because of the increased 
war traffic that gave cause for the wage demand, they 
are not necessarily entitled to a rate increase, though 
it may be argued that they are entitled to keep for 
themselves at least a part of this revenue. By whatever 
sum the wage increase exceeds this additional net rev- 
enue they are, perhaps, entitled to recoup by raising 
their prices, though even that will be disputed and there 
will, even if there is no such dispute, be long argument 
and months of hearings as to just how much they are 
entitled to through increased rates and how the in- 
creases shall be applied. Many shippers probably will 
take the attitude that the railroads consented to the 
wage increase and they ought not to be allowed to take 
the position that they may grant any wage increases 
they please in order to sidetrack trouble and then go to 
their customers to make them whole. They will also say 
that, even admitting that there should have been a 
wage increase of some sort, the railroads went utterly 
wild in throwing away a possible chance to get more 
money for themselves by not only consenting to but 
actually proposing a moratorium on present working 
rules! One could understand why labor might propose 
such a thing, but only one entirely familiar with the 
way in which the minds of railroad executives work 
can understand why the proposal should come from 
them. 


Of course, this deal was made because of fright 
over new demands of the brotherhoods for changes in 
rules, which were to have been considered in another 
proceeding (see Traffic World, November 29, page 
1405). We would very much like to play poker with a 
bunch of railroad executives if they would play the way 
they act in their business—which is never to call a bet. 
Railroad management itself holds the strong hand in 
the matter of rules and working agreements, but it 
didn’t even play it in the negotiations just closed. 


Management will probably contend, more or less 
openly, that it was under pressure to settle the case, 
even if it had to give more than it should. There was 
no pressure except the fear that, if it did not yield to 
labor, there would be a strike and then the President 
might take over the railroads. Fear, of course, can 
be a great spur, but it does not have to be admitted, 
by those who are to suffer from the result of yielding 
to it, that it was warranted. 


At any rate, for good or for ill, the wage contro- 
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versy is settled for the present. We are taking out of 
our platform the plank advising “a firm attitude on 
the part of the railroads against exorbitant demands 
of labor for wage increases, but a scientific treatment 
of the matter, nevertheless, by granting increases, 
where they are justified, provided labor will consent 
to fair revision of working rules,” because that is now 
water over the dam, but we are leaving in a declaration 
in favor of revising the working rules so as to prevent 
pay for work not done, hoping that some day, some- 
how, this matter may be revived. 


Conn on Post-War Transport 


If government ownership and operation of the railroads 
comes, “it will not be because of any public philosophy in its 
favor, but rather because of class legislation or the accumula- 
tive demands of labor which will make it impossible for the 
industry to attract private credit after this war is over,” said 
Donald D. Conn, executive vice-president, Transportation Asso- 
ciation of America, in an address at a meeting of Minnesota 
members of the association at the Minneapolis Club December 
1. If it comes, he added, government ownership “will come be- 
cause of the financial collapse when the defense traffic ceases.” 

He said that, with the cessation of defense traffic, trans- 
portation would be left at a “peak cost position, particularly 
as to labor,” and that the result would be that “many corporate 
entities will be in the hands of government even though part 
may survive.” The present period of high tonnage and high 
earnings was the “time to lay the groundwork for a solid 
front against government ownership in the future.”  Trans- 
portation should now “mechanize in every possible direction, 
constantly reducing the unit cost of operation to meet the blow 
of post-war depression,” he said. 

He advocated the establishment by the railroads of a central 
agency for the “permanent study of capital-labor relationships” 
and for conducting a “continual educational campaign with the 
public to apprise them of facts relative to wage scales, work- 
ing rules and other complicated factors involved in that phase 
of the business.” 


“We have always waited until an emergency was on us 
and then have attempted to tell the story of the effect of the 
demands of railroad labor in their relation to the public in- 
terest,” said he. “Intelligent public opinion is not created over- 
night.” 

The aim for the future should be “a limited number of 
competitive transportation systems, each having legal sanction 
to render all types of service,” he continued. It was not in the 
public interest, he said, to have “144 Class I railroads, 500 
short lines; 41,000 truck lines; 3,900 bus lines; 2,600 water lines, 
and 24 air lines, all engaged in destructive competition, one 
with another.” 

The association was opposed to the St. Lawrence project, 
he said, because it was a “face-saving deal” in which the public 
was being asked to pay huge sums “simply to create a surplus of 
power to compete with private utilities in New York state.” Even 
if the waterway were to prove useful as a traffic artery for 
export grain, it would not help the farmer, he said, because his 
return was fixed by the government, and “if such doctrines of 
paternalism become permanently entrenched in this country the 
actual export all-water transportation cost of northwest grains 
will have little bearing on the individual farmer’s income. 

“The main question confronting the American public today 
is whether they will approve the expenditure of another billion 
dollars on public work which we can very well get along with- 
out. That is the main reason why the association opposes this 
and similar pork-barrel proposals.” 


PRICE CONTROL ON EXPORTS 


The board of directors of the Detroit Board of Commerce, 
at the recommendation of its foreign trade committee, has voted 
in favor of the elimination of export commodity prices from 
Congressional price control legislation. 

Allen Dean, manager, foreign trade department, in a letter 
of explanation to Michigan members of Congress, said the 
board felt that control of the selling price of goods distributed 
in foreign countries could not contribute to the prevention of 
inflation in the United States; that American shippers would 
be placed at a disadvantage compared to shippers of other 
nations, and that other federal legislation “placing a ceiling on 
charges have consistently exempted world trade.” 
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Anyone with a workable plan for 
carrying out the mandate of Con- 
gress that rail and motor service 
be coordinated is entitled to a 


Rail and Truck Coor- 
dination the Cactus in 
Transport Regulation 


halo. Handling anything related 
to coordination is like fondling a 
nice, prickly cactus. 

A fine sample of the trouble 
coordination means is shown in 
Morris G. Roberts’ brief in the formal complaint of Campbell’s 
Sixty-Six Express Co. et al. vs. Frisco Transportation Co. et al. 
(elsewhere in this issue). The “independent” truckmen growl 
at the Frisco, averring, in substance, that the railroad truck 
line is stealing traffic from them. As yet, the Frisco has not 
formally asked how about their grabbing a few tons from it. 
And then there may be a steamboat company in the back- 
ground to inquire about the traffic the railroad “swiped” from 
it, and so on backward until the argument is as complex as 
boundary disputes in Europe. 





A few days ago President 
Roosevelt, perhaps unwit- 
tingly, brought smiles to 
some of those who need no 
guides to find their way 
around the Commission. The 
faithful White House report- 
ers told the public the Presi- 
dent said there should be 
legislation to curb the activities of former federal office holders 
now lobbying for defense contracts. It was a fine echo for 
the alleged indignant demands at the Capitol for a congres- 
sional investigation of reports of hounding of defense manufac- 
turers by one-time government officials asserting they were 
able to influence contract awards and, therefore, they should be 
hired by the manufacturers. 

Just about nine years ago the Commission, without a word 
about the desirability of legislation to stop that sort of selling 
of alleged “influence,” stopped it before it got started, so far 
as it was concerned. The stopping was not only as to former 
employes of the government—every person was put behind 
the fence. 

The Commission feared, when the Reconstruction Finance 
Corporation was created, providing for loans to railroads and 
others in need of money, that there might be opportunities 
for the sellers of “influence.” So, while the bill was under con- 
sideration in the House a message was telephoned from the 
Commission to Representative Rayburn asking for the insertion 
of a proviso in section 5 of the act as follows: 


White House Talk but 
No Action About Lobby- 
ing on Defense Contracts 


Provided, that no fee or commission shall be paid by any applicant 
for a loan under the provisions hereof in connection with any such 
application or any loan made or to be made hereunder, and the agree- 
ose = pay or payment of any such fee or commission shall be un- 
awful. 


For ten years theretofore members of the Commission had 
felt ashamed of the fact that one of its former employes, after 
he was off its pay roll, collected a fee of about $30,000 for 
Writing two or three letters for a southwestern railroad in con- 
nection with its claim for reimbursement for the time it was 
under federal control in the first world war period. Without 
using his name, the Commission advised all railroads that it 
Was not necessary for them to hire anybody to prosecute their 
Claims for reimbursement. So far as the Commission ever 
learned, that former employe was the only person who ever 
got a fee for work of that sort. But the fact that he got it 
ls still a sore spot. It probably will so continue while there 
is anyone left to recount the exploit, if that is the word to use. 
There is nothing in the Commission’s records about it, so far 
as known. But one generation of commissioners passes it on 
to others. So it may be a long-lived tradition. The man who 
got the fee of about $30,000 for using two or three stamps, 
a few Sheets of paper, and a few envelopes, is dead. 

There is a statute—or was a few years ago—making it un- 
awful for anyone in the government service to prosecute a 
claim against the government or help therein until after he 


1439 


had been out of the service for two years. But that is more or 
less of a joke. Men can resign from the service. There is no 
way to prevent their telling a brother-in-law or a friend of 
the family how money may be dragged out of the Treasury by 
a man who doesn’t know he really has a valid claim against 
the government. The President was represented as saying 
that that was a good “regulation.” 

But the Commission was not so naive as that when it 
sensed the opportunity the RFC statute would open for prac- 
titioners of “influence.” So it had written into the statute the 
proviso referred to. And it is an effective proviso. Were there 
to be any indication that any practitioner of ‘influence’ had 
attached himself to an innocent officer of a small railroad on 
a contingent fee basis of that sort, it is a moral certainty that 
the income tax part of the Internal Revenue Bureau would be 
asked to scrutinize the income tax return of the innocent one. 
He certainly would try to deduct the fee paid to such a prac- 
titioner as an expense of doing business. The income tax 
division would have no trouble in spotting such an item. Then 
the fat would be in the fire. The innocent one would have to 
pocket the loss, getting it back from the man who sold “in- 
fluence” if he could. The carrier company probably would 
have to make an effort to recover the money because it would 
certainly be thrown out of its accounts when the Commis- 
sion men examined them. Of course, the regular attorneys 
for railroads look after claims of their companies as part of 
their duties, but they get no fees or commissions. They get 
their salaries. 

Were the desire at the White House to get things done as 
strong as the desire for publicity is believed to be, President 
Roosevelt could get curbs put into the statutes as easily as the 
Commission did when it balked the practitioners of “influence” 
in the Reconstruction Finance Corporation statute in 1932. 





Every now and then, a brief or petition comes 
to the Commission containing language per- 
taining to it or one of its divisions that it is 
hard to classify—tnat is, whether it is in- 
tended as a compliment or a curse. Of that 
sort is a petition of the Shawmut Transpor- 
tation Company, Inc., asking for rehearing and reconsideration 
in MC F-1287, Shawmut Transportation Company, Inc.—pur- 
chase—Fall River and New York Transportation Co. (Hyman 
Copins, receiver). 

The petitioner says it is merely seeking to be substituted 
in place of the vendor, asserting that an adverse action by 
a majority of division 4 was unjust and unwarranted. It was 
a case simply where an active motor carrier was seeking au- 
thority to carry on the operations of a financially sick and 
disabled motor carrier, if and when proper authority was 
granted, said the applicant. The applicant, in urging the action 
desired, employed language the intent of which was not alto- 
gether obvious to all who read it. 

“The opinion of the majority of Division 4 in the instant 
case has recited facts which, it is respectfully submitted,” says 
the petition, “read like an opinion of Division 5 and in support 
of its decision cites the Chricton-lease-Crandon Trucking case, 
decided, Sept. 6, 1941 . . .,” and adds: “In the instant case the 
order of Division 4 has omitted even the saving grace granted 
in the Chricton case, namely, the action in denying this appli- 
cation is not ‘without prejudice to renewal.’” 


Compliment 
or Curse? 





All safety valves attached to this Con- 
gress may appear to be popping with the 
steam indicating the passage of legislation 
to curb organized labor so it will not slow 
up the spending spree now called national 
defense. Right in the face of all that ap- 
pearance of righteous intention there are 
men of experience with Congress willing 
to make a few bets that nothing of any 


Labor Curb by 
This Congress 
a Dream 


value will be done. 

Organized labor will continue to be a privileged class un- 
til the rank and file of the unions awake to the fact that a 
majority of their leaders are working more for themselves than 
for them. Show their books? Not on your tintype. True, 
they make reports. They even try to get newspapers to print 
stories about the reports. Banks have to pay to get their re- 
ports, which are required by law, into newspaper type. 

Secret ballots in the taking of strike votes? Any and all 
leaders will swear the ballots are secret. Yet the leaders are 
expected to fight such a provision harder than any other should 
the legislation get to the point where there appears even a 
remote chance of anything worth while being written into the 
statute books. There are too many men in Congress who know 
the vote strength of the men who control the unions to expect 
anything of real value. 

Things are so topsy-turvy in Washington that there may 
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be real danger of legislation that will turn business over to the 
mercy of a combination of New Deal politicians and labor 
leaders, instead of putting a curb on the unscrupulous leaders. 

Passage of a bill empowering the President to seize a 
strike-bound plant would be such a turning over. He has seized 
a number of plants. Perhaps their owners will be reimbursed 
for the damage they suffered by reason of the power of the 
government used to punish the owners of such plants for dar- 
ing to think they were entitled to say they would not toe the 
mark chalked by the suspect leaders. 

Power to seize a strike-bound plant, under pretense that 
that is the only way for the government to obtain defense de- 
vices, is the abolition of private property. Seizure would be, 
in ninety-nine per cent of the cases, before the owners of the 
plant had a Chinaman’s chance to operate the plant. Seizure 
would be made without either the county, state, or nation 
giving the owner protection from that violence without which 
many of the strikes would be a fizzle. The men willing to 
work have not in any instance had an opportunity to do so. 

And yet windbags in Washington, counterfeits of states- 
men, propose to empower the President to take over plants the 
owners of which have not had an honest-to-God opportunity to 
fill the places of men called out by leaders who aver there have 
been honest ballots on the question of whether to strike or not 
to strike. If, after such an opportunity were afforded, the 
owner could not get workmen, then it would be all right, it 
might be suggested, to punish him by taking his property from 
him for the doing of real national defense work. Seizures of 
the other sort would be but further moves to communize the 
whole country for the benefit of the ruling political commis- 
sars.—A. E. H. 


Railroad Earnings 


Class I railroads of the United States in the ten months 
of this year ended October 31, had an estimated net income, 
after interest and rentals, of $408,625,472, according to reports 
filed by the carriers with the bureau of railway economics of 
the Association of American Railroads. 

For the corresponding period in 1940, net income of those 
same roads, after interest and rentals, was $100,932,114, says 
a statement by the association, which added: 





Net railway operating income, before interest and rentals, of the 
Class I carriers in the ten months of 1941 amounted to $846,824,141, 
which was at the annual rate of return of 3.79 per cent on property 
investment compared with $532,132,247 or 2.40 per cent in 1940 and 
$759,038,636 or 3.43 per cent in 1930. 

Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies, and cash. 
The earnings reported above as net railway cperating income, repre- 
sent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings for the ten months of 1941 is 
based on reports from all Class I railroads, representing a total of 
232,281 miles. 

Total operating revenues in the ten months of 1941 totaled $4,- 
410,127,991, compared with $3,540,565,765 in the same period in 1940, 
and $4,512,318,485 in the ten months of 1930, an increase of 24.6 per 
cent in 1941 above 1940, but 2.3 per cent below 1930. Operating ex- 
penses in the ten months of 1941 amounted to $2,976,017,759, compared 
with $2,564,506,471 in the corresponding period in 1940, and $3,340,656,001 
in the same period in 1930. Operating expenses in the ten months 
in 1941 were sixteen per cent above the corresponding period in 1940, 
but 10.9 per cent below the like period in 1930. 

Class I railroads in the ten months of 1941 paid $474,142,259 in 
taxes, compared with $335,415,618 in the same period in 1940, and 
$303,226,866 in the same period in 1930. For the month of October 
alone, the tax bill of the Class I railroads amounted to $49,928,458, 
an increase of $11,703,609 or 30.6 per cent above October, 1940. 

Twenty-six Class I railroads failed to earn interest and rentals in 
the ten months of 1941, of which 8 were in the eastern district, 2 in 
the southern district, and 16 in the western district. 

Class I railroads in October, 1941, had an estimated net income, 
after interest and rentals, of $52,952,717 compared with $42,653,900 in 
October, 1940. Those same roads in October of this year, had a net 
railway operating income, before interest and rentals, of $93,657,126 
or 2.68 per cent on property investment compared with $87,638,354 or 
2.53 per cent in the same month of 1940 and $110,923,349 or 3.35 per 
cent in the corresponding month in 1930. 

Operating revenues for the month of October totaled $517,604,959 
compared with $413.712,272 in October, 1940, and $477,966,434 in Octo- 
ber, 1930. Operating expenses in October this year totaled $361,501,715 
compared with $276,780,299 in the same month of 1940, and $322,443,081 
in October, 1930 

Eastern District 


Class I railroads in the Eastern District in the ten months of this 
year had an estimated net income, after interest and rentals, of 
$226.912,483 comvared witn $110,906,690 in the same period last year. 

Those same roads in the ten months of 1941 had a net railway 
operating income, before interest and rentals, of $412,089,669, which 
was at the annual rate of return of 3.93 per cent on property invest- 
ment compared with $298,814,150 or 2.89 per cent in the same period 
in 1940, and $388,453.595 or 3.83 per cent compared with 1930. 


TRAFFIC WORLD 


Operating revenues of the Class I railroads in the eastern district 
in the ten months of 1941 totaled $2,187,788,110, an increase of 233 
per cent compared with the same period in 1940, but a decrease of 
2.3 per cent compared with the same ten months in 1930. Operating 
expenses in the ten months of 1941 totaled $1,467,970,935, an increase 
of 17.6 per cent above 1940, but a decrease of 11.3 per cent under 1939 

Class I railroads in the eastern district for the month of October 
alone had an estimated net income, after interest and rentals, of 
$23,199,760 compared with $21,072,612 in October, 1940. Net railway 
operating income, before interest and rentals, in October amounted to 
$41,346,701 compared with $39,845,816 in October, 1940, and $47,274,7, 
in the same month of 1930. 

Southern District 

Class I railroads in the southern district in the ten months of this 
year had an estimated net income, after interest and rentals, of $60. 
511,231 compared with $4,354,771 in the same period last year. 

Those same roads in the ten months of 1941 had a net railway 
operating income, before interest and rentals, of $115,750,660, which 
was at the annual rate of return of 4.42 per cent on property invest- 
ment compared with $60,360,532 or 2.30 per cent in the same periog 
of i940, and $73,164,143 or 2.63 per cent compared with 1930. 

Operating revenues of the Class I railroads in the southern district 
in the ten months of 1941 totaled $571,676,215, an increase of 28.2 per 
cent compared with the same period in 1940, and an increase of 48 
per cent compared with the same ten months in 1930. Operating 
expenses in the ten months of 1941 totaled $384,032,810, an increase 
of fourteen per cent above 1940, but a decrease of 10.3 per cent under 
1930. 

Class I railroads in the southern district for the month of October 
alone had an estimated net income, after interest and rentals, of 
$5,313,920 compared with $4,045,910 in October, 1940. Net railway op. 
erating income, before interest and rentals, in October amounted to 
$11,301,536 compared with $9,990,859 in October, 1940, and $10,146,795 
in the same month of 1930. 

Western District 

Class I railroads in the western district in the ten months of this 
year had an estimated net income, after ihetrest and rentals of $121,- 
201,758 compared with a deficit of $14,329,347 in the same period last 
year. 

Those same roads in the ten months of 1941 had a net railway 
operating income, before interest and rentals, of $318,983,812, which 
was at the annual rate of return of 3.46 per cent on property invest- 
ment compared with $172,957,565 or 1.89 per cent in the same period in 
1940, and $297,420.898 or 3.21 per cent compared with 1930. 

Operating revenues of the Class I railroads in the western district 
in the ten months of 1941 totaled $1,650,663,666, an increase of 25.1 
per cent compared with the same period in 1940, but a decrease of 4.4 
per cent compared with the same ten months in 1930. Operating 
expenses in the ten months of 1941 totaled $1,124,014,014, an increase 
of 14.7 per cent above 1940, but a decrease of 10.6 per cent under 1930, 

Class I railroads in the western district for the month of October 
alone had an estimated net income after interest and rentals of $24- 
439,037 compared with $17,535,378 in October, 1940. Net railway operat- 
ing income, before interest and rentals, in October amounted to $41, 
008,889 compared with $37,801,679 in October, 1940, and $53,501,838 in 
the same month of 1930. 


Land Grant Rate Repeal 


Clearing the statutes of provisions under which the govern- 
ment ships military and naval traffic at less than the regular 
rates as a result of land-grant aid extended railroads in earlier 
days is proposed by Chairman Lea, of the House committee 
on interstate and foreign commerce, in H. R. 6156. The bill, 
if passed, would complete the partial repeal of such provisions 
made in the transportation act of 1940 as to other than mili- 
tary and naval government traffic. 

Chairman Lea, knowing that the matter of land-grant rates 
had been discussed by President Roosevelt in his conference 
on the rail wage disputes, expressed the opinion that the Presi- 
dent might take a favorable position on the bill. 

Railroad officials said an estimate of what the reduced 
rates on military and naval traffic were costing the railroads 
could not be made, but when asked if $15,000,000 a year was 
too low, said it probably was not. Much controversy has de- 
veloped between the government and the railroads as to what 
is “military and naval traffic,” the railroads contending that 
that definition is applied to traffic not entitled to reduced rates. 

The Lea bill would not bar agreements between the rail- 
roads and the government as to carrying traffic at less than 
the regular tariff rates. 





WORK OF DIVISION FOUR 
In handling matters under section 5 (2) to (13), inclusive 
(other than enforcement of penalties), section 210a (b) of part 
II of the interstate commerce act, relating to the consolidation, 
merger, purchase, lease, operating contracts, and acquisition 
of control of carriers, and to non-carrier control, it will be the 
duty of division 4, of the Commission, to deal with matters of 
public convenience and necessity directly related thereto. The 
Commission has amended its organization schedule and 4 
signment of work and functions adopted Nov. 15, 1940, to that 
effect by adding the words “including matters of public col: 
venience and necessity directly related thereto” to the second 

paragraph under the heading “division four.” 
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December 6, 1941 


Ne eaaaaaaaaaaaaaaaaaaamaaaaaaaaaaaasaaaaamaaaaaaaamaaaaaaaaacaaacaaaaaaaaamcaaaasaaassaaaaaaaaa, 


Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
LN ememmcaaaaaaaaaaaaaaaaacaaaaaaaaaaaaaaaaaaaaaaaaaaaaaaamaaaaaaaaacaaaaacacaammaammmammmmmammamaaaaas, 


Motor All-Freight Rates Condemned 


Asserting that, if established, the rates “would undoubtedly 
have a tendency to disrupt the Nebraska adjustment,” the Com- 
mission, by division 3, with Commissioner Mahaffie dissenting, 
in a report in I. and S. M-1479, freight, all kinds, between 
Lincoln, Omaha, and Nebraska points embracing I. and S. 
M-1470, freight, all kinds, between Lincoln and Exeter, Neb., 
has found not just and reasonable proposed suspended any- 
quantity proportional all-freight rates between Omaha and 
Lincoln, between Lincoln and Omaha, on the one hand, and 
specified points in Nebraska, on the other, and between Lincoln 
and Exeter. 

Rates were proposed by Foltz Transfer, of Lincoln, in 
IL and S. M-1479, and by the Exeter Transfer, of Exeter, in 
L and S. M-1470, to become effective Feb. 20 and February 11, 
respectively. These rates were suspended and thereafter in- 
definitely postponed. They were opposed by motor and rail 
carriers. 

The Commission said the proposals were not to be con- 
demned simply because they involved the establishment of any- 
quantity all-freight rates. It said, however, that about the 
only justification of substance shown for establishment of the 
rates proposed was the fact that they would be reasonably 
compensatory. This showing alone, it added, was insufficient 
under the facts and circumstances. 


“The rates proposed are generally much lower than the 
local rates prescribed by the Nebraska commission for applica- 
tion on similar traffic and which are now being generally 
applied within Nebraska by both rail and motor common car- 
riers,” said the Commission, adding that there was no general 
demand or competitive necessity for the establishment of them 
—that they simply represented the desires and hopes of two 
comparatively small intrastate truck operators to obtain a 
small amount of interstate traffic. 


Commissioner Mahaffie said that what was presented in 
this proceeding was chiefly a controversy between two small 
independent operators and a tariff bureau. To avoid paying 
the fees required of bureau members so as to participate in 
joint rates, these operators, he said, proposed to establish their 
own proportional rates. This was said to be done because the 
expected traffic was not sufficient to justify the payment 
of the bureau fees, said he. The proportional rates were to 
apply on the same units of traffic as are moved beyond. The 
rates proposed would generally result in higher through 
charges than under the joint rates of bureau members. Re- 
spondents’ divisions of joint rates if they became bureau mem- 
bers, Commissioner Mahaffie said, would be lower than the 
proportional rates sought to be established. He said he found 
no reason to consider them unlawful and would permit the 
schedules to become effective, as it appeared that the rates 
would be compensatory. 


Motor Service for Ship Lines 


Provisions of the motor carrier part of the interstate com- 
merce act do not apply to transportation by motor vehicle for a 
water carrier subject to part III of the act in the performance 
within terminal areas of transfer, collection, or delivery services, 
such transportation being considered to be performed by the 
water carrier and subject to regulation in the same manner as 
transportation by water, according to a report of the Commis- 
Sion, division 5, in MC 95741, Esther B. Anderson, Jacksonville, 
Fia., common carrier application. It dismissed the application 
of applicant, dba Commercial Transfer Co., for a certificate or 
permit to operate as a common or contract carrier of general 
commodities, except those of such bulk or weight as to require 
special equipment for handling, between points within the cor- 
porate limits of Jacksonville, Fla., over irregular routes, on a 
finding that the operations were not subject to the certificate or 
permit requirements of part II of the act. 

_ The report pointed out that certain of applicant’s opera- 
tions, such as performing local delivery service for stores in 
Jacksonville, in intrastate commerce, were exempt; also trans- 
portation between places of business and railroad stations and 
Oat line piers in Jacksonville, not under a common control, 





management or arrangement for a continuous carriage or ship- 
ment to or from a point beyond Jacksonville, if in interstate 
commerce, were exempt. 


In addition to the foregoing operations to and from boat 
line piers for consignees and shippers, the report said, the 
record showed that applicant also delivered shipments for the 
Bull Steamship Co., to consignees in Jacksonville who had 
rail siding facilities. The steamship company, it said, paid ap- 
plicant for the service, such service being supplied by the 
steamship company in lieu of the absorption of rail switching 
charges and consignees who did not have rail sidings did not 
receive it. Although it said the record was not entirely clear 
in this respect, it also appeared that applicant transported ship- 
ments for the steamship company from its pier to railroad ter- 
minals and warehouses in Jacksonville. The steamship com- 
pany, it added, paid applicant for the service also at a fixed 
rate by the ton, depending on the commodity transported. 


The Bull Steamship Co., the report said, appeared to be 
subject to regulation under part III, and the service performed 
by applicant wholly within the city of Jacksonville appeared to 
be within the terminal area of such water carrier. If such be 
true, it said, the transportation performed by applicant for the 
Bull Line under the arrangements described was exempt from 
regulation under part II of the act and no certificate or permit 
as a motor carrier was required of applicant by reason thereof. 
Continuing, it said: 


Though not disclosed of record, informal handling of this applica- 
tion prior to the hearing indicates that applicant may also serve in 
some manner the Merchants and Miners Transportation Company and 
the Clyde-Mallory Lines. Both of these carriers also appear to be sub- 
ject to part III of the act. If applicant’s operations for them are con- 
fined to their terminal areas at Jacksonville and are conducted under 
arrangements similar to those above described, they too appear not to 
be subject to regulation under part II. 

Since on the present record none of applicant’s operations appear 
to require authority from this Commission under part II of the act, the 
instant application will be dismissed. If, however, it should develop 
that any of the water carriers for whom applicant supplies transporta- 
tion are not subject to part III, or if the arrangements under which the 
transportation is performed differ materially from those above de- 
scribed, the matter should again be brought to our attention. 


Redueed Rail Rates on Soda Ash 


Railroads have been authorized to put into effect Dec. 20 
reduced all-rail rates by the net ton on soda ash, based on a 
carload minimum of 100,000 pounds, to Port St. Joe and Canton- 
ment, Fla., of $4.50 from Baton Rouge, La., $5 from Lake 
Charles, La., and $5.50 from Corpus Christi, Tex., notwithstand- 
ing opposition of the Southern Water Carrier Conference and 
the New Orleans Joint Traffic Bureau. 


Those rates were found just and reasonable by the Com- 
mission, division 3, in a report in I. and S. No. 4935, soda ash, 
Baton Rouge to Cantonment, embracing I. and S. Nos. 4977, 
soda ash, Louisiana and Texas to Florida, and 4993, soda ash, 
Baton Rouge to Port St. Joe. They will apply from and to 
intermediate points under intermediate rules, authorized by 
Rule 27 of the Commission’s tariff circular 20, and thus will 
avoid fourth section departures, according to the report. 


The railroads, according to the report, contended that the 
proposed rates were reasonably compensatory, and that with 
the ever-growing truck competition for long distances, the rates 
were fully justified and well within their managerial discretion, 
and that the water carriers could still share in the traffic at 
their present rates. The protesting water carriers contended 
that existing competition did not warrant any reduction in 
the rail rates, and that the proposed reductions would “merely 
result in reduced rates by all forms of transportation with a con- 
sequent dissipation of revenues, setting in motion a destructive 
competition which would violate the policy provisions of the 
interstate commerce act. 


The Commission said although the proposed rates were 
somewhat lower than the present combination rail-and-water 
rates, a mere difference between the all-rail and the rail-water 
rates standing alone did not constitute a violation of the policy 
provisions of the act. Car-mile earnings under the proposed 
rates, it said, would range from 19.2 to 75 cents. It added that 
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the proposed rates were sufficiently high to assure profitable 
operation and declared that the “rates being clearly compensa- 
tory and not otherwise unlawful, the mere fact that their effect 
may be to attract traffic now handled by other forms of trans- 
portation affords no basis for disapproval.” 


The report pointed out that soda ash was used in the manu- 
facture of glass, soap, paper, and many sodium compounds, and 
said there were large paper mills at Mobile, Pensacola and 
Port St. Joe and at other points in the south and southwest, 
most of the newer plants being located at deep water points 
where they could have access to transportation by water for 
their raw materials and their manufactured products. At Can- 
tonment, it said, a large mill was now under construction with 
completion expected in January, 1942. 


Commission Reports 


Chemical Brick 


No. 28250, Charlotte Chemical Laboratories, Inc., vs. Nor- 
folk Southern et al. By division 3. Dismissed. Rates, chemical 
brick and condensing rings, shipped from April, 1937, to June, 
1938, from Carolina Fireproofing Co., N. C. to Curtis Bay, Md., 
not unreasonable or unduly prejudicial, as alleged. Commis- 
sioner Johnson concurring. 


Paint and Paint Materials 


I. and S. M-1125, paint, Chattanooga, Tenn., to Alabama 
and Georgia. By division 2. Proposed less-truckload com- 
modity rates, paint and paint materials, Chattanooga, to At- 
lanta and Rome, Ga., and Birmingham and Gadsden, Ala., 
just and reasonable. Proceeding discontinued. 


Fruits and Vegetables 

MC C-234, fruits and vegetables, Canastota, N. Y., to 
Pennsylvania and New Jersey. By division 3. Motor carrier 
commodity rates, fresh fruits and vegetables, other than frozen 
and cold-packed, truckloads and less-truckloads, Canastota, to 
points in Pennsylvania and New Jersey, unreasonably low. 
Respondent, George Van Tassell, Cicero, N. Y., required to 
establishd, on or before Jan. 15, 1942, truckload rates from 
Canastota to Altoona, Bethlehem, Hungerford, Philadelphia, 
Pittsburgh, Scranton, and Wilkes-Barre, Pa., and Jersey City 
and Newark, N. J., not less than 20 cents to Scranton and 
Wilkes-Barre, 25 cents to Bethlehem, Hungerford, Philadelphia, 
Jersey City and Newark, and 30 cents to Altoona and Pitts- 
burgh, minimum 20,000; and less-truckload rates on such com- 
modities from and to the same points which shall not be less 
than rates made 20 cents higher in each instance than the 
truckload rates prescribed. The proposed rates, protested by 
rail carriers in trunk line territory, were permitted to become 
effective Jan. 22, 1941. 


Vinegar 


I. and S. No. 4947, vinegar in official territory. By division 
2. Proposed reduction in rating and rates on vinegar, in tank- 
car loads, within official territory, from column 32 to column 
27.5, just and reasonable and not shown to be otherwise un- 
lawful. Proceeding discontinued. Schedules filed to become 
effective May 1, 1941, were suspended until Dec. 1, 1941, on 
protest of Farley Brothers, a motor common carrier, and two 
vinegar producers, Speas Co., and Alton Vinegar Co. Many 
vinegar producers, however, supported the schedules. The de- 
clared object of the proposed reduction was to meet motor truck 
competition, and particularly to afford the supporting vinegar 
producers and other rail shippers an opportunity to ship by 
rail in competition with protesting shippers and so-called local 
manufacturers who shipped within the territory principally 
by private or common carrier motor trucks. ; 


Coke to Albany, Ga. 


Fourth section application No. 17625, coke to Albany, Ga. 
By division 2. On further hearing, authority granted in prior 
report, 237 I. C. C. 267, to establish and maintain rates on 
coke from Birmingham, Ala., and points taking the same rate, 
to Albany, Ga., without observing the long-and-short-haul part 
of the fourth section, subject to the condition that such au- 
thority should not include intermediate points as to which the 
hauls of the applicant lines or routes were not longer than 
those of the direct lines or routes between the competitive 
points, affirmed. The Atlantic Coast Line, the Birmingham 
Southern and the Louisville & Nashville petitioned for elimi- 
nation of the equi-distant provision, so as to establish a rate 
of $2.69 in connection with routes of the L. & N. and Birming- 
ham Southern to Montgomery, Ala., and the A. C. L. beyond, 
without reducing rates to intermediate points to which the 
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hauls were not longer than over the direct line between the 
competitive points. Commissioner Alldredge dissented. 


Peanuts 


Fourth section application No. 18557, peanuts between 
Texas and Oklahoma, embracing fourth section applications 
Nos. 18887 and 18994. By division 2. Authority granted py 
F. S. O. 14446, on conditions, to establish and maintain rates 
on peanuts, carloads, between points in Texas and points jp 
Oklahoma, as to which temporary relief was given by F. §, 0. 
13963, as supplemented, without observing the long-and-short. 
haul part of the fourth section. 


Rolling Mill Rolls 


Fourth section application No. 19106, rolling mill rolls 
in official territory. By division 2. Authority granted by F. 
S. O. 14447, on conditions, to establish and maintain rates on 
worn-out rolling mill rolls, iron or steel, in carloads, between 
designated points in central and trunk line territories, as to 
which temporary relief was given by F. S. O. 14297, without 
observing the long-and-short-haul part of the fourth section. 


Power Pump Machinery 


No. 28610, Bryon Jackson Co. vs. Atchison, Topeka & 
Santa Fe et al. By the Commission. Report written by Com- 
missioner Alldredge. Dismissed. Rate of $1.51 charged, power 
pump machinery, parts, and pipe, carloads, shipped Feb. 12 
and Sept. 30, 1937, Los Angeles, Calif., to Plainview, Tex, 
applicable. Rate of $1.30 was claimed applicable. The con- 
troversy arose over the commodity description and the rate 
applicable. 


Oleomargarine, Etc. 


MC C-80, Southern Motor Carriers’ Rate Conference ys. 
R. L. Dance, dba R. L. Dance Trucking Co. By division 3. 
Dismissed. Commodity rates of defendant, a motor common 
carrier, on oleomargarine, butter and eggs, wooden cores, 
gummed paper, sealing tape, and cotton piece goods, between 
Cincinnati, O., and points in southern territory, not unreason- 
able or otherwise unlawful, as alleged. Certain of the rates, 
according to the Commission, apparently were “necessitated 
by the competition the defendant has encountered.” It said, 
however, that it appeared that the defendant had attempted 
to provide for partial unloading in transit in connection with 
rates on gummed paper and sealing tape, minimum 10,000 
pounds, but had failed properly to refer to the appropriate 
rule in his tariff providing for such service. He will be ex- 
pected promptly to amend his tariff by providing the proper 
reference to such rule in connection with the rates on these 
commodities, said the Commission. 


Cement 


I. and S. No. 4987, cement, Birmingham to Dothan, Ala. 
embracing fourth section application No. 19059, cement from 
Birmingham, Ala., and group to Dothan, Ala. By division 2. 
Authority granted by F. S. O. 14449, on conditions, to estab- 
lish and maintain a proposed rate of 16 cents, found just and 
reasonable in the suspension proceeding, on interstate ship- 
ments of cement, concrete mix, and masonry cement, carloads, 
from Birmingham, North Birmingham, Phoenixville and Boyles, 
Ala., to Dothan, Ala., without observing the long-and-short- 
haul part of the fourth section. The proposed rate was filed 
to become effective June 28, 1941, but was suspended until 
Jan. 28, 1942, on the Commission’s own motion. The order 
of suspension has been vacated and set aside as of Dec. 18 and 
the proceeding discontinued. Temporary relief to establish 
the rate requested by fourth section application No. 19059, was 
denied. 


N. Y. C. Signal Change 


No. 28000, Sub. 59, application for approval of proposed 
modification of systems or devices under section 25 (b) of the 
interstate commerce act. By division 3. Application of the 
New York Central for approval of modification of interlocking 
at Hayes, near Ridgeway, O., at crossing of the Ohio central 
division with the Ohio Division, involving installation of train 
order signal, changing aspects of four home signals and removal 
of four main-track derails, granted. 


Combination Motor Rates 


I. and S. M-1535, Rocky Mountain Lines, Inc., elimination 
of participation. By division 2. Increased combination rates 
resulting from proposed cancellation of joint rates over through 
routes of respondent motor common carriers of property be 
tween points in official, western trunk line and inter-mountall 
territories, not just and reasonable. Suspended schedules 0! 
dered canceled on or before Dec. 6 and proceeding discontinued. 
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December 6, 1941 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 18290, Bangor Transportation Co., Cambridge, Mass. 
common carrier application, embracing MC 18291, Same, con- 
tract carrier applicaation, MC 16079, Same, common carrier 
application, and MC 16080, Same, contract carrier application. 
By division 5. Certificate granted. Continued operation, gen- 
eral commodities, with exceptions, between Cambridge, Mass., 
and Bangor, Me., serving certain intermediate and off-route 
points, and paper, Brewer and Bangor, Me., to New York, N. Y.., 
and points in Mass., Conn., and R. I. ; 

MC $6133, W. L. Weller, Chickasha, Okla., contract carrier 
application. By division 5. Permit granted, subject to elimina- 
tion of the commodities involved from the common carrier au- 
thority previously granted in MC 1939. Packing-house products, 
dairy products, and advertising matter used in promoting the 
sale of packing-house products and dairy products, from Chick- 
asha to Lawton, Okla., serving all intermediate points and 
Duncan, Okla., as an off-route point, for delivery only. 


MC 2495, Moshassuck Transportation Co., Saylesville, R. I., 
common carrier application, embracing MC 80530, Same, broker 
application, and MC 78837, Rhode Island Despatch, Inc., broker 
application. By division 5. Certificate granted in MC 2495. 
Continued operation, general commodities, with exceptions, be- 
tween Providence, R. I., and Saylesville, R. L., and textile prod- 
ucts and such equipment, materials and supplies as are used in 
the operation of textile weaving and processing mills, between 
Providence and points in R. I., within 5 miles thereof, on the one 
hand, and points in Mass., on the other. The report pointed out 
that applicant had been engaged in transportation under an 
equipment lease arrangement but said the operations which had 
been conducted by the use of leased equipment were “and have 
been those of applicant.” It dismissed, at the request of the 
applicants, Nos. MC 80530 and MC 78837. 

*MC 81200, Sub. 1, Wood Hopkins Contracting Co., Inc., 
Jacksonville, Fla., extension—Mayport. By division 5. Cer- 
tificate denied. Heavy machinery and building and construc- 
tion materials between Jacksonville and Mayport, Fla. ; 

*MC 95524, Sub. 1, S. C. Butman, Ward, S. D., extension 
of operations—Iowa. By division 5. Certificate granted. Live 
stock, grain, hay, straw, building materials, fence posts, and 
fence materials between all points in Minn. and S. D., within 
15 miles of Ward, S. D.; hay, straw, building materials, fence 
posts, and fence materials between Ward and points in S. D., 
within 15 miles thereof and Pipestone, Minn.; and emigrant 
movables between Ward and points in Minnesota and South 
Dakota within 15 miles thereof and points in Ia., Minn. and 
S. D., within 100 miles of Ward. , 

*MC 95738, J. Raymond Stead, Matamoras, Pa., common 
carrier application. By division 5. Certificate granted. Hides, 
tallow, rendering materials, lumber and coal, between speci- 
fied points in Pa., N. Y. and N. J. 

MC F-1513, Public Service Interstate Transportation Co., 
Newark, N. J., purchase, Gray Line Motor Tours, Inc. By 
division 4. Authorizes purchase by the former of certain op- 
erating rights and property of the latter, of New York, N. Y. 
The Transport Workers Union of America, a labor organiza- 
tion, according to the report, appeared at the hearing in the 
interest of adversely affected employes. It did not oppose the 
application but contended that the Commission’s order should 
contain a condition requiring the parties to maintain the stand- 
ard of Gray Line’s employes as to seniority, earnings, and 
working conditions. The Commission pointed out that Gray 
Line’s operations over the route had not been profitable and 
said “should the instant transaction fail of consummation be- 
Cause of imposition of such a condition, and if, as appears 
likely, Gray Line were forced to curtail existing service, its 
employes would be in a worse position than under the plan 
of reemployment proposed.” It said it did not believe impo- 
sition of the requested condition was justified. Some of the 
Gray Line employes are to be retained while others are to 
be absorbed in other types of service. 

MC 77459, Diamond Freight Lines, Modesto, Calif., com- 
mon carrier application. By division 5. Certificate granted. 
Continued operations, specified commodities between Modesto 
and San Jose, Calif., on the one hand, and Alameda, Fresno, 
Modesto, Oakland, Sacramento, San Francisco, San Jose, and 
Stockton, on the other, and between Modesto, on the one 
hand, and Stockton, Oakland, and San Francisco, on the other. 

MC 61965, Adams Transfer & Storage Co., Kansas City, 

®., Common carrier application, embracing certain operations 
of applicant which, subsequent to the hearing, on March 10, 
938, in MC FC-3531, were transferred to Keystone Freight 
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Lines, applicant in MC 52339. By division 5. Certificates 
granted in MC 61965, continued operation, general commodi- 
ties, with exceptions, in Mo., Okla., Kan., Neb., Ia., Ill., Ind., 
O., Pa., Md., N. J. and N. Y., and in MC 52339, continued 
operation, general commodities, with exceptions, in Okla., Tex. 
and Kan. Commissioner Lee concurred, saying, however, he 
did not approve the issuance to Adams Transfer & Storage 
Co., of a certificate authorizing continuance of operations in 
the conduct of which, on and for sometime after June 1, 1935, 
“it utilized leased equipment exclusively.” In his opinion, he 
said, the evidence was not persuasive that the operation of 
“leased equipment” was under the direction and control of 
Adams prior to January, 1936, or under its responsibility to 
the general public. 

MC 94100, William Inglis, common carrier application, 
embracing the following common carrier applications: MC 
88960, George S. R. Mowbray, Cloverdale, British Columbia, 
Canada; MC 94100, V. A. Jack Karme, White Rock, British 
Columbia, Canada; MC 94104, Frederick Thomas Fletcher, 
Cloverdale, British Columbia, Canada; MC 94107, Roy Cun- 
ningham, Chilliwack, British Columbia, Canada; MC 94108, 
William J. Jackson, Milner, British Columbia, Canada; MC 
94109, Jonathan Powell, Langley Prairie, British Columbia, 
Canada; MC 94172, Charles Edwin Boothby, Mission City, 
British Columbia, Canada; and MC 94229, Philip William 
Runacres, Cloverdale, British Columbia, Canada. By division 
5. Certificates granted. Passengers and their baggage, in 
charter operation, in round-trip tours, beginning and ending at 
points in British Columbia, Canada, and extending to specified 
points in Washington, to the extent performed in the United 
States. The Commission found, on reconsideration, that the 
operations involved, came within the definition of “foreign com- 
merce” as contained in section 203 (a) (11) of the interstate 
commerce act. 

*MC 70765, Sub. 1, Horace W. Taynton, Wellsboro, Pa., 
extension—machinery, etc., embracing Sub. 2, Same, extension 
—glass products. By division 5. Certificate granted in MC 
70765, Sub. 2, as to general commodities, with exceptions, New 
York, N. Y., and points in New York and New Jersey, within 
20 miles of New York, to Wellsboro, Pa., and manufactured glass 
products, between Corning, N. Y., and Wellsboro, and from 
the two latter points to points in the described New York and 
New Jersey territory. Application for a certificate in MC 
70765, Sub. 1, to transport uncrated machinery, fluid milk, and 
empty barrels, between specified points in N. Y., N. J., and 
Pa., denied. 

*MC 96248, Edward Meier, Cincinnati, O., common carrier 
application. By division 5. Dismissed. Applicant’s operation, 
under a contractual arrangement, in the performance of collec- 
tion and delivery service for a line-haul motor carrier within 
its Cincinnati, O., terminal area, found not subject to the cer- 
tificate or permit requirements of part II of the interstate com- 
merce act. 


*MC 66562, Sub. 247, Railway Express Agency, Inc., New 
York, N. Y., extension—Hyannis-Harwich, embracing Sub. 248, 
Same, extension—Hyannis-Provincetown. By division 5. Certifi- 
cate granted, subject to conditions, one of which, that the serv- 
ice be limited to that which is auxiliary or supplemental to ex- 
press service. General commodities, moving in express service, 
between Hyannis, Mass., on the one hand, and Harwich and 
Provincetown, Mass., on the other. Among those opposing the 
application was the Employers Group of Motor Freight Carriers, 
Inc., which contended that applicant was unfit to receive the 
authority sought and obtained on the ground that it instituted 
the operations on July 18, 1938, without first obtaining appropri- 
ate authority from the Commission. Assuming that action should 
be taken against applicant in an appropriate proceeding for its 
unauthorized operations, it does not follow that the public 
should be deprived of a service which the evidence shows that 
public convenience and necessity require, says the Commission. 
It said it had repeatedly found that the fact that an applicant 
might have violated the act was not an absolute bar the grant 
of a certificate or permit and concluded that applicant was fully 
qualified properly to perform the service for which authority 
was sought and obtained. 





Water Applications Dismissed 


The Commission, by division 4, by orders, has dismissed 
the following applications of water carriers for certificates or 
permits to operate or for exemption from the provisions of 
the interstate commerce act: 

W-266, Kansas City Bridge Co., exemption—section 
303 (e); W-109, Dewey Portland Cement Co., contract carrier 
application; W-134, Parker Brothers & Co., Inc., contract car- 
rier application; W-170, W. T. Burton Co., Inc., exemption— 
section 303 (e); W-399, Johnson & Wimsatt, Inc., contract car- 
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rier application; and W-864, Bert Howard & Lester Howard, 
common and contract carrier application. 

As to the first mentioned application, the applicant sought 
exemption as to certain transportation performed by it as a 
contract carrier. The Commission found that the applicant was 
engaged in transportation by water, not for compensation, of 
machinery, materials, and supplies used by it in the construc- 
tion of bridges, wharves, levees, revetments, and similar ma- 
rine structures and improvements, and that as to that trans- 
portation applicant was not a contract carrier as defined in 
section 302 (e) of the act, and was not performing transporta- 
tion subject to part ITI. 

With respect to the third mentioned application, seeking a 
permit as a contract carrier under section 309 (f) of part III, 
the Commission found that applicant’s only connection with 
transportation by water was the furnishing of vessels by char- 
ter, lease, or other agreement to a carrier subject to part III, 
and that the furnishing of vessels to a carrier did not consti- 
tute contract carriage within the meaning of section 302 (e). 

As to the third application, for a permit under section 
309 (f) to continue operations, the Commission found that ap- 
plicant was engaged only in the transportation of commodi- 
ties between points of origin and destination within Texas, and 
that such transportation was not in interstate or foreign com- 
merce as defined in section 302 (i) of the act, and was not sub- 
ject to part III of the act. 

As to the fourth mentioned application, applicant sought 
an order of exemption under section 303 (e) of certain trans- 
portation performed by it as a contract. carrier by water— 
petroleum products, in bulk, in certified barges; oil field ma- 
chinery, materials, supplies, and equipment to and from points 
in the marshland oil fields in Louisiana and Texas; and dredges, 
pile drivers, and other floating equipment. This transportation 
was found to be exempt from part III under section 303 (d) 
and by the Commission’s orders in No. 146, oilfield equipment, 
marshlands, Louisiana and Texas, and Ex Parte No. 147, tow- 
age of floating objects. 

The fifth mentioned application for a permit to continue 
operations by water under section 309 (f) of part III was 
dismissed at request of the applicant. 

With respect to the last mentioned application, for a cer- 
tificate or permit to continue operations under sections 309 (a) 
and (f), the Commission found that applicants engaged in 
transportation with vessels which had motive power of not 
more than 100 indicated horsepower, and that such transporta- 
tion was not subject to part III of the act by reason of the 
exemption of section 303 (g) (2) thereof. 

By an order in W84, Higman Towing Co., exemption under 
section 303(e), the Commission, by division 4, has dismissed 
the Higman company’s application for exemption of the trans- 
portation performed by it as a contract carrier by water from 
the provisions of part III of the act. According to the order, 
the applicant *s engaged in the interstate transportation of 
petroleum products, in bulk, in certified barges; of oil field ma- 
chinery, materials, supplies, and equipment to and from points 
in the marshland oil fields in Louisiana and Texas, and of 
dredges pile drivers, derricks and other floating equipment. 
The order said the Commission, in Ex Parte No. 147, Towage 
of Floating Objects, had exempted until its further order 
transportation by contract carriers of empty vessels to and 
from shipyards, and derricks, dredges, etc., not designed or used 
for the carrying of vessels and property. 

The Commission, by division 4, has also dismissed W-791, 
Pfeifer Barge Co., Inc., authority and exemption applications, 
W-865, Shipowners & Merchants Towboat Co., Ltd., applica- 
tions, and W-743, Simms Bros., contract carrier application. 

In W-791, for exemption under section 302 (e) and for a 
permit authorizing continuance of operation as a contract car- 
rier by water under section 309 (f) of part III, it found that 
applicant’s operations consisted entirely of transporting liquid 
cargoes in bulk in a tank barge designed for use exclusively 
in such service and certified under regulations approved by the 
Secretary of Commerce, and that such transportation was not 
subject to part III by reason of the exemption in section 
303 (d) thereof. 

The applications in W-865, for exemption under section 
302 (e) and for a permit to continue operations as a contract 
carrier by water under section 309 (f) of part III, were dis- 
missed at request of applicant. 

In W-743, for a permit under section 309 (f) of part III 
to continue operation as a contract carrier by water, the Com- 
mission found that the only transportation performed was that 
of not more than three commodities in bulk, and that such 
transportation was not subject to part III by reason of the ex- 
emption in section 303 (b) thereof. 


R. S. & P. ABANDONMENT 


Subject to retention by the Commission of jurisdiction of 
the question of its authority to impose conditions for the protec- 
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tion of adversely affected employes in abandonment proceeg. 
ings, which authority it holds it does not have, pending fina) 
determination of that question by the Supreme Court in the 
case now pending before it, division 4, has issued a certificate 
in Finance No. 13379, Roscoe, Snyder & Pacific abandonment 
permitting abandonment by the company of its line extending 
approximately 17.77 miles from Snyder to Fluvanna, in Scurr 
county, Tex. The abandonment was opposed by railroad labor 
organizations because it would result in the displacement of 
certain employes. 

“The Commission said the record showed that the ap. 
plicant had incurred substantial losses from operation of the 
segment for many years, that the people served by it had 
largely used other methods of transportation, and that except 
in occasional periods of wet weather no difficulty would be 
encountered in moving by truck traffic which heretofore haq 
been handled by railroads. It added there was little prospect 
of any substantial increase in traffic on the segment, “and the 
applicant should not be expected to continue operation for the 
small amount of traffic which can be more economically han. 
dled by railroad than by truck, or to furnish service when trucks 
experienced difficulty in operating because of wet roads. The 
net salvage value of the line is estimated to be $22,285. 


WATER CARRIER EXEMPTION 


By an order in W-75, G. B. Zigler Co., exemption under 
section 303(e), the Commission, by division 4, has exempted 
from the provisions of part III of the act the transportation 
performed by the applicant as a contract carrier by water of 
petroleum products in bulk in certified barges, stone in bulk; 
oil field machinery, materials, supplies and equipment to and 
from points in the marshland oil fields of Louisiana and Texas, 
and of dredges, pile drivers and other floating equipment. 


TEMPORARY WATER AUTHORITY 


Temporary authority to operate as a contract carrier by 
water of railroad cross ties from Jacksonville, Fla., to Port- 
land, Me., for 60 days from Dec. 1, 1941, has been granted by 
the Commission, division 4, in W-1, Erie & St. Lawrence 
Corporation, temporary authority. Applicant applied for such 
authority under section 311 (a) of part III of the interstate 
commerce act, and the Commission found that there was an 
immediate and urgent need for the service and that there 
was not available any carrier service capable of meeting such 
need. 


Cc. & N. W. MOTOR OPERATION 


Because the service was rendered by contractor trucks, 
the Commission, by division 5, has denied a grandfather certifi- 
cate to the Chicago and North Western in MC 42614, Chicago 
and North Western, common carrier application. However, in 
Sub. Nos. 1 and 3, it has found that convenience and necessity 
require motor operations auxiliary to that of the railroad in 
Illinois, Iowa, and Wisconsin. 

A like finding has been made in Sub. 4, of this applica- 
tion, as to operations in railway express service between DeKalb 
and Sycamore, Iil. 


L. & N. ABANDONMENT 


Finding that the line had operated at a loss for several 
years and that there was no prospect of profitable operation in 
the future, the Commission, by division 4, in Finance No. 13358, 
Louisville & Nashville abandonment, has issued a certificate 
permitting abandonment by that road of its line extending from 
Sheffield southerly to the end of the line in Tuscumbia, approxi- 
mately 2.26 miles, in Colbert county, Ala. The estimated net 
salvage value of the line is $13,050. 


N. Y. O. & W. EQUIPMENT FINANCING 


The Commission, by division 4, in Finance No. 13452, New 
York, Ontario & Western Railway Co. trustee reconstruction 
financing, has approved aid by the Reconstruction Finance Col- 
poration in financing the purchase of railroad equipment by 
the trustee of the N. Y. O. & W., through the purchase of not 
exceeding $162,000 of 2% per cent equipment-trust certificates. 
The equipment is to consist of five Diesel-electric 44-ton switch- 
ing locomotives, costing $181,000. In Finance No. 13457, NeW 
York, Ontario & Western Railway Co. trustee’s equipment trust 
certificates, the Commission, by division 4, has granted author- 
ity to assume obligation and liability in respect of not exceed: 
ing $162,000 of the road’s equipment trust certificates of 1941, 
and sold at par and accrued dividends to the finance corpora 
tion in connection with the procurement of the equipment. 
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December 6, 1941 


Proposed Reports 
Coffee 


I. and S. M-1682, coffee, Jacksonville, Fla., to Nashville, 
Tenn. By Examiner Richard Yardley. Proposal of the South- 
ern Motor Carriers’ Rate Conference to establish reduced truck- 
joad commodity rate of 44 cents, minimum 30,000 pounds, on 
roasted coffee, Jacksonville to Nashville, unlawful. Schedules 
fled to become effective June 24, 1941, and suspended until 
Jan. 24, 1942, on protest of rail carriers in southern territory, 
proposed to be ordered canceled and proceeding discontinued 
without prejudice to the filing of new ones providing a rate of 
44 cents, minimum 20,000 pounds, and with provisions that the 
shipment will be received at and transported from the point 
of origin from one shipper in one day and on one bill of lading. 
The proposed rate was to meet the competition of rail carriers 
which maintain the same rate and minimum weight. 


Paper Articles 


No. 28648, Morton Salt Co. vs. Alton et al. By Examiner 
Carl A. Schlager. Rates, paper bags, printed paper wrappers, 
fibreboard boxes, corrugated, knocked down flat, and fibreboard 
boxes, not corrugated, knocked down flat, carloads, Oswego, 
N. Y., Toledo, Cincinnati, and Winton Place, O., and Monroe 
and three Rivers, Mich., to Hutchinson, Kan., unreasonable in 
the past and future to the extent they exceeded or might ex- 
ceed rates made 27.5 per cent of corresponding and present 
first class rates, respectively. Reparation proposed. 


Blackstrap Molasses 


No. 28674, Sharp Milling Co. vs. Chicago, Burlington & 
Quincy et al. By Examiner John Davey. Rate of 51 cents 
charged, blackstrap molasses, in tank-car loads, New Orleans, 
Harvey and Westwego, La., to Sioux Falls, S. D., not un- 
reasonable or otherwise unlawful prior to May 20, 1941, but 
unreasonable thereafter to the extent it exceeds or may exceed 
45 cents. The railroads offered to publish a rate of 48 cents 
effective May 20 but that rate was not satisfactory to the 
complainant. The examiner proposes that the Commission 
find that the rate charged was unreasonable from and after the 
day the railroads offered to make effective the rate of 48 cents. 
A rate of 40 cents was asked. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Pennsylvania (Biglerville)—-MC 102721, Cletus R. Plank, 
common carrier application. Examiner Wallace Schubert. 
Served Nov. 28. Denial of certificate proposed. Road build- 
ing material, supplies, and equipment, between points in Pa., 
and Md., and fresh fruits, from points in Pa., to points in N. Y., 
N. J., Md., and D. C. 

_ lowa (Keokuk)—MC 102593, Gale Sparrow, common car. 
rier application. Examiner L. B. Dunn. Served Nov. 28 
Certificate recommended. Canned goods, Columbus Junction, 
Ia., and Lomax, IIl., to points in IIl., Ia., Mo., and Minn. 

Pennsylvania (Port Carbon)—-MC 102557, Josephine A. 
Beres, contract carrier application. Examiner Wallace Schu- 
bert. Served Nov. 28. Permit recommended. Malt beverages, 
Pottsville, Pa., to points in N. J., Md., Del., and D. C., and empty 
malt beverage containers on return movements. 

Pennsylvania (Waynesboro)—-MC 102288, E. E. Dorand 

common carrier application. Examiner Wallace Schubert. 
Served Nov. 28. Certificate recommended. Household goods 
between Waynesboro and points in Franklin county, Pa., within 
15 miles thereof, on the one hand, and points in Md., Va., W. 
Va., Del., N. J., and D. C., on the other. 
_ Pennsylvania (Chester)—MC 93514, Sub 2, Charles Wil- 
liams, extension—Florence, N. J. Examiner Wallace Schubert. 
Served Nov. 28. Permit recommended. Steel castings, and 
steel and wooden patterns, Chester to Florence, Trenton, Cam- 
den, Penn’s Grove, Bridgeton, and Atlantic City, N. J., New 
York, N. Y., St. George, Rehobeth, and Lewes, Del., and Fair- 
childs, Md., and damaged and rejected shipments, on return 
movements only. 

Idaho (Boise)—-MC 88909, Sub. 2, Roy Canfield, extension— 
Special commodities. Joint board 258. Served Nov. 28. Permit 
Proposed. Ore and ore concentrates and mining supplies be- 


tween specified points in Utah and Idaho. Twenty-five days for 
exceptions. 
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New York (Fredonia)—-MC 52633, Sub. 2, Mathews Truck- 
ing Co., Inc., etxension—New York-Pennsylvania-Massachusetts- 
Connecticut-Rhode Island. Examiner Roy R. Waterbury. 
Served Nov. 28. Certificate proposed. Specified commodities, 
specified points in Mass., Pa., and N. Y., to points in Pa., N. Y., 
Mass., Conn., and R. I. 

Oklahoma (Oklahoma City)—-MC 29778, Sub. 22, Yellov. 
Transit Co., extension—Wichita, Kan. Joint board. Served 
Nov. 28. Certificate proposed. General commodities, with ex- 
ceptions, from and to points within 5 miles of Wichita, as inter- 
mediate or off-route points, in connection with applicant’s pres- 
ently authorized regular-route operations. 

Virginia (Winchester)—-MC 7450, Sub. 8, Abram Jerome 
Novick, dba Novick Transfer Co., extension—explosives. Ex- 
aminer Frank Hand. Served Nov. 28. Certificate recom- 
mended. Explosives and other dangerous articles between 
points and over the routes shown in the appendices to Abram 
Jerome Novick Common Carrier Application, 29 M. C. C. 779, 
and between those points, on the one hand, and the off-route 
points of Glen Wilton, Va., Derry, Pa., and Pedricktown, Upper 
Penns Neck, and Picatinny Arsenal, N. J., on the other. 

Oregon (Pendleton)—-MC 581, Sub. 1, Penland Bros. Transit 
Co., Inc., three state extension. Joint board 81. Served Nov. 
28. Certificate recommended. Household goods and emigrant 
movables between points in Ore., on the one hand, and points 
in Wash., Ida., and Ore., on the other. Twenty-five days for 
exceptions. 

Arkansas (El Dorado)—-MC 102899, Robert Newell, con- 
tract carrier application. Joint board 35. Served Dec. 2. Per- 
mit proposed. Petroleum and petroleum products, in bulk, in 
tank trucks, Homer, La., to El Dorado, Ark. 

Kentucky (Louisville)—-MC 102828, Larry E. Smith, dba 
Larry’s Movers, cantract carrier application. Examiner G. E. 
Proudley. Served Dec. 2. Denial of certificate proposed. 
Household goods between Louisville, Ky., and points in Ky., 
Ind., Ill., O. and Tenn. Applicant’s proposed operation was 
found to be that of a common carrier, but public convenience 
and necessity was found not to require it. 

California (San Francisco)—-MC 102314, Robert Lee Craft, 
dba Craft Truck Lines, contract carrier application. Joint 
board 78. Served Dec. 2. Denial for want of prosecution pro- 
posed. Cement between Merced, Calif., on the one hand, and 
Wells, Ely, Reno and Carson City, Nev., on the other. Twenty- 
five days for exceptions. 

California (San Francisco)—MC 90716, M. S. Dodd, dba 
Dodd Warehouses, common carrier application. Examiner R. 
J. Burns. Served Dec. 2. Certificate proposed. Pears, Kel- 
seyville and Finley, Calif., to Hopland and Ukiah, Calif., and 
general commodities, with exceptions, in the performance of 
collection and delivery service at San Francisco. Certain of 
applicant’s operations, including pick-up and delivery for rail- 
roads and for water carriers engaged in coastal and inter- 
coastal commerce, were found not subject to the certificate re- 
quirement of the interstate commerce act. Twenty-five days 
for exceptions. 

Wyoming (Powell)—MC 89716, Sub. 2, Richard R. Jones, 
dba O. K. Transportation, extension—special commodities. Joint 
board 123. Served Dec. 2. Certificate recommended. Stock 
feed and agricultural commodities between Billings, Mont., and 
Wyoming points west of Deaver, Wyo., within 15 miles of 
Wyoming highways 114 and 14, in connection with applicant’s 
presently authorized routes, and live stock between points in 
Yellowstone and Carbon counties, Mont., and Park county, Wyo. 

California (San Francisco)—-MC 78786, Sub. 62, Pacific 
Motor Trucking Co., extension—Inglewood. Examiner F. Roy 
Linn. Served Dec. 2. Certificate proposed, subject to condi- 
tions, one of which that the service be limited to service which 
is auxiliary or supplemental to rail service of the Southern 
Pacific Co., or the Pacific Electric Railway Co. General com- 
modities between Los Angeles, Calif., on the one hand, and 
Inglewood, El Segundo, Torrance and Gardena, Calif., on the 
other. Twenty-five days for exceptions. 

lowa (Mason City)—-MC 74796, Mason City Warehouse 
Corporation, common carrier application. Joint board 92. 
Served Dec. 2. Certificate proposed. Continuance of operation, 
_— commodities, in pick-up and delivery service at Mason 

ity, Ia. 

Kansas (Marion)—MC 71557, Sub. 1, Reh’s Truck Service, 
extension of operations—St. Joseph. Joint board 36. Served 
Dec. 2. Denial of certificate proposed. Live stock and feed, 
in bags, between Marion, Kan., also points located within 20 
miles of Marion and Saffordville, Bazaar and Matfield Green, 
Kan., on the one hand, and St. Joseph, Mo., on the other. 

Kansas (Marion)—-MC 64439, Howard E. Ford, common 
carrier application. Examiner P. H. Dawson. Served Dec. 2. 
Certificate recommended. Continuance of operation, live stock 
between Antelope, Kan., and points within 25 miles of Antelope, 
on the one hand, and Kansas City, Mo., on the other; eggs, 
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Hillsboro, Kan., to Kansas City; feed, roofing, farm machinery 
and farm implements, Kansas City to Antelope, Hillsboro, Lin- 
colnville and Ramona, Kan.; and groceries, Kansas City to 
Hillsboro. 

California (Woodland)—MC 62151, Sub. 2, A. W. Hays, 
extension—Redding. Examiner F. Roy Linn. Served Dec. 2. 
Certificate proposed. Lumber between points in Calif. within 
75 miles of Redding, including Redding, but excluding points 
in Lassen county, Calif. Twenty-five days for exceptions. 

iNlinois (Elgin)—-MC 60649, Sub. 1, Fred A. Hanson, dba 
Parkway Transfer, extension—live stock. Joint board 13. 
Served Dec. 2. Certificate recommended. Live stock, points 
in Winnebago, Calumet, Manitowoc, Sheboygan, Fond du Lac, 
Marquette, Columbia, Dodge, Washington, Ozaukee, Grant, 
Green Lake, Iowa, Dane, Jefferson, Waukesha, Milwaukee, La 
Fayette, Green, Rock, Walworth, Racine and Kenosha coun- 
ties, Wis., to points in Kane and Du Page counties, Il. 

Michigan (Detroit)—-MC 59185, Sub. 1, F. C. Strickroot, 
dba Cadillac Cartage Co., extension—alternate route, Toledo- 
Cleveland. Joint board 117. Served Dec. 2. Certificate pro- 
posed. General commodities, with exceptions, between Toledo 
and Cleveland, O. Hearing on request. Thirty days for ex- 
ceptions. 

Montana (Great Falls)—-MC 46313, Great Falls Transfer 
& Storage Co., common carrier application. Examiner R. J. 
Olentine. Served Dec. 2. Certificate recommended. Contin- 
uance of operations, general commodities, with exceptions, in 
the performance of transfer, pick-up and delivery service at 
Great Falls, Mont. Twenty-five days for exceptions. 

California (Los Angeles)—-MC 43762, Sub. 6, Pacific 
Freight Lines, extension—San Diego to Phoenix and Tucson. 
Joint board 47. Served Dec. 2. Certificate recommended. Gen- 
eral commodities, with exceptions, and feeds, between specified 
points in Ariz. and Calif. Twenty-five days for exceptions. 

Maryland (Finksburg)—MC 32649, Sub. 1, Horace La Motte 
Shipley, dba Shipley’s Transfer (successor in interest to Irwin 
Noel Murray, dba Murray’s Transfer & Delivery Service), con- 
tract carrier application. Examiner Joseph B. Hobbs. Served 
Dec. 2. Denial of certificate or permit proposed under the 
grandfather clauses. General commodities, with exceptions, 
between Baltimore, Md., and Washington, D. C., and between 
Baltimore and Washington, on the one hand, and New York, 
N. Y., on the other. 

Pennsylvania (Philadelphia)—-MC 22976, George I. Ober- 
holtzer Co., common carrier application. Examiner Walter W. 
Bryan. Served Dec. 2. Certificate proposed. Continuance of 
operation, general commodities, with exceptions, between Phil- 
adelphia, Pa., and points in Pa., and N. J., within 20 miles of 
the City Hall in Philadelphia; between Philadelphia and Ken- 
nett Square, Pa.; and amusement park equipment, tools, sleds, 
toboggans, skis, and farm implements, between Philadelphia 
and New York, N. Y., Baltimore, Md., and points in N. J., and 
Del. Permit proposed. Continuance of operation, nursery 
stock, seeds, bulbs, plants and accessories, and supplies used 
or useful in the planting or exhibition of such plants, between 
points in N. J., Del., Md., Pa., N. Y., and D. C., within 150 miles 
of Philadelphia. Dual operations proposed to be found con- 
sistent with the public interest and the national transportation 
policy. 

Maryland (Towson)—MC 21277, Raymond Woodward, dba 
Woodward Brothers, common carrier application, embracing 
MC 52477, Same, contract carrier application, and MC 21277, 
Sub. 1, Same, extension—fertilizer and feed. Examiner E. J. 
Murphy. Served Dec. 2. Certificate proposed in MC 21277 and 
MC 52477 on finding applicant’s operations to be those of a 
common carrier. Continuance of operations, fertilizer, Balti- 
more, Md., to Washington, D. C., and points in Del., Va., and 
Pa., and fish meal, meat and bone scrap, and digestor tankage, 
Baltimore to Richmond, Va. Dismissal of application in MC 
21277, Sub. 1, proposed, on finding public convenience and neces- 
sity not to require operation as a common or contract carrier 
of fertilizer, fish meal, meat and bone scrap, and digestor tank- 
age from Baltimore and Curtis Bay, Md., to points in Pa., Del., 
D. C., and Va. 

Missouri (St. Louis)—-MC 10872, Be-Mac Transport Co., 
Inc., common carrier application. Examiner P. H. Dawson. 
Served Dec. 2. Certificate proposed on further hearing. Con- 
tinuance of operation, general commodities, with exceptions, 
between St. Louis, Mo., and Beloit, Wis., and between St. 
Louis and Chicago, Ill. 

Mississippi (Laurel)—-MC 3009, Sub. 1, M. W. West and 
H. E. West, dba West Brothers Motor Express Co., extension— 
Camp Shelby. Joint board 28. Served Dec. 2. Denial of 
certificate proposed. General commodities, serving all inter- 
mediate points on applicants’ present route between Meridian, 
Miss., and New Orleans, La., over U. S. highway 11, and also 
the off-route point of Camp Shelby, Miss. 

New Jersey (Seaside Heights)—-MC 1900, Sub. 1, Trans- 
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Jersey Bus Co., extension—Pointville, N. J. Joint board 119 
Served Dec. 2. Certificate recommended. Passengers and thei; 
baggage, and express and newspapers in the same vehicle with 
passengers, between Pemberton, N. J., and Browns Mills, N, |. 


B. & O. ABANDONMENT 

Examiner R. Romero in a proposed report in Finance No 
13422, Baltimore & Ohio abandonment, has recommended that 
the Commission, division 4, find that the present and future 
public convenience and necessity permit abandonment by that 
road of the portion of its branch line extending in a southwest. 
erly direction from Bendale to Brunsville, approximately 234 
miles, in Lewis and Braxton counties, W. Va. Operation of the 
line was discontinued Nov. 14, 1939, said the report, adding that 
there had been no request for service since the discontinuance. 


T. & P. ABANDONMENT 

In a proposed report in Finance No. 13319, Texas & Pacific 
abandonment, Examiner Lucian Jordan has recommended that 
the Commission, division 4, find that the present and future 
public convenience and necessity were not shown to permit 
abandonment by that road of the portion of its so-called Eunice 
branch extending from Ville Platte southwesterly to the end 
of the branch at Eunice, approximately 15 miles, in Evangeline 
and Saint Landry parishes, La., and deny the application. 

The examiner said that while the record indicated that 
the line was operated at a loss in the years 1936-39, inclusive. 
it was apparent that operations were profitable in 1940. It 
was also apparent from the record that the volume of traffic 
on the line, and the revenues derived therefrom, would in- 
crease in the near future. 


New Motor Merger 


A report bristling with facts, considerations and findings 
was written by Examiner Vernon V. Baker in support of his 
recommendation that the Commission permit Associated Trans- 
port, Inc., to consolidate in itself eight motor carriers in the 
eastern part of the country notwithstanding the opposition of 
the International Brotherhood of Teamsters, etc., the Na- 
tional Industrial Traffic League and the anti-trust division of 
the Department of Justice (see Traffic World, Nov. 29, p. 1388). 

Inasmuch as Examiner Baker made many references to 
the previous effort to consolidate eastern motor carriers, 
Transport Co., control, Arrow Carrier Corporation, 36 M. C. 
C. 61, particularly to differentiate the old and the new merger 
efforts, the report seemed to be an answer to the position 
taken by the Commission when it denied the applications con- 
stituting the former case (see Traffic World, Jan. 4, p. 19). 

The report seemed an answer to the observation of the 
Commission in the earlier case that “we believe that unifica- 
tion of motor carriers are more likely to be on a sound basis, 
and the prospects of ultimate success improved, if they be 
brought about through the initiative and negotiations between 
the carriers involved, or between persons financially interested 
in such carriers who retain a substantial interest in the enter- 
prise, without the use of holding company devices or the in- 
tervention of promoters, particularly where such intervention 
would substantially increase ultimate costs.” 

The movants in the applications on which Examiner Baker 
made his report , MC F-1612, Associated Transport, Inc., control 
and consolidation, Arrow Corporation et al., and MC F-1613, 
Same, issuance of securities, indicated that in this a proceeding 
involving only eight carriers instead of many more, they were 
trying to avoid the things which the Commission found obnoxi- 
ous in the previous effort. In this case the corporations covered 
by the applications were Arrow Carrier Corporation, Paterson, 
N. J.; Barnwell Brothers, Inc., Burlington, N. C.; Consolidated 
Motor Lines, Inc.; Hartford, Conn.; Horton Motor Lines, Inc., 
Charlotte, N .C.; McCarthy Freight System, Inc., Taunton, 
Mass.; M. Moran Transportation Lines, Inc., Buffalo, N. Y.; 
Southeastern Motor Lines, Inc., Bristol, Va.; and Transporta- 
tion, Inc., Atlanta, Ga. 

Associated Transport, Inc., asked permission to acquire 
control, through purchase of the stock of these companies and 
to consolidate into itself the operating rights and properties 
of those corporations within one year from the date of acquisl- 
tion. Associated also asked authority to issue 54,049 shares of 
preferred and 880,311 of common stock, the preferred to have 
a par of $100 and the common of $1 a share, the funds to be 
used in acquiring the eight together with four affiliated non- 
carrier companies, to provide funds for working capital and 
other corporate purposes, and for conversion from time of the 
preferred stock issued. 

The applicant became a carrier by contracting for the 
stock of Arrow Corporation, one of the participants in the 
prior merger effort, from Transport, the latter being controlled 
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py Kuhn, Loeb & Co., the investment bankers. The applicant 
also bought engineering data from the banking house by de- 
livering 9,000 shares of its common stock to Kuhn, Loeb & Co. 

Consolidation was to be brought about through an ex- 
change of the contracting companies’ stock for the Associated, 
in accordance with the plan explained fully in the hearing held 
by Examiner Baker. 


No Material Changes Required 


No obviously material change in the company’s plan is 
required, it is believed, unless a reduction in the number of 
issuable shares and a requirement that the working capital be 
increased $1,500,000 or that a number of the to-be-combined 
companies be required to give up contract carrier rights. The 
examiner was of the opinion that dual operations by them 
would not be in the public interest. 

“The evidence is convincing that unification of these car- 
riers under common control, and consolidation of their opera- 
tions into one unit, would present many opportunities for 
greater economy and efficiency of operations,” said the exam- 
iner immediately after setting forth facts about the corpora- 
tions and their plans for unification of properties and opera- 
tions. He stated that conclusion, which might be deemed con- 
trolling of the whole matter, before taking up what was urged 
by various interests, particularly the anti-trust division and 
the National Industrial Traffic League. 

To back up that conclusion he recited the facts about the 
large number of terminals now being operated, the difficulties 
encountered by the separate units in getting money and equip- 
ment and the reluctance of carriers to interchange equipment 
because of the uncertainty as to when it would be returned, 
so that through transportation was not expedited. 

The anti-trust phase of the matter received treatment 
in several spots in the report, because of its bearing on vari- 
ous phases of the subject. It was treated seriously and at 
length, the impression being created thereby that the ex- 
aminer expected that branch of the government to continue 
vigorous opposition by exceptions and arguments before the 
Commission. ‘That impression was shown to be warranted 
by a declaration by A. C. Wiprud, who had charge of the 
matter at the hearing, that the opposition would be continued. 


Examiner Baker said the anti-trust division contended that 
unification or consolidation was not necessary to obtain the 
benefit of through-trailer service and that such service could 
be rendered by independent carriers through interchange of 
equipment. While theoretically that might be true, said the 
examiner, from a practical operating standpoint there were 
many obstacles, among them the reluctance of carriers to give 
up equipment because of uncertainty of its return. 

While not denying there would be substantial economies 
the anti-trust division contended, according to the examiner, 
accomplishment of them would be of no benefit to the public, 
inasmuch as no “immediate rate reductions are proposed.” 


Anti-Trust Position Untenable 


_ “Such position is untenable,” said the examiner. ‘“Reduc- 
tion in the cost of transportation service has been recognized 
as being a matter of public concern in numerous decisions 
of this Commission. Among other things, the act declares 
it to be the national transportation policy of Congress ‘to pro- 
mote safe, adequate, economical and efficient service.’ It is to 
be expected that permanent reduction in the cost of transporta- 
tion service will be reflected eventually either in lower rates 
than would otherwise be applied, or in improvements in service, 
either of which would be in the public interest. So far as rates 
are concerned, this Commission has adequate powers under 
the act to protect the situation. The unification would not 
result in any increase in aggregate fixed charges. Such charges 
of this nature as are assumed by applicant upon consolidation 
would prove less burdensome to it with its combined resources 
than to the individual carriers involved.” 


The examiner indicated he thought there was little danger 
of restraint of competition for combination of motor carriers 
at this time. 


The examiner made proposed findings on each phase of 
the matter in such distinct form there were no questions, at 
the time his report was given to the public, as to the complete- 
ness of his approval of the general plan, the changes he sug- 
gested being regarded as of relatively minor importance. In 
this part of the report, he said, the Commission should find: 


That the proposed transactions would result in improved trans- 
portation service, in that through movements of freight would be 
simplified and expedited, terminal facilities would be improved, the 
handling of shipments reduced, relations with shippers and public 
regulatory bodies would be simplified, and safe operations promoted. 

_ That such transactions would result in more efficient and greater 
utilization of equipment, and provide a transportation system better 


1447 


fitted to meet the increased demand for transportation service than 
the carriers involved if operated independently. 
That such transactions would result in 
economies. 
Assumption by applicant of the fixed charges of the carriers in- 
volved would not be contrary to the public interest. 


substantial operating 


As to the interest of employes the examiner said the 
Commission should find the transaction would not result in 
such substantial injury to them as to warrant denial of the 
application. 

The examiner said the Commission should find that dual 
operations by McCarthy would be competitive with common 
carriers and not consistent with the public interest; and that 
any authority for acquisition of Consolidated should be on 
condition that prior to the exercise of such authority United- 
Arbour should file a petition requesting cancelation of any 
authority to operate as a contract carrier. 

With regard to corporate simplification the examiner 
made a number of technical findings. 

As to competition, which the examiner discussed in great 
detail, he said that if the proposed transactions were consum- 
mated there would remain adequate motor carrier competition 
between the points in the territory involved; that, between 
the principal points involved substantial competition would 
be afforded the unified operation by rail carriers and that the 
proposed transactions would not result in an undue restraint 
of competition. 

Concerning the issuance of securities the examiner said 
the Commission should find that the acquisition of control would 
require issuance by the applicant of 648,643 shares of its com- 
mon stock and 39,049 shares of preferred stock of an aggre- 
gate par of $4,553,543; that the aggregate net worth of the 
corporations to be acquired was approximately $4,900,000; that 
the working capital should be increased by $1,500,000 to place 
it on a sounder financial basis; that the preferred stock should 
have six votes by the share instead of one and that in case 
of default of dividends on preferred for three years or more the 
preferred holders, voting separately as a class, should be 
entitled to elect a majority of the board of directors, plans for 
sale of preferred to be subject to approval by the Commission. 


N. I. T. L. Position 


Commenting on the point made by the National Industrial 
Traffic League that the consolidation here proposed did not 
conform to the pattern specified for the consolidation of rail- 
roads in 159 I. C. C. 522, Examiner Baker observed that Con- 
gress had repealed the part of the law requiring railroad con- 
solidations to conform with a plan made by the Commission. 
Moreover, he said, it hardly seemed necessary to point out that 
considerations which might govern the consolidation of rail- 
roads might differ radically from those to be applied to motor 
carriers. 

Considering the practice of the railroads with respect to 
the interchange of equipment, the advantages to be derived 
from interterritorial service by a single railroad were not so 
readily apparent as in the case of motor carriers, whose 
smaller transportation unit made possible a more flexible 
service. Approval of the proposed consolidation, he said, would 
not disrupt existing routes and channels of trade but would 
make possible more expeditious and economical handling of 
traffic moving over such routes. The proposed consolidation, 
he said, was predominantly end-to-end of complementary op- 
erations, but having sufficient overlapping to make possible 
elimination of duplications to provide economies and release 
for other business of equipment and terminal space presently 
so vital. The unified operations would offer the public a more 
complete service in a large area. . . . In closing a general discus- 
sion of which the immediately foregoing is a part, the examiner 
said: 


The benefits which would accrue from a unification of this sort 
are particularly important at this time because of the increasing de- 
mand for transportation facilities, on the one hand, and an impending 
shortage of equipment, on the other. In the past, the carriers involved 
have been able to expand their facilities to take care of the growing 
volume of business through use of earnings. Increasing income taxes 
will substantially lessen their ability to do this. Sale of stock to the 
public by these carriers individually for raising additional capital is 
not feasible, and extensive use of credit for expansion of facilities would 
place them in such a precarious financial position that their solvency 
would be jeopardized in the event of a recession in business. 


COMMISSION ORDERS 

MC 29775, Charles P. Davis, common carrier application. Denial 
order of September 24 further modified to become effective January 4, 
1942, instead of December 4. 

MC 43020, H. B. Church Truck Service Co., common carrier ap- 
plication; and MC 41793 Sub. No. 1, J. J. Holland, Inc., extension, Bos- 
ton-Providence. Denial order of December 9, 1940, further modified 
to become effective January 15, 1942, instead of December 10. 
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MC 92722 Sub. No. 2, Robert R. Walker, extension, truck-away. 
Caravans, Inc., authorized to become a party to matter for participa- 
tion in all further proceedings. 

MC 95463, Royal Cadillac Service, Inc., common carrier application; 
and MC 95462, Reliable Cadillac Lines, Inc., common carrier applica- 
tion. Denial order of September 2 further modified to become effec- 
tive February 10, 1942, instead of November 27. 

MC 101044 (corrected), Roy R. Thompson, common carrier appli- 
cation. Matter reopened for further hearing at time and place to be 
fixed. 

MC 101360, D. C. Jacobsen, dba A. & A. Refrigerator Service, con- 
tract carrier application. Request of applicant, intervener George A. 
Hormel & Co., and rail carrier protestants, for oral argument denied. 

MC C-289, pick-up and delivery allowances on dairy products. Pe- 
tition filed by Western Truck Lines, Inc., for discontinuance of in- 
vestigation in so far as it relates to schedules maintained by said 
carrier denied. 

MC F-4, Pennsylvania Truck Lines, Inc., control, Alko Express 
Lines. Petition of November 12 seeking permission to withdraw 
petition of January 18, 1938, filed by applicant, seeking a modification 
of findings in report, 5 M. C. C. 77, so as to permit service at certain 
points at which service was restricted, granted, and petition of January 
18, 1938, considered withdrawn as of November 22. 

MC 15204 and MC 22306, Raymond Lee Dance, common carrier 
applications; and MC 15204 Sub. No. 2, Same, extension of operations, 
Georgia. Denial order of September 17 modified to become effective 
December 13 instead of November 28. 

No. 28699, A. E. Staley Manufacturing Co. vs. Alton et al. Quincy 
Freight Bureau and the Quincy Soybean Products Co. permitted to 
intervene. 

MC 88464, Pierce Freight Lines, Inc., extension, New York. De- 
nial order of October 18 modified to become effective February 10, 
1942, instead of December 1. 

Fourth section application No. 18822, wood pulp from Green Bay 
and Stevens Point, Wis. Petition filed by L. E. Kipp, agent, for a 
modification of fourth section order No. 14140, entered in the applica- 
tion, denied. 

MC 31444, Samuel Schreiber and Mrs. Harry Schreiber, common 
carrier application. Application amended to include a request for au- 
thority to conduct operation as a common carrier by motor vehicle, 
in interstate or foreign commerce, of general commodities, between 
all points within a radius of 25 miles of Pittsburgh, Pa., over irregular 
routes, serving all points situated within said radius. 

MC F-6, Scott Brothers, Inc., control, W. G. Corporation. Decision 
and order of August 26 further postponed until December 24. 

MC 796, Universal Service, Inc., common carrier application; and 
MC 796 Sub. No. 1, Same, extension of operations, Minnesota and 
Michigan. Denial order of October 14 modified to become effective 
December 29 instead of November 29. 

MC 17481, MC 21231 and MC 19693, Ernest E. Moore, common car- 
rier applications; MC 24697, Same, contract carrier application; and 
MC 80532, Same, broker application. Applicant’s second petition for 
postponement of effective date of denial order dismissed. 

MC 31389, Malcolm P. McLean, Jr., common carrier application. 
Denial order of September 12 further modified to become effective 
February 10, 1942, instead of November 26. 

MC 45105, Bell Motor Freight, Inc., common carrier application. 
Denial order of September 13 further modified to become effective 
Feoruary 10, 1942, instead of November 28. 

MC 52341, Ohio Transportation Co. (successor in interest to Karl O. 
Garner), common carrier application; MC 55430, Karl O. Garner, com- 
mon carrier application; MC 2304 Sub. No. 1, Kaplan Trucking Co. 
(successor in interest to Karl O. Garner), common carrier application; 
and MC 2304 Sub. No. 2, Kaplan Trucking Co., extension of operations, 
Michigan. Denial order of June 14 modified to become effective Jan- 
uary 15, 1942, instead of December 12. 

MC 55604, R. N. Smith and R. R. Smith, common carrier applica- 
tion. Denial order of September 13 further modified to become effec- 
tive February 16, 1942. instead of November 28. 

MC 59734, Charles Ohley and J. S. Nickell, common carrier applica- 
tion; and MC 59735, Same, contract carrier application. Denial order 
of June 16 further modified to become effective January 15, 1942, 
instead of December 10. 

MC 70437, Earl V. Singer and Louis M. Hubert, common carrier 
application; and MC 69369, Eastern Contract Haulers, Inc., contract 
carrier application. Matters reopened for further hearing, at time and 
place to be 1ixed, solely with respect to applicants’ right to operate, 
over irregular routes, as a common carrier by motor vehicle in inter- 
state or foreign commerce, as set forth in the order. Order of June 
2, which by its terms denies a portion of applications, vacated and 
set aside only in so far as it denies authority to conduct operations 
described in this order. 

MC 96269, Arthur Basso, common carrier application. Denial order 
of August 18 further modified to become effective January 15, 1942, 
instead of December 10. 

No. 28702, Semet-Solvay Co. vs. A. & W. et al. Alabama By-Prod- 
ucts Corporation and DeBardcleben Coal Corporation permitted to in- 
tervene. 

No. 28710, Great Lakes Transit Corporation et al. vs. A. & A. et al. 
Grinnell Co., Inc.; New England Paper and Pulp Traffic Association; 
Shippers’ Conference of Greater New York; and Commerce and In- 
dustry Association of New York, Inc., permitted to intervene. 

1. & S. No. 4952, paints, Louisville, Ky., to Memphis, Tenn. Pro- 
ceeding reopened for reconsideration. Order entered October 24, as 
subsequently modified to become effective December 8, further modified 
so as to postpone the effective date thereof until further order of 
Commission. 

Finance No. 13494, application of Pittsburgh, Lisbon & Western for 
certificate permitting abandonment of line between Signal and Lisbon, 
O.; Finance No. 13495, application of Pittsburgh, Lisbon & Western 
under section 20a of interstate commerce act for authority to issue an 
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unsecured negotiable note in the sum of $400,000; and Finance No, 
13496, application of Pittsburgh, Lisbon & Western for authority to 
purchase and operate a line between Signal and Columbiana, O. Balti- 
more & Ohio; Monongahela; New York Central; Pennsylvania; ang 
Pittsburgh & Lake Erie permitted to intervene. 

No. 28476, Thornton Quarries Corporation vs. C. & E. I. et aj. 
Defendants’ petition for reopening, reconsideration and oral argument 
denied. 

No. 28602, Forst Packing Co., Inc., vs. C. N. O. & T. P. et al. 
Complainant’s petition for reconsideration denied. 

MC 1171 Sub. No. 2, Hall Motor Freight Co., extension of opera- 
tions, Colorado and Kansas. Exceptions filed by applicant to recom- 
mend order withdrawn from further consideration. Recommendeq 
order entered July 22 made order of Commission effective November 5. 

MC 68917, H. P. Welch Co., common carrier application; and mc 
62288, Same, contract carrier application. Denial order of October 16 
modified to become effective February 10, 1942, instead of November 29, 

MC 75439, Miami Transportation Co., common carrier application, 
Matter reopened for reconsideration on present record solely with 
respect to right of applicant to continue operation as a common ear- 
rier of general commodities, over a regular route, between Cincinnati, 
O., and Charleston, O., serving intermediate points Huntington to 
Charleston inclusive, and serving points within 10 miles of Charles- 
ton in off-route service; to continue operation as a common carrier of 
scrap paper, over a regular route, from Huntington to Cincinnati; to 
continue operation as a common carrier of malt beverages, over 
irregular routes, from Newport, Ky., and Cincinnati, O., to all points 
in West Virginia, and from Newport, Ky., to Marietta, Ironton, Ports- 
mouth and Batavia, O. Order entered April 14 vacated and set aside 
only to extend that it denies authority to continue operations described 
in preceding sentence. 


PETITIONS FOR REHEARING, ETC. 


Ex Parte MC 20, trunk line territory motor carrier rates. Ina 
sixty-second petition, Middle Atlantic States Motor Carrier Conference, 
Inc., asks reopening, reconsideration and modification of orders in 
connection with meats; plate, tin or terne; dish or wash cloths; en- 
velopes; babbitt metal; lead; iard; brass, bronze, etc.; textile car- 
riers; zine and zinc alloy; range boilers, water heaters, etc. 

No. 28554, Kansas City Structural Steel Co. vs. A. T. & S. F. et al, 
Complainant asks that Commission deny defendants’ petition for recon- 
sideration by and oral argument before the entire Commission, dated 
November 8. 

MC F-1506, Kellogg Express & Draying Co., control, Napa Trans- 
portation Co. Lloyd Swayne asks for an order authorizing him to 
purchase from John C. Stone and Norvin A. Fay all of the issued and 
outstanding stock of Napa Transportation Co. 

1. & S. M-1871, split pick-up and delivery rule in central territory. 
Respondent, Detroit-Pittsburgh Motor Freight, Inc., asks that order 
herein be vacated and proceeding discontinued. 

MC F-1607, Mohawk Lines, Inc., control, Crescent Express Lines, 
Inc. Mohawk Lines, Inc., asks that application be withdrawn with- 
out prejudice. 

MC F-1696, Davidson Transfer & Storage Co., issuance of note. 
Davidson Transfer & Storage Co. asks modification of findings and 
supplemental order. 

Ex Parte MC 21, central territory motor carrier rates. Central 
States Motor Freight Bureau, Inc., asks further modification of orders. 

Ex Parte MC 23, midwestern motor carrier rates. Iown State 
Commerce Commission, in behalf of producers and shippers of dairy 
products, asks reopening and further hearing in the matter of rates, 
rules, etc., on dairy products, at Des Moines, Ia., on not less than 
sixty days’ notice, and postponement meanwhile of briefs to a time 
to be set at such further hearing. 

No. 28630 (formerly Maritime Commission No. 584), E. I. du Pont 
de Nemours & Co., Inc., vs. Southern Steamship Co. Defendant asks 
reopening for consideration by Commission. 

1. & S. No. 4952, paints, Louisville, Ky., to Memphis, Tenn. South- 
ern Motor Carriers Rate Conference, protestant, asks for further post- 
ponement of effective date of decision of division 3, pending final de- 
termination of issues herein. 

Ex Parte MC 23, midwestern motor carrier rates. Central West 
Shippers, Meriil M. Pregler and Louise J. Fosse, dba Dairy Dispatch 
Co., Olinda M. Kroblin, dba Kroblin Transfer, Everett L. Baker, dba 
Baker Transfer, Elmer Klingshein, and C. F. Walsh, Walsh Tub & 
Transfer Co. ask further hearing at time and place to be fixed by 
Commission in connection with rates on dairy products and related 
commodities. 


N. J. & N. Y. REORGANIZATION 


Peter Duryee, vice-president of the Chase National Bank 
of the City of New York, has filed a petition in Finance No. 
13490, New Jersey & New York Railroad Co. reorganization, 
asking the Commission to ratify his appointment by the fed- 
eral court for the New Jersey district to the position of trus- 
tee of the debtor railroad. 


The petition says that the petitioner was president of 
Duryee & Barwise, Inc., from 1899 to 1917, that in the latter 
year he became assistant to the president of the Mercantile 
Trust Co. in New York City and that he subsequently became 
vice-president of that bank and of its successor, the Chase 
National Bank. His connection with the latter bank will be 
severed January 1, 1942, when he will have reached the re 
tirement age, says the application. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Detatls of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. 5083, the Commission has suspended from No- 
vember 28 until June 28, the operation of certain schedules as 
published in supplement No. 6 to Agent J. R. Peel’s tariff 
1. C. C. No. 3367. The suspended schedules propose to restrict 
the joint through rail-water rates on rice and rice products 
in carloads, from origins on the T. & N. O. in Louisiana to the 
north Atlantic ports so as not to apply via Houston and the 
Southern Steamship Co. 

In I. and S. 5084, the Commission has suspended from 
December 1 until July 1 the operation of certain schedules as 
published in supplements Nos. 42, 44 and 49 to Agent J. R. 
Peel’s joint tariff I. C. C. No. 3360. The suspended schedules 
propose to reduce the less-than-carload rating on printed forms, 
N. O. L B. N., between official and southwestern territories. 

In I. and S. M-1883, the Commission has suspended from 
November 30 until June 30, the operation of certain schedules 
as published in supplement No. 132 to joint tariff MF-I. C. C. 
No. 79 (F. P. Willette’s series) of issuing agent, Mid-Western 
Motor Freight Tariff Bureau, Inc., Kansas City, Mo. The sus- 
pended schedules proposed to establish between Springfield, 
Mo., and Memphis, Tenn., reduced commodity rates on paper 
and paper articles of 71, 64, 59 and 48 cents a 100 pounds, 
less-truckload, and minima 7,000, 10,000 and 15,000 pounds, re- 
spectively, in lieu of higher class rates based on exceptions rat- 
ings of 80, 73, 69 and 55 cents a 100 pounds, less-truckload and 
minima 7,000, 10,000 and 15,000 pounds, respectively. 

In I. and S. M-1884, the Commission has suspended from 
December 1 to July 1 all provisions contained in schedule MF- 
I. C. C. No. 2 of George Bellows and Vern Bellows, dba Bel- 
lows & Bellows, Cameron, Wis. The suspended schedule pro- 
posed to establish new contract carrier minimum charges on 
miscellaneous commodities, soap, soap products and cooking oil 
fats distributed from railroad cars at Cameron, Wis., to points 
and places in Wisconsin within a radius of 75 miles thereof. 

In I. and S. 5083, the Commission, has suspended from 
December 1 until June 28, the operation of certain schedules 
as published in supplement Nos. 7 and 8 to Agent J. R. Peel’s 
tariff I. C. C. No. 3367 and other tariffs. The suspended sched- 
ules propose to increase the rail-water rates on rice and rice 
products, in carloads, from southwestern origins to north At- 
lantic ports. The following is illustrative: 


To North Atlantic ports from Iota, La., present rate, 42; proposed 
rate, 57. To North Atlantic ports from Stuttgart, Ark., present rate, 50; 
proposed rate, 71. 


Anti-Trust in Motor Cases 


The American Trucking Associations, Inc., backing up the 
anti-trust division of the Department of Justice in its inter- 
ventions in applications of railroads to furnish auxiliary serv- 
ice by means of truck operations, has filed suggestions with 
the Commission, in connection with Atlantic Coast Line appli- 
cations, as to what sort of evidence it should require in support 
of such proceedings. It asked the Commission to direct the tak- 
ing of testimony to determine whether the proposed operation 
would unduly restrain competition, impair sound economic con- 
ditions “in the independent trucking industry, result in unfair 
and destructive competition, discriminate against shippers, or 
otherwise be inconsistent with the transportation policy de- 
iy in the interstate commerce act and with the anti-trust 
act,” ete. 

_ The petition makes other suggestions as to what the Com- 
mission should do in the taking of testimony might be deemed 
by lawyers to be pertinent in an action for the enforcement 
of the anti-trust act. The Commission, in a number of cases, 
when violation of the anti-trust act was suggested, pointed out 
that no duty with regard to that statute had been imposed on 
it. The anti-trust division intervened in the Associated Trans- 
port case in which Examiner Baker made a proposed report 
(elsewhere in this issue) but he recommended grant of per- 
mission to that company to merge eight carriers notwithstand- 
ing the division’s opposition. 

Anti-trust considerations urged by the American Trucking 
Associations, Inc., and the anti-trust division of the Depart- 
ment of Justice have caused the Commission indefinitely to 
Postpone a hearing in an Atlantic Coast Line application set 
for Dec. 4, at Raleigh before joint board 103, the application 
being MC 23942, Sub. No. 2. The thought at the time of the 
Postponement was that the application would be reassigned for 
earing some time in January. The petition of the motor asso- 
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ciation for a definition of the nature of the testimony so as to 
emphasize the anti-trust feature brought forward by it and the 
anti-trust division was made public by the Commission after 
it had postponed the hearing. 

Postponement of the hearing was taken as indicating 
that the Commission would say that the testimony to be taken 
should include some if not all the considerations urged by the 
supporters of the anti-trust theory in connection with railroad 
applications for motor operations. The impression that the 
Commission would make way for the reception of anti-trust 
testimony was based on the fact that the two heads of the anti- 
trust drive said that if their petitions for broadening were 
granted they would require additional time to examine data 
and prepare their case. The motor association said a pre-trial 
conference would be necessary to determine what information 
the applicant should be required to furnish, adding that no 
useful purpose would be served by starting the hearings on 
Dec. 4. The question of a day for the hearing, it was sug- 
gested, could be considered at the pre-trial conference. 

This move with regard to the Atlantic Coast Line applica- 
tion is deemed a follow-up of what was undertaken by the 
anti-trust division at the hearing at Raleigh, N. C., in Sea- 
board Air Line applications (see Traffic World, Nov. 15, p. 
1263). At that hearing the anti-trust division made an unsuc- 
cessful attempt to inject the anti-trust feature into the record. 
The examiner ruled against the introduction of testimony of 
that sort on the ground that the hearing was on an application 
for a modification of key point restrictions. 

One of the efforts of those urging consideration of the 
anti-trust prohibitions in connection with railroad operations 
by motor vehicle is to have all applications by a given railroad 
or railroad system treated as if they constituted but one pro- 
ceeding. They have objected to the treatment of one applica- 
tion, covering a designated segment of the rail route, as dis- 
tinct from all other segments, notwithstanding the fact that 
the Commission, particularly in the matter of the Seaboard 
Air Line service, has assigned sub-numbers to each applica- 
tion. It, however, assigned them all for hearing before one 
examiner, V. J. Livingston. 

The anti-trust division and the American Trucking Asso- 
ciations, Inc., have asked the Commission to reopen MC 86687, 
Seaboard Air Line motor operations and extension, and the 
sub numbers joined with it, for further hearing so as to sup- 
plement the record made at the Raleigh, N. C., hearing, No- 
vember 12. They desire to put into the record testimony to 
show the necessity in the public interest of limiting whatever 
authority may be granted to the railroad. 





FINANCE APPLICATIONS 

MC F-1723. M. W. and H. E. West, dba West Bros. Motor Ex- 
press Co., Laurel, Miss., asks authority to purchase rights of Green 
Truck Lines, Inc., Hattiesburg, Miss., from Laurel, Miss., to Mobile, 
Ala., and 10-mile radius of Mobile, Ala. 

MC F-1724. Commercial Motor Freight, Inc., Columbus, O., asks 
authority to issue 252,000 shares of common stock, par value $2 a 
share, so as to increase its capitalization. 

Finance No. 13551. Boston & Maine asks authority to purchase 
from the Northern Railroad, operated by the applicant under lease 
since its acquisition of the Boston & Lowell in 1889, one-half of the 
capital stock of Franklin & Tilton Railroad, a single-track line ap- 
proximately 5 miles long. extending between Tilton and Franklin 
Junction, N. H. The application says that applicant now owns one- 
half of the stock of the Franklin & Tilton; that the transaction pro- 
posed is that the Northern shall transfer to the Boston & Maine its 
half interest in the Franklin & Tilton in consideration of a release 
from its obligation at the termination of its lease to pay to the Bos- 
ton & Maine the $132,800 originally advanced to the Northern by the 
Boston & Lowell, and that the proposed transaction involves no 
pecuniary consideration or issue of securities. 

Finance No. 13553. Beech Creek Extension Railroad Co. asks au- 
thority to abandon, and the New York Central Railroad Co. asks 
authority to abandon operation of, the line of the former between the 
Gorham mine near Hooverhurst, Pa., and a point near Wilgus, Pa., 
a distance of 3.06 miles, involving 5.14 miles of track. The applica- 
tion says two coal mines on the line are no longer being operated and 
that there are no evident prospects of resumption of their operation. 

Finance No. 13554. Boston & Maine asks authority to acquire 
trackage rights over a portion of the New York Central line between 
Forest Lake in the town of Palmer and Creamery in the town of 
Hardwick, all in Hampden, Hampshire and Worcester counties, Mass., 
comprising approximately 10.5 miles. The application says that under 
agreement with the New York Central applicant will pay $6,376.13 an- 
nually for 50 years, for the trackage rights and be relieved of the 
expense of maintaining its own line. 

Finance No. 13555. Boston & Maine and Maine Central ask au- 
thority to extend the terms of an agreement for operation under 
trackage rights by the former over the lines of the latter between 
Waumbek Junction and Coos Junction, approximately 11 miles, and 
between Whitefield and Fabyan, approximately 15 miles, all in Coos 
County, N. H., and for operation by the Maine Central over the Boston 
& Maine line between Coos Junction and Groveton, approximately 9 
miles, in Coos County, N. H. Extension of the renewal privilege under 
the agreement from 20 years to 99 years is asked. 

Finance No. 12263, supplemental. George E. Roosevelt, R. G. Page 
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and Philip N. Cristal, as protective committee for Iowa Central Rail- 
way Co, first mortgage 5 per cent 50-year gold bonds, ask approval 
of the committee's action in extending, from Dec. 10, 1941, to Dec. 10, 
1944, the termination of the deposit agreement under which the com- 
mittee is constituted, and ask authority to continue to act as such 
protective committee and to continue to solicit, use, employ or act 
under or pursuant to proxies, authorizations or a deposit agreement 
in or in connection with the receivership proceedings pending against, 
and the reorganization of, The Minneapolis & St. Louis Railroad Co. 
The application says the principal amount of the bonds represented 
by the committee is $5,656,000 out of a total issue outstanding in the 
hands of the public of $7,650,000. 

MC F-1725. Signal Trucking Service, Ltd., Los Angeles, Calif., asks 
authority to purchase Signal Harbor Service, Inc., Los Angeles. 

Finance No. 13556. Springfield & Southwestern Railroad Co., asks 
authority to acquire and operate that part of the line of the Chicago, 
Springfield & St. Louis extending from the junction of the tracks of 
the C. S. & St. L. with the tracks of the B. & O. near Cox Street, 
Springfield, Ill., to a point 100 feet south of the south end of the 
passing track south of Curran, Ill., approximately 7.78 miles. It also 
asks for an order canceling the certificate issued by the Commission to 
the Springfield Southern in Finance No. 13042 authorizing the Spring- 
field Southern to acquire and operate property of the C. S. & St. L. 
south of Curran; and for authority to operate under trackage rights 
over the B. & O. in Springfield. Applicant, incorporated for $100,000 
consisting of 1,000 shares of common capital stock, par value $100 
a share, according to the application, will apply to the Commission 
for authority to issue 50 shares to provide necessary working capital 
and for authority to issue unsecured notes of $55,000 to Schiavone- 
Bonomo Corporation to purchase the property to be acquired by it. 

Finance No. 13557. Oregon Short Line and Union Pacific ask 
authority for the former to abandon and the latter to abandon opera- 
tion of the portion of the Raft River branch extending 18.66 miles 
from Declo to Idahome, Ida., in Cassia County, Ida., together with 
incidental side and spur tracks. 





MOTOR FINANCE CASES 

MC F-1716, Fitterling Transportation Company, Inc., purchase— 
Gabriel A. Bushroe et al. Petition for authority under section 210a(b) 
of Fitterling Transportation Company, Inc., of South Bend, Ind., for 
temporary operation of motor-carrier rights of Silas S. Bushroe, 
Gabriel A. Bushroe, and Edward A. Bushroe, a partnership, dojng 
business as ‘Toledo-Fort Wayne Truck Lines, of Fort Wayne, Ind., 
granted December 2, 1941, provided, within 15 days from December 
2, 1941, Fitterfing Transportation Company, Inc., shall have (1) com- 
plied with sections 215 and 217 of the act and rules and regulations 
prescribed thereunder, (2) instituted operations pursuant to the au- 
thority granted, and (3) confirmed, in writing, to the Commission, 
immediately upon commencement of operations, the date operations 
were commenced. 

MC F-1713, Garden City Transportation Co., control and purchase 
—F. Hennessey & Company. Petition for authority under section 
210a(b) of Garden City Transportation Co., of San Jose, Calif., for 
temporary operation of motor-carrier rights and other property of 
F. Hennessey & Company, also of San Jose, granted December 2, 
1941, provided, within 15 days from December 2, 1941, Garden City 
Transportation Co. shall have (1) complied with sections 215 and 217 
of the act and rules and regulations prescribed thereunder, (2) insti- 
tuted operations pursuant to the authority granted, and (3) confirmed, 
in writing, to the Commission, immediately upon commencement of 
operations, the date operations were commenced. 


MC F-1719, Miami Transportation Company, Inc., of Indiana, pur- 
chase—Lett and Company of Indiana, Inc. (Louis R. Schear, Trustee). 
Petition for authority under section 210a(b) of Miami Transportation 
Company, Inc., of Indiana, of Cincinnati, Ohio, for temporary opera- 
tion of certain motor-carrier rights of Lett and Company of Indiana, 
Inc. (Louis R. Schear, Trustee), also of Cincinnati, granted December 
2, 1941, provided, within 15 days from December 2, 1941, Miami Trans- 
portation Company, Inc, of Indiana, shall have (1) filed with the 
Commission three conformed copies of a lease agreement embracing 
the terms of the lease authorized under section 210a(b), (2) complied 
with sections 215 and 217 of the act and rules and regulations prescribed 
thereunder, (3) instituted operations pursuant to the authority granted, 
and (4) confirmed, in writing, to the Commission, immediately upon 
commencement of operations, the date operations were commenced. 

MC F-1541, Arthur W. Lee and George V. Eastes, purchase—West 
Coast Transport C6. Purchase by Arthur W. Lee and George V. Eastes, 
a partnership, doing business as Lee & Eastes, of Seattle, Wash., of 
operating rights and property of West Coast Transport Co., also of 
Seattle, approved and authorized, subject to condition. 

MC F-1491, H. C. Griffin et al., control—Bulk Haulers, Inc., em- 
bracing No. MC F-1503, Rogers Cartage Co., merger—Bulk Haulers, Inc. 
Acquisition by H. C. Griffin, Walter Mullady, and John O’Connor of 
Chicago, Ill., of control of Bulk Haulers, Inc., also of Chicago, through 
purchase of capital stock, and merger into Rogers Cartage Co., of 
Chicago, of operating rights and properties of Bulk Haulers, Inc., ap- 
proved and authorized, subject to condition. 

MC F-1628, Rockland Coaches, Inc., merger—Nyack DeLuxe Transit 
Corporation. Merger into Rockland Coaches, Inc., of Bergenfield, N. J., 
of operating rights and property of Nyack DeLuxe Transit Corporation, 
of Spring Valley, N. Y., approved and authorized, subject to condition. 

MC F-1695, The Davidson Transfer & Storage Co., issuance of notes, 
embracing No. MC F-1695, The Davidson Transfer & Storage Co.—Issu- 
ance of note. The Davidson Transfer & Storage Co., Baltimore, Md., 
authorized to issue not exceeding $150,000 aggregate face amount of 
secured short-term notes to temporarily finance construction of terminal 
facilities. Prior report, 37 M. C. C. ... 

MC F-1570, Short Way Lines, Inc., merger—The Toledo & Indiana 
Coach Co. Merger in Short Way Lines, Inc., of operating rights and 
property of The Toledo & Indiana Coach Company, both Ohio cor- 
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poraticns of Toledo, Ohio, approved and authorized, subject to 
dition. 

MC F-1633, C. J. Hargleroad, purchase—Edwin A. Bowles. Pyr. 
chase by C. J. Hargleroad, of Hastings, Neb., doing business as Hargle- 
road Transport Service, of certain operating rights of Edwin A. Bowles 
of Denver, Colo., doing business as Overland Transport Company. 
approved and authorized, subject to condition. re 


con- 


SIGNAL SYSTEMS 


The Chicago, St. Paul, Minneapolis & Omaha; Pennsy]- 
vania; Kentucky & Indiana Terminal; Chicago & North West- 
ern; Union Pacific; Wisconsin Central; and Illinois Central have 
filed applications with the Commission for approval of pro- 
posed modifications of signal systems or devices under section 
25 (b) of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission and applicant 
in writing within 20 days from December 2. 

The Alton; St. Louis-San Francisco; and Great Northern 
have filed applications with the Commission for approval of 
proposed modifications of signal systems or devices under sec- 
tion 25 (b) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission and ap- 
plicant in writing within 20 days from November 28. 

The Alton has filed an application with the Commission 
for approval of proposed modifications of rules, standards and 
instructions prescribed by order of April 13, 1939, under sec- 
tion 25 (c) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission and ap- 
plicant in writing within 20 days from November 28. 

The Southern Pacific Co.; Chicago, Milwaukee, St. Paul & 
Pacific; Alabama Great Southern; and Elgin, Joliet & Eastern 
have filed applications with the Commission for approval of 
proposed modifications of signal systems or devices under sec- 
tion 25 (b) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission and ap- 
plicant in writing within 20 days from November 29. 

The Detroit, Toledo & Ironton has filed an application with 
the Commission for approval of proposed modifications of 
rules, standards and instructions prescribed by order of April 
13, 1939, under section 25 (c) of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
mission and applicant in writing within 20 days from No- 
vember 29. 

The New York Central (lessee of Michigan Central); Mis- 
souri Pacific; Texas & New Orleans; Cleveland, Cincinnati, 
Chicago & St. Louis; and Chicago, Milwaukee, St. Paul & 
Pacific have filed applications with the Commission for approval 
of proposed modifications of signal systems or devices under 
section 25(b) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission and ap- 
plicant in writing within 20 days from December 4. 





UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 13492, Yazoo & Mississippi Val- 
ley Railroad Co. abandonment, permitting abandonment by the Yazoo 
& Mississippi Valley Railroad Co. of a part of a branch line of railroad 
in Yazoo and Sharkey counties, Miss. Approved. 

Order in F. D. No. 13286, Unity Railways Co. construction, extend- 
ing the time for commencing and completing construction to January 
1, 1942, and May 1, 1942, respectiveiy. Approved. 


Order in F. D. No. 13294, Pennsylvania Railroad Co. construction, 
extending the time for commencing and completing construction to 
March 1, 1942, and July 1, 1942, respectively. Approved. 

Report and certificate in F. D. No. 13501, Tioga Railroad Co. ac- 
quisition, authorizing acquisition by the Tioga Railroad Co. of the 
line of railroad of the Blossburg Coal Co. in Tioga County, Pa. Ap- 
proved. 

Report and certificate in F. D. No. 13507, Pennsylvania Railroad 
Co. abandonment, permitting abandonment by the Pennsylvania Rail- 
road Co. of a portion of a branch line of railroad in Chester County, 
Pa. Approved. 

Supplemental report and order in F. D. No. 12629, Norfolk South- 
ern Railroad Co. receivership, and F. D. No. 12728, Norfolk Southern 
Railway Co. acquisition, modifying order of April 19, 1940, so as to 
authorize the Norfolk Southern Railway Co. (a) to issue not exceed- 
ing $368,000 of 10-year 4 per cent secured notes, $3,918,000 of first- 
mortgage bonds, series A, 4% per cent, $6,892,300 of general mortgage 
5 per cent convertible income bonds, and 350,000 shares of no-par-value 
common stock; (b) to procure the authentication and delivery of not 
exceeding $404,800 of first-mortgage bonds, series A, 444 per cent, (c) to 
assume obligation end liability in respect of not exceeding $1,927,000 
of Norfolk Southern Railroad Company receivers’ equipment trust cer- 
tificates, and (d) to assume obligation and liability, as guarantor, In 
respect of not exceeding $760,000 of 10-year 1% per cent serial notes of 
the Norfolk & Portsmouth Belt Line Railroad Co., the securities to be 
issued and obligation and liability to be assumed in connection with 
the reorganization of the Norfolk Southern Railroad Co. Approved. 

Report and order in F. D. No. 13535, Railway Express Agency, Inc., 
notes, granting authority to issue not exceeding $362,698.78 of promis 
sory notes, to be delivered at par to the Enjay Construction Co. 0 
part payment for certain land and for the construction of a garage 
and repair shop thereon. Approved. 
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December 6, 1941 


Protective Service Unit Prices 


Chairman Eastman has issued a list of the units of service 

on the basis of which railroads and express companies are to 
draft new contracts for protective service, to be submitted to 
the Commission on or before January 1, 1942, in accordance with 
the reports in Ex Parte No. 137, contracts for protective 
services. 
” Attached to the list was a letter addressed to the re- 
spondents in Ex Parte No. 137 by Chairman Eastman, in which 
he noted that division 3, in its report of July 31, 1941, in the 
ex parte proceeding, had indicated that protective service con- 
tracts should state a specific charge for each item of service 
to be performed; that it later appeared that there was a wide 
variety of opinion as to the operations that should be consid- 
ered separate units of service and as to the names to be ap- 
plied to such units; that the matter was set for conference and 
that representatives of 56 railroads and of all the railroad- 
owned car lines met with Examiner Sharp November 12 and 13 
(see Traffic World, Nov. 15, p. 1264, and Nov. 22, p. 1325), and 
that the list now issued had been decided on as a result of that 
conference. 

“Tt is contemplated,” said the Commission chairman’s let- 
ter, “that each contract shall show a specific charge for each 
unit of service that is to be performed under its terms. In no 
instance are two or more units to be combined and a single 
charge shown therefor. If in any instance a carrier requires 
aservice not embraced by one of the units shown in the list, it 
should be provided for in specific terms and not combined with 
any one of the units indicated.” 

The list of units of service embraces the following: 


Refrigeration Service 


(1) Ice. (a) Delivered in bunkers of a refrigerator car—per ton. 
(b) Delivered on top of load in body of car—per ton; the price per ton 
shall be stated in the contracts and may be shown for a railroad system, 
or shown separately for each state, for each station, or for any spe- 
cific stations, as desired; provided that a railroad company may agree 
with a car-line company to pay the car-line company’s cost per ton of 
ice so delivered upon the condition that the contract between the par- 
ties shall state the estimated yearly weighted average cost per ton of 
ice delivered in bunkers and the estimated yearly weighted average 
cost per ton of ice delivered on top of load in body of car and shall 
provide that immediately upon the occurrence of any event which shall 
make it appear that the cost per ton to be paid will exceed the es- 
timated yearly weighted average cost per ton the car-line company shall 
advise the railroad company of that fact and of the amount by which 
the estimated yearly weighted average cost probably will be exceeded 
and the reasons therefor, and that the railroad company, in turn, will 
promptly transmit such information to the Interstate Commerce Com- 
mission. The cost of ice as claimed by a car-line company should not 
include any charge of a sub-contractor for any service other than the 
supplying of ice. 

(2) Salt. Delivered in bunkers of a refrigerator car—per 100 pounds. 
(3) Supervision. (Supervision as used here is as defined in 222 I. C. C. 
245, at page 250.) (a) Per icing in bunkers of a refrigerator car. (b) 
Per icing in body of car. (Item 3(a) may be divided so as to show a 
charge per icing when ice is placed in bunkers and a charge per inspec- 
tion when the bunkers are inspected but not iced if such a division bet- 
ter serves the ends of particular carriers.) 

(4) Repairs to refrigerating devices. Per car per trip in which ice 
is placed in bunkers. (This item should include cleaning of tanks and 
drains and around hatchways and may be subdivided to show separately 
the compensation to be paid when two bunkers are iced and when one 
bunker is iced.) 

(5) Repairs or damage caused by top or body ice. Per car per 
trip in which ice is placed in body of car for the protection of perishable 
freight. (This item should include cleaning occasioned solely by top or 
body icing.) 

(6) Precooling of a refrigerator car—each precooling. 

(7) Car curtains—per car equipped. 


Heater Service 


_ (1) Car heaters—per inspection incident to heater service. (This 
item should include return on investment, depreciation, repairs, in- 
surance, taxes, etc., on heaters and facilities used for storage or re- 
— of heaters. It is intended to cover the entire cost of furnishing 
eaters. ) 

(2) Heater fuel—per inspection incident to heater service. (This item 
should cover the delivered cost of fuel in storage.) 

(3) Servicing of heaters—per inspection incident to heater service. 

(Each installation, removal, or other attention, whether or not any fuel 
1S supplied, fires lighted or extinguished, or other manipulation per- 
formed, shall be considered an inspection.) 
_ (4) Supervision—per inspection incident to heater service. (Super- 
vision as used here is as defined in 222 I. C. C. 245, at page 250, except 
that it relates to time devoted to shipments afforded protective service 
against cold instead of refrigeration service.) 

(5) Papering cars—per car papered for protection against cold. 


Ventilation Service 


(1) Supervision—per inspection, whether or not ventilating devices 
are manipulated. (Supervision definition same as that in (4) under 


“heater service’’—except for application here to ventilating service.) 
Loss and Damage Claims 


Amounts paid on claims for loss and damage to perishable freight, 
the cost of investigating and handling such claims, the cost of inspec- 
“ons of lading at destinations, and amounts representing losses of pro- 





1451 





tective service charges, insofar as they related to refrigerated shipments, 
were discussed at considerable length in the Commission’s report in 215 
I. C. C. 684, at pages 773 to 779, under the heading of Hazard, where 
the Commission held that all such amounts, except the losses in pro- 
tective service charges, were not elements of the cost of protective serv- 
ice. These findings should be adhered to. 

With refrigeration revenue being retained by the carriers, as con- 
templated by the Commission's decisions, there will be no occasion for 
a provision covering the loss in protective service charges in contracts 
between carriers and car-line companies. When car lines are to per- 
form the services of investigating and handling of claims, or the inspec- 
tion of lading at destination, and when it is desirable to pass losses re- 
sulting from claim payments through car-line company accounts, con- 
tractual provisions relating thereto should be clearly set apart from the 
provisions relating to protective service. 


SEABOARD EQUIPMENT FINANCING 


In view of the possibility that under the prevailing national 
emergency conditions they may not be able to obtain delivery 
as hoped for of three freight locomotives, the receivers of 
the Seaboard Air Line have asked the Commission for permis- 
sion to amend their petition in Finance No. 13474 in which 
they asked aid of the RFC in the financing of equipment costing 
$4,743,607. Of that sum $1,447,746 was needed for the en- 
gines the receivers had contracted to purchase. They have 
also asked for permission to amend their application in Finance 
13473 to assume obligation and liability in respect of the equip- 
ment trust certificates that would have been issued by curtail- 
ing the amount of the certificates by the sum that would repre- 
sent the locomotives delivery of which they feared could not 
be made on time. 


RAIL PROTEST IN WATER CASE 


Railroads in southern territory, in W-514, application of 
Baltimore Insular Line for a permit as a contract carrier by 
water, protesting issuance of a permit as a contract carrier 
by water, declare that in view of the relationship of the A. H. 
Bull Steamship Co., Bull Steamship Line, Ericsson Line and 
Baltimore Insular Line, and the overlapping and competing 
services which they render, a contract carrier permit and a 
common carrier certificate should not be held by these 
corporations. 

In support of that they assert the applicant is a wholly 
owned subsidiary of the A. H. Bull Steamship Co., which also 
controls Bull Steamship Line, an applicant for a certificate as 
a common carrier. A. H. Bull Steamship Co., they further 
declare, owns the stock of the Ericsson Line which is also 
an applicant for a common carrier certificate. Bull Steamship 
Line and applicant, they point out, are seeking authority to 
serve substantially the same ports. The Ericsson Line, they 
say, seeks authority to serve Philadelphia and Baltimore only. 
Bull Line, they add, serves Baltimore as an originating port 
while the applicant serves it chiefly as a destination port. 

Further pointing out the relationship the protesting rail 
lines said the applicant was the successor to the Puerto-Rican 
Steamship Co. and to the A. H. Bull Steamship Co. They de- 
clare that on Jan. 1, 1940, applicant owned four ships which 
were used at times by the Bull Line, and that on that day A. H. 
Bull Steamship conducted contract service but transferred its 
rights to the applicant after the latter’s application was filed. 

According to the railroads the applicant is a common car- 
rier and competes with common carriers by water, by rail, 
and by motor vehicle. 


Motor Lines vs. Rail Motor Lines 


Two propositions with regard to railroad controlled motor 
lines that are believed likely to attract attention of those 
interested in the fight between the so-called independent truck- 
ing industry and the railroads are laid down by M. G. Roberts, 
general attorney and commerce counsel for the St. Louis-San 
Francisco and attorney for the Frisco Transportation Co. and 
the trustees of the St. Louis-San Francisco Railway Co. in MC 
C-293, Campbell Sixty Six Express, Inc., et al. vs. Frisco Trans- 
portation Co. and trustees of the Frisco Railway. 

The first is that when a railroad or a railroad-owned motor 
acquires the property and rights of a common carrier by motor 
vehicle, with the assent of the Commission, the new owner is 
entitled to conduct all the operations covered by the certificate 
issued to the acquired motor carrier, that is, in the language of 
the motor industry engage in an all-out motor service. 

The second is that a railroad-controlled motor carrier 
should stand on its own feet and not be subsidized by the 
parent company. 

In this case the complaining truck lines, seven in addition 
to the one mentioned, said the Frisco subsidiary, aided and 
abetted by the trustees, had been wilfully violating the operat- 
ing rights acquired under the orders and certificates issued to 
the transportation company, the specification being that it 
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was conducting an all-out motor vehicle service, in defiance of 
the Commission. 

Mr. Roberts pointed out, among other things, that Congress 
in its declaration of national policy provided for the owning 
of trucks by railroads. The Commission, amidst a babel of 
voices, he declared, was carrying out that policy. He pointed 
out that nowhere in the testimony was there anything to 
support the declarations of the complaint. He also called at- 
tention to the fact that under the law a railroad and a trucker 
could make joint rates. In conclusion Mr. Roberts suggested 
real competition between the independent trucks and the rail 
controlled lines, saying: 


While it is not an issue in this proceeding, we make the con- 
structive suggestion for whit it may be worth, to be considered by 
the Commission in an appropriate proceeding, that free and fair com- 
petition between railroad subsidiary truck lines, on the one hand, and 
independent truck lines, on the other, can be accomplished by requir- 
ing that the railroad trucking subsidiaries stand in their own shoes and 
upon their own resources, without any subsidization of operating ex- 
penses by the railroad. In other words, they should pay and bear 
their own operating expenses just as independent trucking lines are 
required to bear theirs. If they are restricted to handling only that 
traffic that has a pre- or ex-rail movement, they cannot, as this record 
shows, pay their own operating expenses. Stated differently, they 
should be permitted to handle traffic moving exclusively by truck 
between all stations on their own line. 

If a railroad trucking subsidiary cannot, after a reasonable period 
of gestation. give birth to sufficient operating revenues to pay its 
operating expenses without obtaining a subsidy from the owning car- 
rier, it should fold up and quit. However, if its common carrier 
activities are curtailed and confined solely to the transportation of 
joint rail and motor freight, so that it cannot compete freely and 
fairly with independent motor carriers in the same territory for traffic 
moving exclusively by highway between stations on its line, an operat- 
ing deficit and a consequent subsidy is to be expected. 

There should be no artificial barriers on the highways of commerce 
in this country, and a practice of shuttling freight in transit from a 
truck to a box car or from a box car to a truck is just that and 
nothing less. It is the result of a legalistic theory gone to seed. It 
is a relic of bygone days of the mustache cup and the buggy whip, 
when through freight at the junction of two railroads was transferred 
from the box car of the one to the box car of the other. That sort 
of a practice was stopped fifty-five years ago, when the Interstate 
Commerce Act was enacted and the Interstate Commerce Commission 
was created. May history repeat itself. 


Trucking of Shelled Peanuts 


As an intervener in the reopened proceeding in MC 89207, 
Monark Egg Corporation, Kansas City, Mo., contract carrier 
application, the Secretary of Agriculture has filed a brief with 
the Commission asking that it find that shelled raw peanuts 
are “agricultural commodities” within the meaning of those 
words as used in section 203(b)(6) of the motor carrier act of 
1935, as amended. 


The Secretary’s brief also asks a finding that nothing con- 
tained in the motor carrier act, except the provisions relative 
to qualifications and maximum hours of service of employes 
and safety of operations or standards of equipment, includes 
motor vehicles used in carrying property consisting of shelled 
raw peanuts and other agricultural commodities if such motor 
vehicles are not used in carrying any other property, or pas- 
sengers, for compensation. 


In the Monark case, 26 M. C. C. 615, the Commission 
decided, said the brief, that “shelled nuts (nut meats)” were not 
agricultural commodities within the meaning of the cited sec- 
tion. The brief observed that the GFA Peanut Association 
asked the Commission thereafter to institute a general in- 
vestigation to determine the status of shelled raw peanuts as 
to exemption; that the Secretary of Agriculture filed a petition 
in support of that request; that division 5 denied those petitions, 
but that the Monark case was reopened. 


A brief of the western railroads, interveners, said the ap- 
plicant had, to all intents and purposes, abandoned its request 
for authority to operate in transportation of any commodities 
which would make it subject to the act and that there remained 
no real question as to whether or not a certificate or permit 
should be issued. The railroads said it was shown at the 
original hearing that applicant’s real purpose was to obtain a 
ruling from the Commission as to whether or not it might trans- 
port eggs and fish, fresh or frozen, including shellfish, between 
designated points, as well as shelled walnuts and shelled pecans. 
The Commission found certain of the commodities in ques- 
tion to be subject to its jurisdiction, but denied the application, 
said the brief. The railroads said they took the position that 
the Commission’s conclusions constituted a proper interpretation 
of the language in section 203(b)(6), that shelled peanuts and 
roasted or treated peanuts were not exempt; that only oysters 
in the shell were exempt and that shucked oysters were not 
exempt; and that only whole fish, alive or dead, as taken from 
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the water, were exempt, while filletted fish, dried or treateg 
fish, canned or smoked fish or oysters, and oyster shells and 
other shells and all products derived therefrom were not exempt 
The railroads therefore asked that the construction of the act 
heretofore enunciated by the Commission be adopted and that 
the application be denied. 

Railroads in official territory and the Railway Express 
Agency, Inc., take the position that the decision of Noy 7 
1940, in this case was entirely correct and should stand. They 
said the motor carrier act should be liberally construed so as ty 
effect its purpose. But they said that to construe it in the 
manner proposed by the petitioners for further hearing, rather 
than to rely on the interpretation set forth in the decision would 
be contrary to the purpose of the act. 

The Department of Agriculture which intervenes in many 
cases before the Commission, receives notice in this case at the 
hands of attorneys for the railroads. They pointed out that 
that branch of the government put three witnesses on the stand 
in this proceeding. 

“We admit that these three witnesses gave no testimony 
and introduced no documents having a probative or evidentiary 
value on the issue in this cause,” says the brief. ‘The summary 
of the position of the Department of Agriculture indicates a 
general interest in the welfare of agriculture, objection to the 
procedure of the Interstate Commerce Commission on two 
technical grounds and the unsubstantiated contention that 
shelled raw peanuts are agricultural commodities and not manu- 
factured products within the meaning of section 203(b) (6).” 


Aleoholic Liquors, East to South 


The Southern Motor Carriers’ Rate Conference, by Edgar 
Watkins, Jr., its general counsel, has asked the Commission 
for leave to intervene in No. 28732, alcoholic liquors, east to 
southern points, and to direct the issuance of subpoenas duces 
tecum to seven railroads, respondents to the proceedings, re- 
quiring them to produce and have available at the hearing in 
that case, now assigned for Dec. 8 in Washington, information 
respecting shipments of alcoholic liquors handled by them be- 
tween points in the east, on the one hand, and points in the 
south, on the other. 

Specifically, the roads are to list every shipment of al- 
coholic liquors, including wine in glass, in wicker baskets, cov- 
ers sealed, in containers, or barrels, or boxes, or in bulk in 
barrels, weighing 20,000 pounds or more, handled between the 
points mentioned over water-rail or rail-water routes under 
rates and ratings published in Agent F. D. Miller’s freight 
tariff No. 600-G, LC. C. 668, for the three months representa- 
tive period beginning Aug. 1, 1941, to and including Oct. 31, 
1941, showing date of shipment, weight of shipment, car num- 
ber in which shipment was transported, and size of car in 
which shipment was transported. 

The roads named are the Atlanta, Birmingham & Coast, 
Atlantic Coast Line, Central of Georgia, Florida East Coast, 
Norfolk Southern, Seaboard Air Line and Southern Railway 
System, Georgia Southern & Florida. 

The conference said the purpose of its request was to show 
the Commission that the respondents were wastefully and 
extravagantly utilizing rail equipment due to the provisions 
of the Miller tariff providing for a carload minimum weight of 
20,000 pounds at a column rating of 44 per cent and all weight 
in the shipment in excess of 20,000 pounds at a column rating 
of 35 per cent; that the respondents were handling shipments 
of the traffic which would barely exceed the minimum of 20,000 
pounds in cars in which much greater quantities could properly 
be loaded; and that respondents were handling shipments of 
the traffic in excess of the amount which could be loaded in 
one car and follow-lot cars were used for the handling of the 
excess on the column 35 rate; all of which conditions were with- 
out competitive justification. 


TOWAGE OF FLOATING OBJECTS 


Eighteen companies, representing, as they say, “the great 
majority” of log towers on the Columbia River and serving 
a territory which contains about 25 per cent of the standing 
fir, hemlock and spruce timber in the United States, have filed 
a joint petition with the Commission asking for suspension of 
the order of division 4 in Ex Parte No. 147, towage of floating 
objects, exempting transportation by contract carriers of empty 
vessels to and from shipyards, floating objects such as logs 
and piling in rafts, and derricks, dredges, tanks, caissons, pon- 
toons, and other floating objects of varying shapes, sizes and 
drafts which are not designed or used for the carrying of pas- 
sengers and property, from the requirements of part III of the 
interstate commerce act (see Traffic World, Nov. 8, p. 1222). 

The petitioners said they were primarily interested in the or- 
der from the standpoint of its exempting “logs and piling in 
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rafts,” adding that common carriers of logs and piling in rafts 


would be placed at a serious competitive disadvantage. They 
said they felt entitled to the protection of regulation. The 
order, they declared, deprived them of “this protection” as con- 
ferred by the act. The finding of fact as contained in the or- 
der, they added, was at variance with the true facts as they 
existed in the Columbia River area. . 

The petitioners said there was a divided opinion as to 
whether the order was intended to classify all water carriers 
towing logs and piling in rafts as contract carriers, in which 
event such transportation would be exempt, or whether the 
exemption only applied strictly to contract carriers. It was, 
they said, “the chaotic condition that would result from the 
latter interpretation, that lends credence to these supporters 
that take the former view.” 

On consideration of the petition of the Arrow Tug & Barge 
Co., and others, the Commission, by division 4, has postponed 
until its further order the effectiveness of the regulation pre- 
scribed in Ex Parte No. 147, towage of floating objects, so far 
as it exempts the transportation by contract carriers by water 
of floating objects consisting of logs and piling in rafts. 


PIPE LINE DEPRECIATION 


The Commission, by Chairman Eastman, to whom the 
matter was assigned for action, has ordered the Valvoline Oil 
Co., in No. 19200, depreciation charges of carriers by pipe line, 
to account for depreciation charges in its accounts for January, 
1942, in accordance with the Commission’s order of Nov. 13, 
1934. It is to apply to the ledger value of the primary accounts 
covering the classes of property used in its operations annual 
composite percentage rates as set forth in the order. The order 
said that nothing contained therein should be construed as 
prohibiting the pipe line company from applying the rates 
named retroactively to Jan. 1, 1941. 


OIL TANKER RATES CUT 


A 20 per cent reduction in the basic freight rates for the 
transportation of oil in tankers from United States Gulf or 
Caribbean ports to east coast ports of the United States, effec- 
tive December 1, as announced by the Maritime Commission 
(see Traffic World, Nov. 29, p. 1411), was accomplished through 
that body’s power in the matter of priorities for the use of 
shore facilities. After Dec. 1, the commission said it would 
not recognize any rate in excess of 40 cents a barrel. That 
rate displaces the present maximum rate of 50 cents a barrel. 
Port and product differentials, according to the commission, 
will be announced later. No change is made in the rates apply- 
ing to other services which are covered by the commission 
schedule of maximum time charter rates for the United States 
and foreign flag tankers of Aug. 22, 1941 (see Traffic World, 
Aug. 30, p. 547). 

When the commission announced a scale of maximum time 
charter rates for tankers on Aug. 25, 1941, it was stated that 
the rates were subject to further study by the commission. 
Establishment of the new scale of rates, according to the com- 
mission, “is in keeping with the Maritime Commission’s long- 
standing policy of maintaining charter and cargo rates at as 
reasonable a level as possible.” 


PIPE LINE PROPORTIONALS FILED 


The Southeastern Pipe Line Co. has published its long 
awaited local and proportional tariff No. 3, to become effec- 
tive Dec. 29, except as otherwise provided, this tariff canceling 
No. 2, which contained only local rates. 

_ _ The local rates in I. C. C. No. 2 have been reissued and 
included in this tariff, except that rates to Wheat Station, 
Decatur county, Ga., will be canceled on account of abandon- 
ment of that station. 

_ The proportional rates are published for delivery of gaso- 
line from pipe line stations by motor common carriers and 
by railroads to destinations in Alabama, Florida, Georgia and 
the Carolinas, as named in the tariff. Transit is established 
Which will permit the gasoline to be stored at or near the pipe 
line terminals and reshipped to the destinations named. The 
minimum is 25,000 barrels. 

_ It is understood that the proportional rates of the pipe 
line to its terminals, plus the rates of the motor or rail car- 
riers, as the case may be, will equal the local rate of the pipe 
line to the same terminal, except certain minimum propor- 
tional rates which are named for application on gasoline to 
more distant destinations. 

The motor carriers parties to the tariff are: Beard-Laney, 
Inc.; Highway Express Co., Inc.; George A. Rhemer, Inc.; 
Motor Fuels Transport, Inc.; Petroleum Carrier Corporation; 
aly S. Truck Lines; Vaughan’s Transfer; and Walker Haul- 

0. 
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The nature of the tariff is illustrated, it is believed, by 
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the facts about a few of the proportional rates. From Port 
St. Joe, Fla., to Bainbridge, Ga., the proportional is 8 cents 
a barrel when the gasoline is destined to Abbeville, Ala. The 
rate from that port to Atlanta is 25 cents a barrel when the 
gasoline is destined to Athens, Ga., and from that port to At- 
lanta when the gasoline is destined to Asheville, N. C., the 
proportional is 8 cents a barrel. 


PETROLEUM TRANSPORTATION 


Petroleum Coordinator Ickes has announced that on No- 
vember 17 additional tankers were returned to their owners 
from the British shuttle service, bringing the total of tankers 
returned to 35, with three additional tankers to be returned this 
week. A total of 40 tankers were to be returned. The remain- 
ing tankers will be returned shortly on return from voyages. 


Rail-Ocean Grain Rates 


Without the benefit of an Einstein sitting at its elbow to 
give advice, the entire Commission listened to arguments Dec. 
4 and 5, about the relativity of rates on grain and grain prod- 
ucts, in this instance chiefly flour, assailed in No. 28090, Tex-O- 
Kan Flour Mills Co. et al vs. A. & S. et al. A day and a half 
was set aside for receiving advice from practitioners, speaking 
for milling interests having plants throughout the country, state 
commissions, grain exchanges, railroads and lake and ocean 
carriers by water. 

Assignments of time were made to H. D. Driscoll, for the 
complainant; C. B. Bee, Oklahoma commission; A. B. Enoch, 
southwestern and western railroads; Junian M. King, Bull 
Steamship Line and others; A. S. Knowlton, trunk line railroad 
committee; L. P. Day, New York Central; F. W. Sullivan, 
Great Lakes Transit line; R. D. Lytle, North Pacific Millers’ 
Association; J. Bruce, Idaho commission; J. A. Little, Nebraska 
commission; J. A. Jones, Kansas commission; E. E. Kohlwes, 
Arkansas City Flour Mills Co. and others; E. B. Smith, Gen- 
eral Mills, Inc.; Frank B. Townsend, Minneapolis Traffic As- 
sociation and others; W. R. Scott, Kansas City Board of Trade 
and W. T. McArthur, Kansas-Missouri mills. 

The discussion was based on the proposed report of Ex- 
aminer T. Leo Haden (see Traffic World, Aug. 16, p. 391). He 
recommended that the Commission back away from the joint 
rail and ocean rates prescribed by it in the original report, 
241 I. C. C. 243, and return wholly to the rate break principle 
in the making of rates, the one used by it in the big Hoch- 
Smith case in the making of rates from points in Oklahoma, 
Texas, southern Kansas, southeastern Colorado, and New Mex- 
ico, via Texas ports, to north Atlantic ports and into the in- 
terior, the base groups as to which are in Oklahoma and Texas. 

With a view to adjusting the matter Examiner Haden rec- 
ommended a combination rate of 54 cents to replace one of 
60 cents. The present rate is made up of a rail to port factor 
of 35 cents and a water to north Atlantic ports factor of 25 
cents. His proposed rate-break principle rate of 54 cents 
would be made up of a rail to port factor of 31 cents and a 
water factor of 23 cents. 

The complainants sought a joint rate from the Oklahoma 

and Texas rate groups to north Atlantic ports of 48 cents, and 
from other points of origin covered by the complaint rates 
reflecting similar differences over or under the base grouns 
as obtained in the present adjustment. They asked, from south- 
ern Kansas that the rates be so related to the locals as to 
bring about a graduation of the rates into the adjustment from 
more northern points. They suggested that to eastern interior 
points the rates be made by adding to the desired 48-cent rate 
2.5 cents for each 100 mile block beyond the nearest port. The 
rates proposed by Haden would be proportionals with addi- 
tions for the rail haul into the north Atlantic interior running 
from 6 to 17 cents. 
; In general terms, the carriers objected to reductions 
in rates while shippers and state commissions objected to 
adjustments they contended would be unduly prejudicial to 
them. Western millers and states contend that the proposed 
adjustment would place them at a disadvantage in competing 
with millers having the benefit of the revision proposed by the 
examiner. 


CHICAGO-PACIFIC EXPORT STEEL RATE 

The Transcontinental Freight Bureau will hold a public 
hearing on its docket proposal No. 24470 to increase the trans- 
continental export iron and steel rate from Chicago to the 
Pacific Coast (see Traffic World, Nov. 29, p. 1395), it was an- 
nounced at the bureau, where it was said that protests had been 
received from nearly all of the producers with Pacific export 
business. Generally, the protests were that any appreciable 


increase in the transcontinental rail rate to the Pacific port 
would raise the delivered cost of the iron and steel in the 
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Oriental markets to a point where much of that business would 
be lost to American producers. It was also pointed out that 
the present state of the steel market was such that domestic 
markets could be substituted for the export markets with the 
result that the transcontinental railroads would lose the export 
tonnage. 

At the Transcontinental Freight Bureau office it was said, 
December 5, that no date would be set for the public hearing 
until sometime next week. 

G. Lloyd Wilson, OPA director of traffic, said, when ques- 
tioned December 4, that he had asked the Transcontinental 
Freight Bureau for reconsideration of its refusal to reduce west- 
bound transcontinental rates on iron and steel as requested by 
governmental agencies through Dr. Wilson (see Traffic World, 
Nov. 29, p. 1395), and for opportunity to submit additional data. 
He said the effort to obtain a reduction in the rates involved 
would be continued. 


Pick-Up in Strike Time 


A plan whereby eastern railroads would relieve themselves 
of responsibility to render pick-up and delivery service in time 
of labor trouble has stirred shippers to protest and the National 
Industrial Traffic League to undertake to persuade the carriers 
to postpone the effective date of tariff publication beyond Dec. 
13, the effective date shown in tariffs. 

Supplement 13 to Curlett’s I. C. C. A663 is the typical 
publication. That supplement says “nothing in this tariff shall 
require the carrier to perform pick-up and delivery service at 
any location named in Item 15 during the existence of a strike 
or picketing or other labor disturbance at such location.” 

That is symbolized as a new provision. A provision im- 
mediately following it is marked as a revision of language mak- 
ing neither an increase nor a reduction. The second provision 
says that “when because of such conditions the carrier finds 
itself unable to perform pick-up and delivery service, requests 
for such service will not be accepted, nor will such service 
be performed.” 

It further says that “notice of arrival will be sent to the 
consignee and the freight will be held subject to storage rules 
and charges lawfully published and filed with the Interstate 
Commerce Commission and state commissions; if the consignee 
so elects, the freight will be delivered to consignee at carrier’s 
premise, otherwise upon termination of such conditions delivery 
service will be accorded under the terms of this tariff.” 

The national Industrial Traffic League, according to ad- 
vice to members by E. F.. Lacey, executive secretary, took up the 
subject with D. T. Lawrence, chairman of the Trunk Line 
Association, on account of a large number of complaints re- 
ceived from members of the League. Mr. Lawrence advised 
Mr. Lacey that the railroads would ask the Commission to 
postpone the effective date so as to afford opportunity for 
further study and possibly the redrafting of the proposal. 

What were regarded as requests for suspension of the tariff 
were received by the Commission, Dec. 1, from the National 
Veneer and Lumber Co. of Indianapolis, Ind. It said “we pro- 
test against suspension of pick-up and delivery service as pro- 
vided in supplement 33 to Curlett’s I. C. C. A663” adding 
that “it would work a pronounced hardship upon our customers 
and outselves.” 

Earl Hart of the Earl Hart Lumber Co. of Cincinnati, O., 
said he wanted to protest against the suspension of the service 
as proposed in the Curlett tariff. He said the proposal, if per- 
mitted to become effective “would ultimately result in railroads 
losing a lot of business to trucking companies.” 

On request of Agent Curlett, in conformity, with his promise 
to the National Industrial Traffic League, the Commission has 
authorized him to postpone the effective date of his tariff from 
Dec. 15 to Jan. 15. He pointed out that the desire of the rail- 
roads was to assure movement of freight from their stations 
in time of labor troubles, without unnecessary delay by giving 
consignees the right to ask for delivery at the freight houses. 
The postponement also will afford him an opportunity to change 
the proposal. 

Postponement of the effective date will enable those op- 
posed to the proposition as originally made to file requests for 
its suspension as late as Jan. 5, if the revision Curlett may 
make is not satisfactory. The volume of protest received by 
the Commissions board of suspension was large before the 
effective date was extended and still growing, coming from all 
parts of the country. 

“Certainly, railroads should be given police and military 
protection (if need be) to permit them to make deliveries 
through picket lines,” said the Retail Furniture Association of 
Texas in connection with a protest against the proposal con- 
tained in the Curlett tariff. “The existence of a strike should 
not mean stoppage of usual business.” 


TRAFFIC WORLD 


Coal Haulers Operations Probed 


An investigation to determine whether more than fifty 
haulers of coal located in Arizona and New Mexico, or any of 
them, are engaged in interstate operations as common or con. 
tract carriers by motor vehicle in violation of the provision; 
of part II of the interstate commerce act, has been institute 
by the Commission, division 5, on its own motion, in MC C-314 
motor carrier operations of Arizona coal haulers. 

The Commission said it appeared that information had 
been lodged with it averring that the carriers, hereinafter named 
respondents to the proceeding, had been and now were engaged 
in operations as motor carriers in the transportation of prop. 
erty in interstate commerce on public highways from Gallup, 
N. M., to points in Arizona, for compensation. Further, it said 
it appeared that none of the carriers had ever applied for or 
received a certificate or permit from it authorizing it to engage 
in such operations or such business, and that none had filed 
tariffs or schedules of minimum rates or contracts or had filed 
evidence of insurance or other security for the protection of 
the public as required by the rules and regulations issued pur- 
suant to part II of the act. The respondents are: 


Anthony L. Baca, Concho, Ariz.; Virgil Burke, dba Burke Trans- 
fer Company, Globe, Ariz.; J. W. Cheek, Gallup, N. M.; Ray Gil- 
bert, Gilbert, Ariz.; Ernest Macy, Holbrook, Ariz.; Clair Patter. 
son, Farmington, N. M.; R. D. Phillips, Springerville, Ariz.; G. Ww, 
Raines, Albuquerque, N. M.; Nolan Snodgrass, Glendale, Ariz.; Frances 
Stromer, Farmington, N. M.; Waldo E. Williams, Mesa, Ariz.; Frank 
Woods, Chambers, Ariz.; George Holt, Valentine, Ariz.; A. E. Schlink, 
Phoenix, Ariz.; George Sanford, Price, Utah; Juan Baca, Holbrook, 
Ariz.; John F. Baker, Prescott, Ariz.; S. W. Bayless, Prescott, Ariz,: 
Clyde Beaty, Flagstaff, Ariz.; Denitio Duran, St. Johns, Ariz.; Andy B, 
Sanders and Robert W. Evans, dba Sanders & Evans, Winslow, Ariz.: 
Joe E. Salazer, St. Johns, Ariz.; W. R. Willess, Springerville, Ariz,: 
Leo Webb, Snowflake, Ariz.; Alonzo E. Bushman, Joseph City, Ariz.: 
W. H. Denham, Taylor, Ariz.; Babbitt Bros. Trading Co., a corporation, 
Holbrook, Ariz.; Mrs. M. L. Burton, dba Holbrook Transfer Co., Hol- 
brook, Ariz.; W. C. Harvell, Winslow, Ariz.; E. H. Johnson, Seligman, 
Ariz.; Homer H. Jones, Holbrook, Ariz.; A. K. Miller, Snowflake, Ariz., 
Len Zybach, Holbrook, Ariz.; Tom Campbell and W. G. Thompson, 
dba C & T Coal Yard, Holbrook, Ariz.; E. F. Cherry, St. Johns, Ariz.: 
Allen Trading Co., Prescott, Ariz.; Tony Benagolio, Jerome, Ariz.: 
Bubany Lumber Co., Gallup, N. M.; John S. Goodner, Franklin, Ariz.: 
Harold Hart and Dan Ritchie, dba Jerome Transfer Co., Jerome, Ariz.: 
A. J. James, Prescott, Ariz.; Mrs. O. W. Marty, Navajo, Ariz.; Isaac 
M. Mason, Prescott, Ariz.; L. A. MeGaugh, Cottonwood, Ariz.; Jesse 
& Marion Pollock, dba Pollock Wood and Coal Co., Winslow, Ariz.; J. 
H. Reich, Flagstaff, Ariz.; and Melvin Pruett, dba Switzer Hardware 
Co., Winslow, Ariz. 


The investigation is also with a view to determine what 
orders the Commission shall enter to remove any unlawfulness 
found to exist, and to taking such other and further action 
as the facts and circumstances may appear to warrant. The 
proceeding is to be set for hearing at such time and place as 
the Commission may hereafter specify. 


Wath Ww \ du 
Midwestern Motor Rates 


A considerable volume of hostility toward the establish- 
ment of minimum motor carrier rates is shown in briefs in 
Ex Parte MC 23, midwest motor carrier rates, suggestions in 
the alternative being made in a number of them (see Traffic 
World, Nov. 29). 

The Anderson Motor Service Co. and the Highway Mer- 
chandise Carriers, Inc., submitted that this proceeding should 
be either dismissed or its scope broadened to include all 
transportation agencies, rail, common carrier trucks and con- 
tract carrier trucks in this territory, so that common carrier 
motor carriers would not be driven from the highway but 
their valuable service might be preserved for the use of the 
public. It said it was evident from the record that aside from 
the few individual carriers, not to exceed 9, no one in the ter- 
ritory involved in this proceeding desired a minimum rate order 
at this time. Neither carriers, shippers nor chambers of com- 
merce, they said, would be benefited by such an order. On the 
other hand, they said, unless all carriers received equal treat- 
ment through the issuance of a minimum rate order applying 
to all, otherwise, such an order would result disastrously to 
the common carrier trucks as it had in MC 21 territory. 

_ The Missouri Public Service Commission asked the Com- 
mission to find that the common carriers were in need of a 
minimum rate order to bring about a proper adjustment in 
their rates but that the minimum basis proposed by the carriers 
was not proper. It said the present rates of the common Cal- 
riers by motor vehicle were unreasonable to the extent they 
were lower than rates that might be made under the formula 
shown on page 30 of exhibit No. 41 or some similar formula. 

Western Trunk Line Motor Common Carriers’ Bureau 
said that in the interest of uniformity in western trunk-line 
territory, the same rules, regulations, exceptions to classifica- 
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tions, and lists of commodities should be prescribed in MC 23 
territory as involved in the hearing Sept. 22 against the 17000, 
part 2, scale, as increased. 

The Blanton Company said the Commission should deny the 
minimum rate order sought. It said, however, that in the event 
the Commission issued a minimum rate order, it should except 
from its findings, rates from St. Louis on oleomargarine, lard 
substitutes, cooking oil, salad dressing, and sandwich spread. 
It said that in the event St. Louis was not excepted, it urged 
the adoption of proposals F-378 to F-383, inclusive. 

According to the Salina (Kan.) Chamber of Commerce 
there had not been shown sufficient need for a minimum rate 
order on traffic to and from Kansas. However, it said, should 
the Commission decide an order was necessary, it should not 
be on the basis of rail rates which had been prescribed by the 
Commission as maximum rates. The Lawrence Traffic Bureau 
asked the Commission to find that the common carriers were 
not in need of a minimum rate order at this time. It said that 
if a minimum order was found necessary, the ratings pro- 
posed by it in exhibits F-284 and F-339 and the rates as pro- 
posed in exhibit F-285 be prescribed for application between 
the lower Missouri River crossings, on the one hand, and points 
in Kansas, on the other. 

The American Dairies, Inc., Kansas City, Mo., said the Com- 
mission should find the proposals in exhibit F-281 were unrea- 
sonable because they did not reflect an equitable level of rates 
and could not be prescribed as reasonable minimum rates; 
but if the Commission found there was a need for a minimum 
rate order on butter, the rate be made a specific percentage 
of the basic first class truck rate. 

Restricted, not bleeding Kansas, in a brief by Arkansas 
City Chamber of Commerce, Chanute Chamber of Commerce 
Association, Inc., Coffeyville Chamber of Commerce, El Dorado 
Chamber of Commerce, Independence Chamber of Commerce, 
Wellington Chamber of Commerce, Winfield Chamber of Com- 
merce and Wichita Chamber of Commerce is represented as 
being “confronted,” by reason of this proceeding, “with the 
appalling handicap of a completely frozen rail and motor 
carrier rate structure—a ‘Commission-made barrier’ which, 
as has definitely been proven, will leave these cities helpless 
against the inroads of shipper competition, arising both at 
points within MC 23 territory to the north of and outside 
MC 23 territory to the south of ‘restricted Kansas’ territory.” 

That Kansas restricted territory was defined in the twenty- 
fourth supplemental report in No. 13535, Consolidated South- 
western Cases. 


¢ 
X 


New England Motor Rates 


Against objection of the New England Motor Rate Bureau, 
Inc., and the New England Freight Association, the Commission, 
by division 5, in a thirty-first supplemental report in MC 22, 
New England motor carrier rates, acting on a petition of the 
Eastern Motor Freight Conference, Inc., has further modified 
the bases of minimum reasonable rates of motor common car- 
riers for the transportation of acetylene and oxygen gases 
from Boston and Worcester, Mass., to Claremont, N. H., and 
empty gass cylinders in the reverse direction, prescribed in the 
original report, 8 M. C. C. 287, and later. 

The modification permits the establishment of rates be- 
tween the points mentioned of 17 cents, minimum 24,000 pounds, 
not earlier than Dec. 8, 1941, on one day’s notice. The pre- 
scribed rates are the same as the rail rates from Boston to 
Claremont on the gases, minimum 30,000 pounds, and from 
Claremont to Boston on the cylinders, minimum 26,000 pounds. 
The rail rates, the report said, were established to discourage 
“the consignee of the gases at Claremont from transporting 
the gases and cylinders in its own vehicles.” The proposal as 
to Worcester, it said, was intended to maintain the present 
parity with Boston. 

The Commission granted the petition, as it said, notwith- 
Standing that the motor common carriers on whose behalf it 
was filed ‘‘may not reasonably expect to transport any consid- 
erable amount of the Claremont-Boston traffic,” in view of 
the situation set forth by division 3 in its report in I. and S. 
No. 4953, Acetylene and Oxygen Gases, Boston to Claremont, 
N. H., wherein the 17-cent rail rate was found just and reason- 
able, that the Sullivan Machinery Co., the principal user of 
these gases at Claremont had assured respondent (Boston & 
Maine Railroad that its shipments would be made by railroad 
if the proposed rates were established. 


REVISED ABANDONMENT RULES 


A revision of the rules governing the preparation and pro- 
mulgation of applications for the abandonment of railroad lines 
or the operation thereof has been made by the Commission, 
effective Jan. 6. The order of June 1, 1936, on that subject has 
been revoked and set aside. 
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Assurance of notice to all concerned of the desire to 
abandon is sought in a requirement that a copy of the notice 
that application for abandonment has been filed is sought in a 
requirement that a copy of the notice of such an application 
shall be posted, in addition to advertisements published in news- 
papers, in a conspicuous place at each station on the line sought 
to be abandoned. If there is no station on the line, says the re- 
quirement, the notice shall be posted at the nearest agency 
station on the applicant’s line. 

The rule requiring answers to a questionnaire, within a 
time specified after the application has been filed, has been 
changed so that the return to the questionnaire may be filed 
with the application or within six weeks thereafter. 

A change in the questionnaire itself reduces the period as 
to which passenger and freight traffic data pertaining to the line 
marked for abandonment must furnished from five to two years. 
That is to be the requirement unless the Commission specifically 
asks for data covering five years. The data are to cover two 
calendar years or the five years if the requirement is 
specifically for a five year period. 


Meats to Arkansas 


Arguments were made before the Commission, Dec. 3, by 
George W. Holmes, for the railroads, W. H. Fitzpatrick for the 
carriers by motor vehicle, and Warren H. Wagner for Western 
Trunk Line territory meat packers in I. and S. No. 2595, meats 
and packing house products from, to and between southwestern 
and Western Trunk Line points, about rail rates on meats and 
packing house products from Kansas City, Mo., to Little Rock 
and Camp Robinson, Ark., and intermediate points, some of 
which are in eastern Oklahoma. Joined with that proceeding 
was MC C-225, a Commission inquiry into motor rates on fresh 
meats, Kansas City to Arkansas, and formal complaint cases 
dating back to Railroad Administration days, filed by Wilson & 
Co., Swift & Co., Morris & Co., Morton Cregson, et al., Albert 
Lea Packing Co. et al., and Armour & Co. 

Reduced rates proposed by the railroads, intended to meet 
motor competition, constituted the axis around which the argu- 
ments revolved. They were defended on the theory that they 
were not intended to regain any of the traffic from the trucks 
but to prevent any more of the traffic going to them from the 
rails. It was contended that the proposed rates were lower 
than the truck rates and therefore not necessary for the accom- 
plishment of the asserted object. 

Western Trunk Line packers objected to the proposed 
adjustment because they were not given the benefit of rates 
available to competitors into the consumption territory which 
includes a big army contingent at Camp Robinson that is ex- 
pected to grow. A quirk in the adjustment was caused by the 
railroads treating Pine Bluff, Ark., as an intermediate point, 
although it was beyond Little Rock. The asserted intermedi- 
ate position was brought about by the operating of trains into 
Pine Bluff and then back to Little Rock, alleged to be for 
operating convenience, the result being what was asserted to 
be a fourth section violation. Mr. Wagner declared an operat- 
ing convenience of that sort did not create a fourth section 
situation to be cured by a reduced rate. It was asserted that 
the proposed rail rates were as much as 13 cents less than 
the truck rates which were represented as not less than rea- 
sonable rates. It was pointed out, however, that the truck-mile 
earnings were as low as 14 cents notwithstanding that the aver- 
age cost in that territory, ascertained by the Commission was 
almost 19 cents a truck-mile. 


RAIL RESTRICTION TO STAY 


The Commission, by Chairman Eastman to whom the 
matter was assigned for action, has granted a request of the 
applicant for withdrawal of its petition filed in MC F-4, Penn- 
sylvania Truck Lines, Inc., control, Alko Express Lines, for 
modification of the report in that case, 5 M. C. C. 77, condi- 
tionally granting the application and imposing a restriction 
to confine the service to stations on the Pennsylvania Railroad 
Co., so as to permit service at certain points at which service 
was restricted. 


NO HEARINGS IN MOTOR CASES 


The Commission has also announced that “unless good 
cause” is shown no public hearings will be held in connection 
with the following applications for purchase of motor-vehicle 
operating rights: MC F-1703, A. G. Boone, Ethel T. Boone, 
Bernice L. Farmer and Henry Farmer, dba A. G. Boone & Co., 
Atlanta, Ga., purchase, A. G. Boone Co., Atlanta; and MC 
F-1700, John Ruan, Des Moines, Ia., purchase, Central Freight- 
ways, Inc., Des Moines. 

The Commission has given notice that no public hearing 
will be held, unless good cause therefor is shown, in connec- 
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tion with the application in MC F-1699, Abram Jerome Novick, 
Winchester, Va., purchase, Fischetto Trucking Co., Inc., Ho- 
boken, N. J. Copies of the detailed statement of the territory 
contained in the application may be inspected at the Com- 
mission or at offices of the regulatory authorities of Delaware, 
Maryland, New Jersey, New York, Pennsylvania, Virginia, West 
Virginia, and District of Columbia. 

The Commission also has announced that “unless good 
cause therefor is shown” no public hearing will be held in con- 
nection with the application in MC F-1721, Santa Fe Trail 
Transportation Co., Wichita, Kan., merger, Santa Fe Trails of 
Illinois, Inc., Wichita, for merger of the latter into the former. 


TRUCK LINE’S DISTRIBUTION RULE 


If the pool car distribution rule under attack in this pro- 
ceeding were permanently suspended, it would leave a similar 
tariff rule of the Railway Express Agency, Inc., still in effect, 
said a brief of Consolidated Freightways, Inc., in I. and S. 
4900, distribution rules at north Pacific coast points, and MC 
C-285, Truck Owners’ Association of Seattle, Inc., et al. vs. 
Pacific Inland Tariff Bureau, Inc., et al. ae: ; 

The brief said the matter before the Commission in this 
proceeding involved an investigation concerning the lawful- 
ness of a tariff rule published by Consolidated Freightways, 
Inc., providing, in substance, that when that carrier did not 
handle the movement on its lines beyond the distribution point, 
certain distribution charges were made, whereas when it en- 
joyed the line haul beyond the point of distribution, no charge 
was made. The rule became effective October 5, 1936, it said. 

The brief averred that the rule was necessary as a pro- 
tective measure against unregulated competition; that local 
draymen, both in Portland, Ore., and Seattle, Wash., complain- 
ants, were in direct competition with Consolidated, but were 
not subject to regulation by the Commission. It said the dray- 
men’s sole objection to the rule was that it resulted in a loss 
of pool car distribution business by them to Consolidated 
Freightways. 


Milwaukee Plan Set Aside 


The circuit court of appeals at Chicago, December 4, set 
aside the order of the district court approving the Commis- 
sion’s reorganization plan for the Chicago, Milwaukee, St. Paul 
and Pacific. In an opinion written by Judge Evan A. Evans, 
who participated in the decision with Judge Otto Kerner and 
Judge Walter C. Lindley, it was said the Commission should 
have established the value of the railroad’s property. The dis- 
trict court, said the opinion, would be instructed to remand the 
case to the Commission for the making of findings and possibly 
for taking additional evidence necessary to the making of find- 
ings as to the company’s valuation. Hearing by the circuit 
court on appeals from the district court’s order was held Oc- 
tober 30 and 31 (see Traffic World, Nov. 1, p. 1141, and Nov. 
8, p. 1205). ; 

Though reversing the district court’s order, the circuit 
court indicated that, in general, the plan had been equitable 
to the parties involved. The present capitalization should be 
scaled down; the road’s earnings could not support the present 
capitalization, and the present stockholders had no equity in 
the property, even considering recent earnings increases, said 
the court. It said the Supreme Court, in the Consolidated Rock 
Products case, had found that, in reorganizations such as that 
of the Milwaukee Road, specific determinations of property 
valuations must be made. It added that the Commission should 
make such a determination and that the court had no authority 
to do so. Without such a determination, the courts could not 
decide whether or not there was a value in the debtor’s prop- 
erty in excess of existing mortgages, said the court, sustain- 
ing objections, made by counsel for the debtor and stockholders, 
that a determination of the amount of annual fixed charges the 
company could bear was insufficient for a finding of approval 
of the plan. 


The court said the plan’s provision for setting aside 
2,500,000 annually from income for additions and betterments 
to property was proper, despite the objections of some 
creditors that such a provision wrongfully reduced their in- 
terest returns. The court said the Commission should make 
further findings concerning the acquisition by the company of 
the Terre Haute line, the section of the system over which 
coal was transported from Indiana to the west. It said the 
Commission should investigate the method by which the Mil- 
waukee Road acquired a lease on the Terre Haute line, add- 
ing that there was something like a “malodorous reputation” 
concerning the lease. 
Attorneys for the appellant stockholder groups and for 
the debtor were jubilant over the reversal, despite the circuit 
court’s opinion that the facts indicated the stockholders had 
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no equity. They said they felt that the new opportunity to pre- 
sent evidence before the Commission might result in inducing 
the Commission to give the stockholders some interest in ‘he 
new company. Attorneys for holders of general mortgage and 
the so-called 50-year mortgage bonds, who contended before the 
court in October that their clients should receive a larger pro- 
portion of new fixed-interest bonds in the new company than 
provided for in the plan, also were pleased with the decision. 
They felt that findings by the Commission as to the valuation 
of the separate portions of the lines might well result in an 
increased allotment of new bonds for their clients. 

Appellants in the Chicago and North Western reorganiza- 
tion case were of the opinion that the circuit court would make 
a similar finding that the Commission should determine the 
valuation of property of that company and would instruct the 
federal district court at Chicago to set aside its orders ap- 
proving and confirming the C. and N. W. plan. Hearing be- 
fore the circuit court in that case has been set for January 7 
and 8, 1942. Counsel for the C. and N. W. appellants expected 
that the decision in the Milwaukee Road case would not result 
in canceling of the January hearing. 


Montgomery Ward Cases Motions 


The Commission has overruled motions of defendant truck 
lines for dismissal of complaints brought against them by 
Montgomery Ward & Co., Inc., in MC C-268, Montgomery 
Ward & Co., Inc., vs. Consolidated Freightways, Inc., and re- 
lated cases, on the ground that the issues had become entirely 
moot. The complaints alleged failure and refusal on the part of 
the defendants to transport shipments for Montgomery Ward & 
Co., Inc. The defendants contended that any failure on their part 
was due to causes entirely beyond their control and particu- 
larly to the existence of a strike at the plant of complainant 
in Portland, Ore., and the “refusal of truck drivers, warehouse- 
men, and other employes of defendants, all of whom are mem- 
bers of labor organizations affiliated with like labor organiza- 
tions involved in the strike at the plant of complainant, to 
handle any of the shipments of complainant.” They said that 
subsequent to the hearings in these cases the strike at the 
plant was settled, on or about July 26, 1941, since which date 
all shipments of complainant had been handled promptly and 
regularly by them. Resumption of unlimited and regular serv- 
ice as a result of settlement of the strike the defendants said, 
made the issues entirely moot. 


Complainant contended that the issues were not moot and 
asked denial of the dismissal motions. 


“This case is one in which duly licensed motor carriers 
at the demand of the teamster’s union refused to provide serv- 
ice, contrary to the express provisions of the interstate com- 
merce act, part II,” said the complainant in reply to the de- 
fendants’ motion. “The sole question at issue is whether the 
interstate commerce act duly enacted by the Congress of the 
United States or the dictates of the teamster’s union shall 
prevail in case of conflict between them. In the instant case 
the dictates of the teamster’s union were permitted to prevail 
over the enactment of Congress for a period of many months. 
Therefore, the question is one of vital public interest and by 
reason of that public interest calls for a decision on the merits 
by this Commission even though the motor carriers who are 
parties defendant have now resumed service to the complainant. 

“Under such circumstances the Commission is authorized 
to make an investigation either on its own motion or on com- 
plaint and to take appropriate action to assure compliance with 
the statutory provisions. 

“Although defendants allege a change of circumstances 
and a discontinuance of the practices complained of, they do 
not acknowledge that their actions were improper and they 
give no assurance that they will not in the future resume the 
— alleged to be in violation of the interstate commerce 
act. 

“The Commission is not deprived of jurisdiction by a dis- 
continuance of the practices complained of but may, looking 
to possible future violations of a similar character, enter a 
cease and desist order to prevent resumption of such illegal 
practices.” 

The complainant asks, for the future guidance of shippers 
and carriers alike, the issuance of a cease and desist order. 





Cc. AND N. W. REORGANIZATION 


The circuit court of appeals at Chicago, on its own motion, 
has postponed the date for hearing arguments on appeal in the 
Chicago and North Western reorganization case from Decem- 
ber at i? 9 to January 7 and 8 (see Traffic World, Nov. 29, 
p. 1397). 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Missouri, Division No. 2.) Where a 
decision by an intermediate court is appealable to a higher 
court, but such appeal is not pursued, the decision of the inter- 
mediate court is the “law of the case” in all subsequent pro- 
ceedings. 

A circuit court decree, affirmed on appeal for failure to 
comply with statute regarding filing of transcript, finding that 
trucker was entitled to a consolidation of his truck system, 
whether correct or erroneous, became the “law of the case,” 
and precluded the Public Service Commission, in any subse- 
quent hearing, from denying trucker’s application if facts re- 
mained substantially the same. Mo. St. Ann. Secs. 1027, 1028, 
pp. 1306, 1910. 

A decree finding that trucker was entitled to a consolida- 
tion of his truck system did not preclude commission from 
arriving at a conclusion at variance with the decree if a new 
or different state of facts should be developed. 

The estoppel of a judgment extends only to the facts in 
issue as they existed at the time judgment was rendered, and 
does not prevent a re-examination of the same question between 
the same parties, where in the interval the facts have changed 
or new facts have occurred which alter the legal rights or 
relations of the litigants. 

Generally, the doctrine of “law of the case” applies to all 
questions of law identical with those on prior appeal, and on 
the same facts, but the doctrine is rarely applied to matters 
of evidence as distinguished from rulings of law, and a decision 
on appeal on a question of fact does not generally become the 
“law of the case” nor estop the parties on a second trial from 
showing the true state of facts. 

A decree finding that trucker was entitled to a consolida- 
tion of his truck system was not the “law of the case” if a 
different state of facts should be presented to the Public Service 
Commission. 

A decree adjudicating that trucker was entitled to a con- 
solidation of his truck system was to be construed as a whole 
to ascertain its effect. 

The circuit court, upon reviewing a decision of the Public 
Service Commission may only inquire into the reasonableness 
or lawfulness of the commission’s order, and, to warrant re- 
versal on ground of unreasonableness, it must appear that com- 
mission’s action was arbitrary, capricious, and without reason- 
able basis, the burden of showing which is on party seeking 
en of commission’s action. Mo. St. Ann. Sec. 5234, p. 

661. 


The circuit court, after making its own finding of facts, 
upon review of a decision of the Public Service Commission, 
can apply such finding only to determining whether the order 
under review is reasonable and lawful, and if the court finds 
it to be such, must affirm the order, whereas, if it finds that it 
is either unreasonable or unlawful, must set it aside and in 
the court’s discretion remand the case to the commission for 
such further action as that body may see fit to take. Mo. St. 
Ann. Sec. 5234, p. 6661. 

In construing a judgment, the legal effect, rather than the 
mere language used, governs. 

The court may not direct the Public Service Commission 
what order to make or to grant the authority sought by the 
application of a carrier, and may not modify the commission’s 
decision or entirely displace it with one of its own or attempt 
to tell the commission what its action should be. Mo. St. Ann. 
Sec. 5234, p. 6661. 

A circuit court decree that trucker, by all the evidence 
produced, was entitled to a consolidation of his truck system 
and that decision of Public Service Commission was unreason- 
able, wherefor cause was remanded to commission for further 
action, would not be construed as a direction to the commis- 
sion to find for applicant, but merely as a setting aside of the 
order of the commission and the direction for it to further 
proceed. Mo. St. Ann. Sec. 5234, p. 6661. 

_._ Where it appeared that Public Service Commission had 
arbitrarily exercised authority in issuing supplemental report 
and order, allegedly without notice to protestants, court was 
ro le to set aside such order. Mo. St. Ann. Sec. 5234, p. 
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Where circuit court determined that action of Public Serv- 
ice Commission on application by trucker for a consolidation 
of original certificates, and routes, was unreasonable, and re- 
manded cause for further action, the commission should have 
set the case down for hearing and should have notified the in- 
terested parties. Mo. St. Ann. Secs. 5268(a), 5268(c), p. 6684. 

“For further action” within statute authorizing the circuit 
court to remand case to the Public Service Commission “for 
further action” is to be construed to mean “for further hearing” 
as applied to remand of cause wherein the court adjudicated 
that commission’s action on application by trucker for a con- 
solidation of lines was unreasonable, and remanded cause “for 
further action.” Mo. St. Ann. Sec. 5234, p. 6661. 

The Court of Appeals was required to affirm decree of the 
circuit court if it could do so on a right theory even though 
the reason given by the circuit court for setting aside supple- 
mental report and order of the Public Service Commission may 
have been the wrong one. Mo. St. Ann. Sec. 5234, p. 6661. 

Where it was clearly the duty of the circuit court to set 
aside supplemental report and order of the Public Service Com- 
mission, and where effect of decree setting aside report and 
order, taken as a whole, was to find that order was unreason- 
able and unlawful, the Court of Appeals was required to affirm 
the decree, though decree did not so find in terms. Mo. St. 
Ann. Sec. 5234, p. 6661. 

In case of ambiguity or doubt, the entire record may be 
examined and considered in interpreting a judgment. 

Judgments are to have a reasonable intendment, and tech- 
nical terms thereof cannot be limited or controlled by the opin- 
ion of the court. 

The proceedings in the circuit court for review of the or- 
ders and decisions of the Public Service Commission are “civil 
suits” within change of venue statute, so that a change of 
venue on account of the bias and prejudice of the judge was 
properly allowed. Mo. St. Ann. Secs. 907, 5234, pp. 1186, 6661. 
(State vs. Public Service Commission, 154 S. W. Rep. 2d 777.) 


FREIGHT FORWARDING INVESTIGATION 


The Commission, by order dated Dec. 1 in No. 27365, freight 
forwarding investigation, has denied, it says, petitions of certain 
respondents for postponement of the effective date of the order 
dated July 7, 1941, entered in connection with the report in I. 
and S. No. 4664, handling carload shipments in west, and related 
proceedings, respecting the assessment of charges for the trans- 
portation of single shipments of forwarder carload freight 
loaded in more than one car. 


WABASH FORECLOSURE SALE 


All of the plant and equipment of the Wabash Railway was 
purchased for $31,013,000 at a foreclosure sale in St. Louis, 
December 1. The buyers were Tom K. Smith, president of the 
Boatman’s National Bank of St. Louis, and Arthur K. Atkinson, 
both reorganization managers of the Wabash Railroad Com- 
pany under the plan approved by the Commission and affirmed 
by Federal Judge Davis in St. Louis in August. The purchasers, 
under the affirmed plan, are to hold the properties for the re- 
organization managers pending the completion of the reorgani- 
zation. 

Under a report of the Commission, in Finance No. 13235 
(see Traffic World, August 9, p. 321), the foreclosure sale and 
the calling in and issuing of new securities by the reorganization 
managers, will be preliminary to acquisition of control over the 
reorganized Wabash by the Pennsylvania Railroad under the 
stock purchase and other terms set forth in that order. 


In addition to Mr. Smith and Mr. Atkinson, the reorganiza- 
tion managers include Dwight S. Beebe, vice-president, Mutual 
Life Insurance Company of New York; J. L. Homire, assistant 
solicitor, Prudential Insurance Company of America, Hartford, 
Conn., and R. L. Snodgrass, assistant general counsel, Recon- 
struction Finance Corporation. 


Western Pacifie Reorganization 


A federal district court may not approve a plan of re- 
organization of a railroad, submitted to it by the Commission, 
on its mere assumption that the Commission knows more about 
the railroad than anybody else and that the plan must there- 
fore be in accordance with the provisions of the national bank- 
ruptcy act. It must exercise its own independent judgment in 
the matter. 

That is the substance of a judgment rendered by the 
United States Circuit Court of Appeals for the ninth circuit 
in No. 9714, in the matter of the Western Pacific Railroad Co. 
on appeals from the federal court for the northern district of 
California, southern division. The district court, in effect, 
said it was satisfied with the plan made by the Commission 
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in Finance No. 10913, reorganization of the Western Pacific and 
approved the plan, without making an investigation of its own. 

The appellate court has reversed the order of the district 
court and remanded the proceeding with directions to dismiss 
it, or, in the court’s discretion, and on motion of any party in 
interest, refer it back to the Commission for further action. 

The ire of the appellate court was raised by a declaration 
of the district judge that “it can not be gainsaid that the Com- 
mission knows all about the debtor, its property, its history, 
financial and otherwise, its traffic and revenue and its finan- 
cial structure.” Continuing, the district court said “no official 
body in the country is better qualified by reason of experience, 
ability and specialized knowledge than is the Commission to 
find the ultimate facts as to the debtor in relation to any of 
the matters mentioned.” The “matters mentioned” were ques- 
tions as to the real value of the property on which the Com- 
mission founded its proposed capital structure. 

Calling attention to section 77 (e) of the bankruptcy act, 
the appellate court said the district court’s statement indicated 
a possible misconception as to its duty. That part of the law 
requires the district judge to approve the plan if it meets the 
requirements of subsection (b) of section 77. 

The Circuit Court of Appeals said that in determining 
whether a plan of reorganization satisfied the requirements of 
subsection (e) the court was not concluded by any determina- 
tion made by the Commission, “but may, and must, exercise its 
own independent judgment; and this is true whether such de- 
termination relates to value or to some other subject.” 

Appeals were taken by the Western Pacific as a debtor, the 
refunding mortgage trustee, the Western Pacific Railroad Cor- 
poration, a holding company, the Railroad Credit Corporation, 
and A. C. James Company. The Circuit Court said neither 
the debtor nor the refunding mortgage trustee was adversely 
affected by the Commission’s plan or by the order of the dis- 
trict court approving it. Hence, the Circuit Court said they 
were not entitled to appeal and dismissed their appeals. 


SLOCUM EXEMPTION CASE 


Attorneys for the Southern Pacific Co., the Pacific Truck 
Express and Silver Wheel Motor Freight, protestants in MC 
5205, application of L. M. Slocum dba Independent Motor 
Transport, of Corvallis, Ore., for exemption under section 204 
(a)(4a), on the contention that the Slocum operations, being 
carried on within Oregon under authority from that state did 
not affect interstate commerce, declare that certificates of ex- 
emption should be issued most sparingly and with the greatest 
of caution. And they said exemption should be granted only 
in cases where the interstate traffic was shown to be incon- 
sequential and never where there were competing carriers. 
They said this application should be denied. 

In this case division 5 decided that the application should 
be dismissed. On appeal to the entire commission, the findings 
of the division were reversed on an interpretation of the 
statute under which the application was brought. 

If carriers such as the applicant under the conditions here 
shown were to be allowed to come through the back door and 
obtain a certificate of exemption then ‘‘we may well expect a 
deluge of similar applications from thousands of disappointed 
applicants whose previous applications for certificates had been 
denied,” says the brief. 





MOTOR ACT PROSECUTIONS 


Southern Iowa district, at Des Moines. Vurl Cloyd, Sidney 
Ia., fined $155 on guilty plea to operating without a certificate 
and without rates on file with the Commission. 


MOTOR CARRIER ASKS INJUNCTION 


Attributing arbitrariness, illegality and unreasonableness 
on the part of the Commission in denying to it either a certifi- 
cate or a permit under the grandfather clauses of the motor 
carrier act on account of the receivership of its predecessor, 
the plaintiff in civil action No. 150, Burlington Truckers, Inc., 
vs. United States and Commission, asks the federal court for 
the middle district of North Carolina, at Greensboro, to en- 
join the enforcement of the Commission’s order in MC 2912, 
Burlington Truckers, Inc., of Burlington, N. C. The order was 
issued June 17, 1941. 

The plaintiff also asks the court to direct the Commission 
to review the case under a construction of the statute made 
by the court; and require the regulating body to issue an ap- 
propriate certificate as provided for common carriers. 

According to the view of the plaintiff the Commission erred 
in viewing such operations as were conducted by the receiver 
for the Burlington Trucking Co., Inc., the predecessor of the 
plaintiff, as constituting an abandonment of operations in the 
period covered by the grandfather clauses. The plaintiff as- 
serted that the holding by the Commission that the receiver- 
ship and interruption in its actual operations amounted to a 
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forfeiture of its rights under the motor carrier act was wholly 
unwarranted, unjustified under the facts, illegal, arbitrary and 
capricious and greatly exceeded its authority and power. 
Denial of a certificate or permit was based on the action 
taken by the Commission in Gregg & Storage Co. Common 
Carrier Application, 21 M. C. C. 17. 





Preaching and Practice 


Editor The Traffic World: 

It seems to me that there were good grounds for the edi- 
torial in the November 29 Traffic World, entitled “Preaching 
and Practice,” concerning the action of the transcontinental 
carriers in lengthening their freight train schedules to the 
Pacific coast. 

While it may well be that there were sound reasons for 
the lengthening of the westbound schedules, certainly no 
proper explanation of this action has been given the public, 
and this, it seems to me, is important in view of the efforts being 
put forth by the shippers to cooperate with the carriers to the 
fullest extent in the utilization of equipment. It will also 
be recalled that just a few days prior to the announcement of 
the lengthening of the schedules in question, the fifth annual 
meeting of the National Association of Shippers Advisory 
Boards was held in Chicago, attended by shipper representa- 
tives from practically every state in the Union. This afforded 
an excellent opportunity for the carriers to explain and dis- 
cuss their problems with the shippers, but they did not choose 
to do so. 

With the explanation I now have from the Association of 
American Railroads and the Western Association of Railway 
Executives of the action taken by the carriers, I am frank to 
say that it is going to be very difficult for me to continue to 
urge shippers throughout the country to devote time and ex- 
pense toward the expeditious release of equipment, although I 
have every desire to cooperate fully with the carriers. 

G. H. Shafer, General Traffic Manager. 
Weyerhaeuser Sales Company, 
St. Paul, Minn., Dec. 1, 1941. 


Perfect Shipping Month 


Editor The Traffic World: 

I have read with interest your editorial of November 22, 
“Perfect Shipping Month.” 

I agree that the board of directors of the National Asso- 
ciation of Advisory Boards is to be congratulated on its deci- 
sion to repeat the April Perfect Shipping Month campaign in 
1942 which has been so successful in the last five years. Cer- 
tainly, at this time, when there is a scarcity of many materials 
and in view of the fact that the classification committee has 
seen fit to relax a bit on package requirements, there is every 
reason why we should have a very active campaign and re- 
double all efforts. 

In February, 1940, I was requested to serve as local chair- 
man for the Baltimore Committee of the Freight Loss and 
Damage Prevention Committee of the Atlantic States Shippers 
Advisory Board. When forming this committee representatives 
from all forms of transportation and the various types of 
industries located in Baltimore were invited to serve. The 
response was very gratifying and it might interest you to know 
that we have held regular monthly meetings since that period 
and have also held the regular scheduled April Perfect Ship- 
ping Month meetings which have been well supported and, 
in addition, held a fall Perfect Shipping meeting in September, 
1940, with an attendance of 850. 

The members serving on this committee representing the 
trucking industry have taken a very active part and have 
served on many committees since the local committee was 
formed. I am confident that the campaign for 1942 can achieve 
greater success if the advisory boards and the American 
Trucking Association consolidate their Perfect Shipping Month 
campaign. 48 

We have found a very friendly and cooperative spirit 
prevailing at all of our meetings and, inasmuch as it has been 
so successful here in Baltimore, the members of the local com- 
mittee are very anxious to see that such a plan be adopted on 
a national basis. 

We, therefore, hope that your editorial will serve to 
bring about a realization of such a program. 

Charles M. Naylor. 

Towson, Md., Nov. 28, 1941. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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December 6, 1941 


Elkins Aect Prosecutions 


Fines totaling $14,000 have been imposed against two rail- 
roads and two shippers on pleas of guilty in federal court at 
Lynchburg, Va., Nov. 28, to informations charging the railroads 
and shippers with having unlawfully and knowingly granted 
and received, respectively, concessions in violation of section 1 
of the Elkins act and, in addition, the Norfolk & Western with 
falsifying its records in violation of section 20 (7) (b) of the 
interstate commerce act, the Commission has been advised. 
The Norfolk & Western was fined $8,000, the Bassett Furniture 
Industries, Inc., $4,000, the Danville & Western Railway Co., 
and the Morris Novelty Furniture Corporation, $1,000 each, 
according to a statement by the Commission, which said: 

These cases arose through the failure of the carriers and shippers 
to observe and apply the provisions of Rule 34 of the Consolidated 
Freight Classification in respect of two cars furnished by the carriers 
to their respective shipper for each shipment for the loading of car- 
load shipments of furniture. The carriers failed to assess and collect, 
and the shippers failed to pay, freight charges based on at least the 
carload minimum weights and rates applicable to each car, as was 
required by the provisions of Rule 34 when two cars were ordered 
by the shipper and furnished by the carrier in compliance therewith 


and not for the carrier’s convenience. Instead, the carriers assessed 
and collected freight charges based on the carload minimum weight 
applicable to the first car loaded, or on the actual weight if in excess 


thereof, and the carload rate based on the actual weight, which was 
less than the carload minimum weight, of the shipment loaded in the 
second car. Notations were placed on the bills of lading by the 
shippers which asserted that a 50-foot car, or a larger car, was or- 
dered by the shipper, and two 40-foot cars, or two smaller cars, were 
furnished by the carrier for its convenience, when actually, the infor- 
mations charged. the shippers ordered two 40-foot cars, or two smaller 
cars from the carrier, which were furnished and loaded. These nota- 
tions were transcribed by the Norfolk and Western, the information 
charged, to its freight waybill, thereby falsifying that record. 

Samuel Visse, operating as the Visse Distributing Company, 
and William Chesky, doing business as the Pioneer Fruit and 
Commission Company, Chicago fruit and produce commission 
dealers, pleaded guilty in federal district court at Chicago, 
November 28, to accepting credit from railroads in violation 
of the Elkins act, and received sentences of 30 days in jail. The 
sentences were suspended, however, on condition of good be- 
havior for a year. 

Hearing before the court on alleged violations of the act 
by the Illinois Central and William Haywood, its freight traffic 
manager, was postponed from November 28 to January 2. 

Fines totaling $33,000 have been imposed by the court against 
the Alton, Burlington Route, Missouri Pacific, Pacific Fruit 
Express, and Gerstein and Company, a commission house, and 
some of its officers, on pleas of guilty to violations of the 
act by permitting or conspiring to permit consignees to obtain 
possession of shipments before transportation charges were 
collected (see Traffic World, Nov. 15, p. 1265). 


TRUCKERS ALLEGE FORWARDER UNDERCHARGES 


Trial in federal district court in civil No. 2773, et al., in 
which three trucking companies seek to have the Acme Fast 
Freight, the Universal Carloading and Distributing Company, 
and the National Carloading Company pay alleged under- 
charges to the plaintiffs, has been set for April 6. Approxi- 
mately $100,000 is sought by the plaintiffs, the Reliable Transit 
Company, Inc., Rock Island Transit and Storage Company, and 
M. S. Gans, assignee of H. F. Laubenheimer, trustee of the 
estate of the Indianapolis Forwarding Company, Inc. (see Traffic 
World, April 26, p. 1060). 


BILLS OF LADING FORGERY 


W. Sherman Swain has been fined $400 on a plea of guilty 
in federal court at Greensboro, N. C., to an indictment returned 
May 19, 1941, charging him with “forgery of bills of lading” 
and “uttering of forged bills of lading,” in violation of section 
41 of the bills of lading act, the Commission has been advised. 
The defendant was placed on probation for two years. 

“The defendant resorted to this device to secure payment 
for merchandise from one week to two weeks prior to the date 
of shipment,” says a statement by the Commission. “The mer- 
chandise which was the subject of the false bills of lading in 
each instance was ultimately shipped to the purchaser.” 


B. & 0. WOULD AVOID TAXES 


The Baltimore and Ohio, in Finance 13559, has asked the 
Commission to permit it to abandon passenger operations be- 
tween Park Junction, Philadelphia, Pa., and New York, N. Y. 
If permitted to abandon operation, the service will be per- 
formed by the Central of New Jersey and the Reading, the 
tracks of which are now used by the applicant. Under the 
latest New Jersey tax law, the tax on the operations by the 
Baltimore and Ohio would rise from $13,000 to $285,000 a 
year, the tax being calculated on the entire mileage of the B. 
& O. system. 








Air Transportation 





Foreign Air Services 


American Export Airlines, Inc., controlled by American 
Export Lines, Inc., a steamship company, has asked the Civil 
Aeronautics Board, by virtue of the revision of the neutrality 
act which now permits American aircraft and ships to enter 
combat zones, to make permanent the temporary authority 
previously granted by it for the transportation by air of mail, 
passengers and property between New York, N. Y., and Lisbon, 
Portugal. It also asks authority to operate between New York 
and Foynes, Ireland. 

American Export has not engaged in the operation for 
which temporary authority was given for lack of planes. Con- 
gress refused to vote an appropriation for transportation. Pan 
American Airways, Inc., is the only air carrier engaged in 
trans-Atlantic service. This company, under agreements re- 
cently worked out, is engaged in the ferrying of aircraft from 
the United States to West Africa, thence to the middle east for 
British forces. 

According to Donald H. Connolly, administrator of civil 
aeronautics, plans to train several hundred ferry pilots for 
lease-lend ferry activities from CAA-taught civilian flyers have 
been worked out by the Civilian Aeronautics Administration and 
air corps ferrying experts. These candidates, as announced 
Nov. 28, will be high-ranking graduates of the CAA’s most ad- 
vanced “cross-country” course, who already have qualified as 
commercial pilots and flight instructors. The CAA will contract 
with outstanding commercial aviation schools to give additional 
courses in instrument and multi-motor flying, according to the 
administrator. Then Pan American Airways, which is operat- 
ing the North African service for the government, will take 
many of the pilots on a salary status for final schooling in 
celestial navigation and other fine points of over-water opera- 
tion, says the administrator. He added that the schools would 
be in full swing by March and that they would turn out 24 
pilots a week. 

In a proposed report served Nov. 29 in No. 373, Pan Ameri- 
can Airways, Inc., and No. 497, American Export Airlines, Inc., 
service from New Orleans to Cuba and Central America, Ex- 
aminer Thomas L. Wrenn, of the Civil Aeronautics Board, has 
recommended that the certificate held by Pan American Air- 
ways, Inc., between Brownsville, Tex., and Canal Zone, be 
amended to permit air transportation of persons, property and 
mail between Guatemala City, Guatemala, and the terminal 
points of New Orleans, on a finding that air transportation be- 
tween those points was required by public convenience and 
necessity. As to air transportation of persons, property and 
mail between New Orleans, La., and Havana, Cuba, and New 
Orleans-Havana-Balboa Canal Zone, he found that public con- 
venience and necessity were not required and recommended 
that the application of Pan American with respect thereto be 
denied and that the application of American Export Airlines, 
Inc., be denied in all respects. 





Canadian Colonial Air Mail Rates 


Base rates of compensation for transportation of mail over 
the air route of Canadian Colonial Airways, Inc., between New 
York, N. Y., and Montreal, Canada, have been recommended in 
a proposed report by Examiner Herbert K. Bryan, of the Civil 
Aeronautics Board, served December 1, in No. 299, Canadian 
Colonial Airways, Inc., mail rate. 

The report involved an inquiry into the nature and extent 
of the affiliations of Canadian Colonial Airways, Inc., with 
Canadian Colonial Airways, Ltd. It said it was not clear from 
the record what the status of the two companies was in regard 
to management, but that as far as operations were concerned 
they were practically one company. It observed that Incor- 
porated served Burlington, Vt., and Glens Falls, N. Y., as inter- 
mediate points between New York and Montreal and that it 
also operated between the terminal points Albany and New 
York, N. Y. Examiner Bryan pointed out that by an order ap- 
proved by the President September 22, 1941, the board denied 
Limited its application for a foreign air carrier permit for 
transportation of persons, property and mail in nonstop opera- 
tions between Montreal and New York and ordered it to wind 
up operations within 90 days. 

“As a result of the joint operation of the two companies 
in the past, the termination of operations by Limited will 
alter Incorporated’s operating costs quite materially, and will 
necessitate an adjustment in the rate to be paid for the trans- 
portation of mail thereafter,” he said. 















1460 


He stated that, by agreement the postal authorities of 
Canada and the United States, Canadian mail was carried 
southbound from Canadian points to the United States in planes 
of U. S. carriers free of charge, while U. S. mail was carried 
nothward to Canadian points in planes of Canadian lines free 
of charge. He said Incorporated now received mail compensa- 
tion at the rate of 60 cents a mile, pursuant to its contract with 
the Post Office Department, and that in 1940 it flew 623,321 
scheduled miles on mail, foreign mail and non-mail schedules 
over the New York-Montreal route. In the period from January 
9, 1940, to December 1, 1941, non-mail revenues of Incorporated 
fell short of its operating expenses by $188,340, he said. In the 
1941 period from January 1 to the date on which Limited would 
cease operations, it was estimated, he said, that the non-mail 
revenues would be $371,683 and the operating expenses $533,- 
289, requiring $161,606 a year in mail pay to break even. From 
the date on which Limited would cease operations between 
Montreal and New York to the date on which the Postmaster 
General would designate the additional schedules, he added, it 
was estimated that Incorporated would obtain non-mail rev- 
enues of $527,404 and would have operating expenses of $722,- 
854, and after the designation by the Postmaster General of 
two additional schedules a day for air mail transportation, 
Incorporated would receive $527,404 in non-mail revenues with 
operating expenses amounting to $722,854 a year, requiring 
$195,450 to break even. With respect to the New York-Montreal 
route, except the portion between Montreal and the first point 
of landing in the United States on southbound flights on which 
foreign air mail only was carried, the examiner recommended 
the following: 


For the period January 9, 1940, to December 31, 1940, a base rate of 
52 cents an airplane mile on schedules designated for transportation 
of mail. 

For the period January 1, 1941, to the date of cessation of operations 
by Limited, a base rate of 48 cents an airplane mile. 

From date of cessation of Limited's operations to date of designa- 
tion by Postmaster General of two additional round trips by Incor- 
porated between New York and Montreal for mail transportation, a 
base rate of 57 cents an airplane mile. 

After date of designation of such additional trips, a base rate of 27 
cents an airplane mile, such rates to be applied for the first 300 pounds 
of mail or fraction thereof, plus 2.5 per cent of such base rates for each 
additional 25 pounds of mail or fraction thereof, computed at the end of 
each calendar month on the basis of the average mail pay load carried 
over the route in such month, and to be applied to the direct airport- 
to-airport mileage between points served for the carriage of mail on 
each of such schedules flows and to be applied without reference to any 
base mileage. 


MONEY FOR AIRPORTS 


An appropriation of $50,000,000 for the development of pub- 
lic airports and landing areas deemed necessary for national 
defense was recommended to Congress this week by the House 
committee on appropriations in its report on the third supple- 
mental defense appropriation bill. The committee said the 
amount recommended was a continuance of the program initi- 
ated in the act of October 9, 1940. It said a total of $140,477,750 
had heretofore been appropriated for the development of not 
to exceed 399 such areas in the United States, its territories, 
and possessions. At the time of the inception of the program 
there were only 37 airports in the United States sufficient to 
accommodate the advanced combat aircraft, said the commit- 
tee. This number has been increased to 300 out of the approxi- 
mately 2,000 airports in the country, and the 300 will be 
increased to 586 with funds now available or provided in the bill. 


NEW ENGLAND AIR ROUTE NETWORK 


TWA-New England, Inc., of New York, N. Y., has filed an 
application with the Civil Aeronautics Board asking for author- 
ity to transport persors, property and mail by aircraft over a 
network of routes extending from the co-terminal points 
Newark, N. J., and New York, N. Y., on the one hand, and the 
terminal point Boston, Mass., on the other, and spreading over 
Connecticut, Rhode Island and Massachusetts. 


The application has been docketed as No. 692. It states 
that the capital stock of the applicant is owned 55 per cent by 
Transcontinental & Western Air, Inc., and 45 per cent by the 
trustees of the New York, New Haven & Hartford Railroad Co. 
The applicant now has $100,000 in cash on hand and will need 
$1,400,000 to finance its operations, which amount will be ob- 
tained by the sale of stock of Transcontinental & Western Air, 
Inc., and of the New Haven, pursuant to an agreement executed 
with them, says the application. 

Routes over which TWA-New England, Inc., seek authority 
to operate are: (a) between Newark-New York and Boston via 
Bridgeport, New Haven and New London, Conn., Providence, 
R. I., and Attleboro-Brockton-Taunton, Mass., and between New 
London and Attleboro-Brockton-Taunton via Newport, R. L., 
and Fall River-New Bedford, Mass.; (b) between Newark-New 
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York and Boston via Bristol, New Britain, Meriden, Waterbury 
and Hartford, Conn., and Worcester, Mass., and via New Haven, 
Hartford and Springfield, and (c) between Newark-New York 
and the intermediate point Springfield, Mass., via Danbury, 
Conn., and Pittsfield, Mass. 


AIR EXPRESS FOLDER 
The air express division of the Railway Express Agency 
has issued a folder, “Ship the Skyways,” containing informa- 
tion about available air express services and rates, and ex- 
amples of the commercial use to which air express may be 
put. It also contains a map showing the routes over which the 
service is available. 


AIR EXPRESS DEMONSTRATION 


Food from forty-eight states will be air-expressed to New 
York early next month as a demonstration of the part the 
nation’s nineteen commercial airlines could play in case of an 
emergency. Air Express will expedite representative products 
from the various states, such as potatoes from Idaho, sugar 
cane from Louisiana, apples from Washington, and dairy 
products from Wisconsin. Under emergency conditions, such 
as isolation of a community due to flood, famine or enemy 
attack, commercial airlines could deliver food as far as 2,900 
miles overnight, it is explained. A ton of oranges, for example, 
could be rushed from Los Angeles to New York in 17 hours. 

Air cargoes of food will be loaded aboard airplanes in ail 
states on last-minute notice to simulate a sudden emergency 
condition. Climax of the flight will be an all-American dinner 
at La Guardia Field at which the guest of honor will be Monty 
Woolley, former Yale professor widely known as “The Man 
Who Came to Dinner.” 


AIRCRAFT PRODUCTION RECORD 

“We now have every reason to believe that an annual 
production rate of 50,000 planes will be reached some time 
next year,’ said Colonel John H. Jouett, president of the Aero- 
nautical Chamber of Commerce of America, in addressing that 
group at its annual meeting December 4 in New York City. 

The aircraft manufacturing industry was turning out 
nearly 20,000 military planes this year, more than eight times 
the production of 1939, he said. Engine plants had now reached 
a monthly production rate of nearly 6,000,000 horsepower, 12 
times the monthly rate at the outbreak of the war in 1939, and 
peak production of 15,000,000 horsepower monthly would be 
reached in 1943, he added. 

“Our airplane, engine and propeller plants have increased 
the number of employes from over 193,000 a year ago to about 
390,000 at the present time,” he said. “We are supplying the 
air forces of the United States, Britain and other governments 
with more than 30 types of combat aircraft . . . our manufac- 
turers . . . have in the design stage or are actually experi- 
menting with no less than 40 new models of military aircraft. 


Cc. A. A. TRAINING PROGRAM 


The CAA training program must be expanded until every 
airport, every college and every plane in this country is used 
to its fullest capacity, said Robert H. Hinckley, Assistant Sec- 
retary of Commerce, in addressing the annual convention of 
the National Aviation Training Association, Hotel Phillips, 
Kansas City, Mo., December 1. He declared that practically 
nothing in the United States should now be “business-as-usual” 
—that the CAA program was 100 per cent defense and should 
be viewed as such. 

“T believe,” said he, “that the best way to lay the founda- 
tion of a great structure for national safety in a world gone 
mad is to train hundreds of thousands of civilians to fly. Out 
of those hundreds of thousands some will go to the military 
forces; some will go to the airlines; some will become ferry 
pilots; some will become instructors, others will be aviation 
weather experts, and many may become gunners and naviga- 
tors. Perhaps we might even change the name of the civilian 
pilot training program to read ‘civilian airman training pro- 
gram.’” 

Mr. Hinckley said “our records show that more than 20,000 
of our trainees have gone to the armed forces of our country; 
half of them as pilots and half of them to other activities.” 

Mr. Hinckley said, as he saw it, the reasoning and phi- 
losophy behind the training program contained three elements 
—immediate military defense, commercial defense, and long- 
range defense. He declared as to the latter, “if our pople can 
become really ‘air-conditioned’ in the way I mean that expres- 
sion, we will have such menacing air power no aggressor would 
think of looking at us crosswise.” He told the association he 
was gratified with its work, and pointed out that it was re- 
sponsible for the increase in civil pilots from 22,000 to 100,000 
and in civil aircraft from 10,000 to 25,000, in just three years. 





Decen 


Thu 


vast § 
merci 
a nat 
miles 
Rivet 
draft 





.- .. fe aD 





‘ORLD 


iterbury 
’ Haven, 
W York 
anbury, 


Agency 
iforma- 
ind ex- 
may be 
lich the 


to New 
art the 
Pe of an 
roducts 
, Sugar 
| dairy 
S, such 
enemy 
Ss 2,900 
cample, 
hours. 
s in all 
rgency 
dinner 
Monty 
e Man 


annual 
e time 
- Aero- 
ig that 
¢ City. 
ig out 
times 
eached 
fer, 12 
9, and 
uld be 


reased 

about 
ng the 
iments 
nufac- 
‘xperi- 
reraft. 


every 
$ used 
t Sec- 
ion of 
illips, 
‘ically 
isual” 
should 


unda- 


<pres- 
vould 
yn he 
is re- 
10,000 
rs. 





December 6, 1941 





Traffie Lesson No. 35 


Thirty-Fifth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by 
G. Lloyd Wilson—Great Lakes Transportation and Rates 


e The Great Lakes are sometimes called the inland seas 

of America. This apt name is indicative, not only of the 

vast size of these bodies of inland water, but also of their com- 
mercial importance. The lakes and connecting channels form 
a natural transportation highway of more than 95,000 square 
miles, with a shore line of over 8,300 miles. The St. Lawrence 
River and Great Lakes route from Montreal, the head of deep- 
draft ocean navigation, to the western ports of Duluth, Minne- 


Table No. 1 


NUMBER AND GROSS REGISTERED TONNAGE GREAT 
LAKES FLEET, UNDER UNITED STATES FLAG, 
SELECTED YEARS, 1869-1939 


Steam Vessels Sailing Vessels Gas Vessels Barges 
Year No. Tonnage No. Tonnage No. Tonnage No. Tonnage 
1869 636 146,236 1,752 277,893 .... 103 22,072 
1879 896 203,298 1,473 307,078 .... 170 42,226 
1889 1,455 573,307 1,285 325,083 .... 7,274 
1899 1,732 1,014,561 874 318,175 .... 74,982 
1909 1,982 2,399,925 389 238,491 .... 85,312 
1919 1,541 2,721,079 125 151,383 839 129,302 
1929 1,159 2,486,491 51 99,821 907 A 340 122,881 
1935 790 1,479,313 29 73,315 958 , 383 159,759 
1939 661 1,446,730 15 36,813 1,001 : 431 175,202 


Sources: Merchant Marine Statistics, Report Series No. 9, 
U. S. Dept. of Commerce, Bureau of Marine Inspection and Navi- 
gation, Annual Reports for Fiscal Years. : 


sota, and Superior, Wisconsin, at the western extremity of Lake 
Superior, is 1,340 miles, and the distance from Montreal to 
Chicago, at the southern end of Lake Michigan, is 1,260 miles. 
Approximately 1,000 miles of each of these routes are through 
the open lakes, about 60 miles through the improved reaches 
of connecting rivers and lakes, and 27 miles through canals. 
The Great Lakes system comprises lakes Superior, Michi- 
gan, with the St. Mary’s River, Detroit River, the Strait of 
Mackinac, St. Clair River, the Niagara River, and the Sault 
Ste. Marie and Welland canals as connecting waterways link- 
ing lakes Superior, Huron, St. Clair, Erie, and Ontario. The 
Georgian Bay of Lake Huron is entirely within Canada. 
Navigation was restricted by the falls between the lakes 
which made through navigation impossible in the early years 
of the commercial history of this country. Detroit was the 
western limit of navigation prior to 1832, except for the fur 
traders who frequented the western lakes and reached the 
eastern lakes by shooting the rapids of St. Mary’s River or 


Table No. 2 


WATER-BORNE COMMERCE AT THE GREAT LAKES PORTS, 
1920-1939 
Year Gross Tons Year Gross Tons 


1913 281,253,144 
1919 ees UC 


1920 220,611,022 
i ie 
243,003,223 


173,204,555 


Sources: Transportation on the Great Lakes, Corps of Engi- 
neers, U. S. Army, Transportation Series No. 1 (Revised 1937), 
and Commercial Statistics, War Dept., Chief of Engineers, An- 
nual Report, 1940. 





by using the small canal built on the Canadian side of the 
rapids in 1797-1798. This canal, which afforded passage to 
craft drawing less than two feet of water, was used until its 
destruction in 1814. Between the destruction of the canal and 
1855 when the State of Michigan constructed a double-lift lock 
for vessels of 11% feet draft, traffic between Lake Superior 
and the eastern lakes was transshipped and portaged at Sault 
Ste. Marie. These locks were destroyed in 1888 and replaced 
by four sets of locks constructed one by one by the United 





States government between 1881 and 1919. The Canadian locks 
at Sault Ste. Marie were constructed between 1888 and 1895. 

A similar barrier to through lake traffic was interposed 
by Niagara Falls and the rapids of the Niagara River. The 
Welland Canal was constructed by the Dominion of Canada 
from Port Dalhousie, on Lake Ontario, to Port Colborne, on 
Lake Erie, to avoid these obstructions. The original Welland 
Canal was opened in 1829 and later improved and enlarged, 


Table No. 3 


BULK FREIGHT TRAFFIC ON THE GREAT LAKES, 1900-1940 
(SELECTED YEARS) 


Tron Ore Coal Grain Stone Total 
Year Gross Tons Net Tons 
1900 18,570,315 
1910 42,618,758 


Net Tons 


35,297,624 
80,014,591 
93,049,981 
106,518,531 
113,291,886 
138,574,441 
112,528,857 
41,672,761 
82,887,403 
142,874,985 


Net Tons Net Tons 


5,591,208 
5,803,514 
11,098,815 
6,736,348 
13,320,346 
10,021,099 
9,851,229 
8,890,409 
6,750,261 
9,644,950 


8,907,663 
26,478,068 
26,220,000 
26,409,710 
28,048,538 
39,254,578 
38,072,060 
24,847,369 
35,289,135 
46,978,179 


1915 46,318,804 
1920 58,527,226 
1925 54,081,298 
1929 65,204,600 
1930 46,582,982 
1932 3,567,985 
1935 28,362,368 
1940 63,712,982 


11,351,948 
16,269,612 
12,432,628 
3,928,840 
9,082,155 
14,893,316 


as the Welland Ship Canal, in 1932. The rivers connecting the 
Great Lakes, including St. Mary’s River between Lake Superior 
and Lake Huron, St. Clair River, connecting Lake Huron and 
Lake St. Clair, and the Detroit River, connecting Lake St. 
Clair and Lake Erie, have all been canalized and dredged to 
afford through navigation. Channels were also dredged in Lake 
St. Clair, the smallest and shallowest of the Great Lakes. 

For many years the Great Lakes were used principally 
for local traffic, particularly by the fur traders and trappers. 
They are supplied with approximately 100 harbors. 


Great Lakes Vessels 


The first American vessel was built on Lake Erie at Erie, 
Pa., in 1797. The first steamship was constructed at Oswego, 
N. Y., in 1818. In 1832 the first steamer trip was made between 
Lake Erie and Chicago on Lake Michigan. Steamships, includ- 
ing paddle-wheel vessels and, later, screw-propeller vessels, 
gradually replaced sailing vessels in the Great Lakes trades. 
Barges, some of very large size, have increased in number in 
recent years. 

The development of the Great Lakes fleet under the United 
States flag is indicated in the registry of vessels of various 


Table No. 4 
TRAFFIC THROUGH SAULT STE. MARIE CANALS 


Total Total 
Freight Freight 
in Tons in Tons 

79,282,496 
86,992,997 
92,622,017 
Sesceccscccccace taageee 
risa ¥naepeaaels 20,480,873 
48,293,308 
89,858,319 


62,363,218 
*First year of Canal. 





classes for representative years. Statistical data of vessel regis- 
tration in the form shown are not available prior to 1868. The 
number and gross registered tonnage of vessels registered un- 
der the United States flag as engaged in Great Lakes service 
are shown in Table No. 1. 

It should be noted that the number of steam vessels is de- 
creasing, though this loss is offset by an increase in the aver- 
age tonnage of the vessels. A smaller number of larger vessels 
are being constructed to replace a larger number of smaller 
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vessels retired from service. The number and tonnage of sail- 
ing vessels in service are declining also. The sailing vessel is 
almost extinct on the Great Lakes. The number of motor ships 
or gas vessels is increasing, as is the number of barges or 
unrigged craft. 

If vessels of United States and Canadian registry are in- 
cluded, the Great Lakes fleet comprised, at the close of 1940, 
524 vessels of U. S. registry with a tonnage of 2,501,020 g.r.t., 
and 293 vessels of Canadian registry with an aggregate tonnage 
of 737,869 g.r.t., a total of 817 vessels with 3,238,916 g.r.t. Of 


Table No. 5 


TRAFFIC THROUGH ST. CLAIR FLATS CANAL 


Total 
Freight 


Total 
Freight 
in Tons 

81,684,168 
36,511,005 
59,287,907 


in Tons 


75,602,648 
90,649,279 





these vessels 715 are bulk carriers of freight and 42 are en- 
gaged in the movement of package freight.’ 

The difficulties encountered in accounting for and classify- 
ing Great Lakes vessels are accentuated by the registry of a 
number of vessels engaged in Great Lakes service at United 
States ports not on the Great Lakes. The Great Lakes and 
Inland Waters Survey of the Federal Communications Com- 
mission in 1938 showed a total of 2,342 vessels of United States 
registry with an aggregate of 2,819,106 g.r.t.’ 

The vessels used in Great Lakes Commerce are distin- 
guished by the use of specialized craft designed for high speed 
operation and for rapid and efficient loading and discharge. A 
number of specialized types of vessels are used, including: 


1. Bulk freighters or dry cargo vessels designed to transport solid 
cargoes of bulk traffic such as iron ore, grain, and other bulk dry cargo 
—including the large ‘‘upper lakers’’ and smaller “lower lakers.’’ 

2. Self-unloading vessels equipped with cranes and conveyors to 
carry solid cargoes of limestone and coal which are unloaded by the 
equipment carried on the vessels. 

3. Stéel products vessels, sometimes converted bulk freighters, used 
to transport steel products and scrap. 

4. Automobile carriers equipped with elevators and ‘'tween decks 
used to transport automobiles and other motor vehicles. 

5. Cement carriers into the holds of which cement is pumped and 
from which the cement is discharged, either in bulk or sacked while 
the vessels are in transit and discharged in sacks by conveyors with 
which the vessels are equipped. 

6. Tankers for the transportation of petroleum or petroleum prod- 
ucts, including lake-tankers, canal tankers used in service between 
Great Lakes ports and North Atlantic ports via the New York State 
Barge Canal System, and tank-barges. 

7. Sand and gravel boats equipped with dredges or pumps to take 
sand or gravel from the lake-bottoms. 

8. Canal-lake vessels used in the Great Lakes-North Atlantic ports 
trade through the New York State Barge Canal System. 

9. Car ferries, open-ended vessels equipped with railroad tracks, 


Table No. 6 


TRAFFIC THROUGH DETROIT RIVER 


Total 
Freight 


Total 
Freight 
in Tons 

110,719,845 
94,155,889 
47,447,128 
75,779,280 

111,346,567 


in Tons Year 
23,209,619 


100,219,634 





upon which freight cars are transported via the car-ferry routes across 
Lakes Michigan, Erie, Ontario, and the Straits of Mackinac. 

10. Car floats used across the Detroit River. 

11. Passenger excursion vessels. 

12. Passenger and vehicular ferry boats. 

13. Passenger-freight or package-freighters used in transporting 
passengers and dry cargo. 

14. Package freighters used in transporting merchandise freight. 

15. Tugs and tow boats. 

16. Fishing boats used in the Great Lakes fishing trade. 

1Lake Carriers’ Association, Cleveland, Annual Report, 1940, pp. 
45-47. 

2 Federal Communications Commission, Great Lakes and Inland 
Waters Survey, Report, Vol. I, Table 39, p. 140. 
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In addition to these vessels used in commercial services of 
various sorts, the Great Lakes have an extraordinarily large 
number of pleasure craft of many types and sizes. 

The number and cargo carrying capacity a trip of vessels 
comprising the commercial fleet of the Great Lakes at the close 
of navigation in 1940 is estimated by the Lake Carriers Associa- 
tion to be: 


Number of Cargo Carrying 
Registry Vessels Capacity (Gross Tons) 
United States registry............... 479 3,521,656 
a ee 278 993,300 
ME: -Gituusbenccsaass60a0denukos 757 4,514,956 


Great Lakes Commerce 


Statistical data with respect to the development of freight 
traffic on the Great Lakes are incomplete. No records were 


Table No. 7 


TRAFFIC THROUGH WELLAND CANAL 


Total Tons Year 
719,360 


Total Tons 
4,769,866 
6,087,910 
8,537,460 
8,953,383 

12,909,597 


kept of the traffic for many years and for some of the years 
for which data are available they are incomplete and care 
must be exercised to avoid duplication. The total volume of 
freight traffic moved by vessels on the Great Lakes 1920 to 
1939 is shown in Table No. 2. 


The greater part of the movement of traffic on the Great 
Lakes consists of the transportation in bulk cargo lots of iron 
ore, coal, grain, and limestone. Other bulk commodities mov- 
ing in heavy volume, though less important in tonnage, are 
petroleum products, steel, and scrap metal. The importance of 
these commodities to Great Lakes commerce and the develop- 
ment of the traffic in the four heaviest-moving commodities are 
shown in Table No. 3. These data are compiled from the annual 
report of the Lake Carriers’ Association for 1940.* This huge 
volume of traffic is moved in a period of about seven and one- 
half months in which the bulk carrier fleet is in operation. 


The statistics of freight traffic through the canals at Sault 
Ste. Marie, through the St. Clair Flats Canal, through the 
Detroit River, and through the Welland Canal are, perhaps, the 
best data available to indicate the growth of Great Lakes 


Table No. 8 
BULK CARGO RATES FOR 1940 


Iron ore, from: Rates in Cents 
Head Lake Superior to Lower Lake Ports.. 70 per gross ton 
Marquette, Mich., to Lower Lake Ports.... 63 per gross ton 
Escanaba, Mich., to Lake Erie Ports 52% per gross ton 
Escanaba, Mich., to Lake Michigan Ports... 42 per gross ton 

Coal, from: 

Lower Lake Ports to Lake Superior Ports.. per net ton 
Lower Lake Ports to Milwaukee, Wis per net ton 
Lower Lake Ports to South Chicago and In- 

diana Harbor per net ton 
Lower Lake Ports to Georgian Bay Ports... per net ton 
Lower Lake Ports to Side Ports, Lake Mich. 45 per net ton 

Grain,* from: 

Wheat: 

Chicago, Ill., to Buffalo, N. Y 

Duluth, Minn., to Buffalo, N. Y 
Corn: 

Chicago, Ill., to Georgian Bay Ports to 2% per bu. 


*(Grain rates are subject to fluctuation, generally advancing 
toward close of season and particularly after expiration insur- 
ance.) 


to 7% per bu. 
to 7% per bu. 





commerce and the portions of the Great Lakes used to the 
greatest extent. There are, of course, duplications of these fig- 
ures because some traffic passes through several of these bot- 
tleneck waterways. The volume of traffic passing through the 
American and Canadian canals at Sault Ste. Marie is shown 
in Table No. 4. 


Freight traffic passing through the St. Clair Flats Canal 
8Op. Cit. p. 39. 
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was first recorded in 1891, when 22,160,000 tons of cargo passed 
through this strategic waterway. Data of traffic for other typi- 
eal years are shown in Table No. 5. 

The movement of traffic through the third strategic point 
on the Great Lakes, the Detroit River, is indicated by the 
figures for representative years shown in Table No. 6. 

The traffic through the Welland Canal, the most easterly 
strategic point at which the movement of Great Lakes freight 
traffic can be recorded, is shown by the figures for representa- 
tive years shown in Table No. 7. 


Great Lakes Vessel Efficiency 


The efficiency of the specialized types of vessels developed 
to handle bulk cargoes, the vessels’ unloading equipment, and 
loading docks and facilities developed to load and unload 
cargo rapidly and efficiently are impressive evidences of the effi- 
ciency of vessel operation on the lakes. 

The steamer D. G. Kerr was loaded at the D. M. and I. R. 
R. Dock at Two Harbors, Minn., in a test record loading with 
12508 gross tons of iron ore in 16% minutes. The same vessel 
was loaded in Duluth with 12,689 gross tons of iron ore in 30 
minutes actual loading time in the ordinary course of business. 
The steamer G. A. Tomlinson was loaded with 302,000 bushels 
of wheat at the Pool Terminal Elevator, Fort William, On- 
tario, Canada, in 1 hour and 55 minutes. The steamship Wii- 
liam A. Irwin was discharged of 13,856 gross tons of iron ore 
at the Pittsburgh and Conneaut Dock, at Conneaut, Ohio, in 
2 hours, 55 minutes, and the Shenango was unloaded of 451,382 
bushels of wheat at the Terminal Elevator at Buffalo in 15 
hours. The steamer Conneaut was loaded with 7,145 net tons 
of limestone at Alpena, Mich., in 38 minutes, and the Carl D. 


‘/ 


Approximate Boundaries Eastern and Western Areas Rail-Lake Rates 


Bradley discharged with its own self-unloading equipment 
15,633 gross tons of limestone at Buffington, Ind., in 5 hours 
and 21 minutes. The William B. Schiller unloaded 10,296 gross 
tons of ore in 4 hours and 10 minutes and loaded 11,293 net 
tons of coal and 250 tons of fuel at Pittsburgh and Conneaut 
Dock, Conneaut, Ohio, in 3 hours and 30 minutes, a total work- 
ing time of 7 hours and 40 minutes to discharge and reload 
23,074 net tons. Many other records are equally impressive. 

The speed and efficiency of loading and discharge of Great 
Lakes vessels contribute materially to the efficiency of water 
transportation in this trade. The record for amount of cargo 
carried by vessels on the Great Lakes was broken four times 
in 1940 by the same vessel, the Harry Coulby, which trans- 
ported 15,974 gross tons, bill of lading weight, or 16,133 gross 
tons railroad weight, of iron ore on one trip.‘ 


Great Lakes Bulk Cargo Freight Rates 


The freight charges of the bulk carriers operating in port- 
to-port service are not published but are established by the 
supply and demand vessels and cargo. Information with respect 
to prevailing rates can be obtained from trade journals, news- 
papers, grain and coal exchange quotations, and other sources. 

Some examples of bulk cargo rates for 1940 are repro- 
duced in Table No. 8. These rates are compiled from data 
gathered from publications by the Lake Carriers’ Association.’ 


Lake Package Line Rates 


The rates of the package freighters on the Great Lakes 
are made on entirely different bases. The freight rates of the 
steamship lines operating package freight services and trans- 
porting all kinds of miscellaneous goods are made by deducting 
differentials of a fixed number of cents a hundred pounds from 


— 


* Lake Carriers’ Association, Annual Report, 1940. 
> Lake Carriers’ Association, Annual Report, 1940, pp. 93-95. 
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Table No. 9 


REPRESENTATIVE ALL-RAIL AND RAIL-LAKE CLASS RATE 
RELATIONSHIPS VIA ALL-RAIL, STANDARD RAIL-AND- 
AND DIFFERENTIAL RAIL-LAKE ROUTES 


Rates in Cents per 100 Pounds 






Classes: 
Official Classification 
1 2 R. 25 3 
167 142 117 117 
151 128 106 106 
147 126 104 104 
16 14 11 11 
239 203 167 167 
177 150 124 124 
169 144 119 93 
62 53 43 43 
239 203 167 167 
204 173 143 143 
196 167 138 138 
35 30 24 24 
184 156 129 129 
172 146 121 121 
164 140 116 116 
12 10 8 8 
Classes: 
Official Classification 
R. 26 4 5 6 
92 84 58 46 
83 76 53 42 
81 74 50 40 
9 8 5 4 
131 120 84 66 
96 89 62 49 
85 85 58 47 
23 31 22 17 
131 120 84 66 
112 102 71 56 
108 98 67 54 
19 18 13 10 
101 92 64 51 
94 86 60 48 
90 82 56 45 
7 6 4 3 
Classes: 
Western Classification 
1 2 3 4 5 
385 327 270 212 144 
373 317 261 205 140 
365 311 256 201 136 
12 10 9 % 4 
230 196 161 127 86 
218 18 153 120 82 
210 179 148 116 78 
12 11 8 7 4 
294 250 206 162 110 
264 224 185 145 99 
256 218 180 151 95 
30 26 21 17 11 
264 224 185 145 99 
242 206 169 133 91 
234 200 164 129 87 
22 18 16 12 8 
Classes: 
Western Classification 
A B > D E 
173 125 116 87 67 
168 121 112 84 65 
164 118 109 82 64 
5 4 4 3 2 
104 75 69 52 40 
98 71 65 49 38 
94 68 62 47 37 
6 4 4 3 2 
132 96 88 66 Si 
119 86 79 59 46 
115 83 76 St 45 
13 10 9 7 a 
119 86 79 59 46 
109 79 73 54 42 
105 76 70 52 41 
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the all-rail class or commodity rates from and to the same 
points of origin and destination. 

Local all-water dock-to-dock rates are established by the 
lake package carriers applicable to freight originating at and 
destined to the docks of the lake carriers. Proportional rates 
are also published by the lake carriers between their docks 
at the lake points served. These rates are restricted to use in 
connection with traffic originating at or destined to points be- 
yond the ports to be used as factors in constructing combina- 
tion rates. 

Joint Rail and Lake Rates 


Through joint lake-rail rates are maintained by the lake 
package carriers in connection with rail carriers serving New 
England, Trunk Line, Central Freight Association, and Western 
Trunk Line territories. The rates, class and commodity, are 
differentially lower than prevailing all-rail rates between the 
same points and the joint rates are divided among the par- 
ticipating carriers on the basis of agreed divisions. The differ- 
ential relationships are not uniform but tend to reflect roughly, 
at least, the relative amounts of rail and lake distances. Higher 
differentials, moreover, apply in connection with articles tak- 
ing higher class ratings as compared with the differentials ap- 
plicable to lower-classed goods. The differentials are less in 
case of low commodity rates than those applying to higher 
rated or classed articles. 

Distinction is often made between the rates applicable to 
or from the docks of the lake carriers and the rates applicable 
to or from railroad stations or industries in the cities in which 
the docks are located. For example, rates applicable to or from 
the lake carriers’ docks at Chicago are lower than the rates 
applicable to or from other “up-town” shipping points in that 
city. In other cases, rates are published to or from a lake 
port with provision that the rates are applicable to or from 
all points on rail connection within the respective switching 
limits of the ports as defined in the carriers’ tariffs, including 
switching service to or from the lake carriers’ docks. If in 
lieu of switching service to or from the docks, the goods are 
delivered by local cartage service, the lake carriers allow a 
fixed amount a hundred pounds subject to a maximum amount 
set in the tariff item for cartage. 


Joint rail-lake-rail rates are made via lake routes in con- 
nection with traffic moving between many points in New Eng- 
land, Trunk Line, Central Freight Association, and Western 
Trunk Line territories. These rates, like the rail-lake and lake- 
rail rates, are based on differentials under the corresponding 
all-rail class and commodity rates and are divided among the 
rail and lake carriers parties to the routes and rates. As a 
rule, the amounts of differentials are less in case of the rail- 
lake-rail routes involving double-end rail hauls than in the 
case of lake-rail or lake-rail hauls with single end rail hauls. 

Differential rail-lake-rail rates lower than the standard 
rail-lake-rail rates are in effect between a limited number of 
points in Trunk Line and New England territories and Central 
Freight Association and Western Trunk Line points. An ad- 
justment of rail and lake rates became necessary following 
the revision of Eastern and Western Trunk Line rates in the 
eastern class rate investigation® and rate structure investigation 
No. 17,000, Part 2." A general basis of all-rail and rail-lake 
class and certain commodity rates was prescribed by the Com- 
mission operative between three areas into which Eastern Ter- 
ritory was divided and an equal number of areas established 
in the part of the country west and south of lakes Superior 
and Michigan, designated as eastern areas A, B, and C, and 
western areas A, B, and C respectively.® 

These areas are defined as follows: 


Eastern Area A.—All New England, and that portion of Trunk Line 
territory lying on, north of, and east of a boundary formed by the 
Pennsylvania Railroad lines from Erie through Corry, Warren, Kane, 
Johnsonburg, St. Mary’s, Emporium, Driftwood, Renova, Lock Haven, 
Williamsport, Sunbury, Harrisburg, York, and Hanover Junction, Pa., 
to Baltimore, Md.; thence the Baltimore & Ohio R. R. to Washington, 
D. C.; thence the Potomac River and Chesapeake Bay. 

Eastern Area B.—Portions of Pennsylvania, Maryland, Virginia, 
West Virginia, and Ohio lying south and west of Eastern Area A, 
and on, east of, and north of a boundary formed by the Baltimore & 
Ohio R. R. from Cleveland through Akron, Warwick, Massillon, Dover, 
and New Philadelphia, to Uhrichsville, Ohio; thence the Pennsylvania 
R. R. through Jewett and Steubenville, Ohio, and Dinsmore to Oak- 
dale, Pa.; thence an air line to McKeesport, Pa.; thence the Baltimore 
& Ohio R. R. through Connellsville, Confluence, and Myersdale, Pa., 
and Frostburg, Md., to West Virginia Central Junction, W. Va.: thence 
air line to Strasburg, Va.; thence the Baltimore & Ohio R. R. through 
Winchester, Va., and Harpers Ferry, W. Va., to but excluding Wash- 


*I. C. C. Docket No. 15879 (164 I. C. C. 314), and supplemental 
orders. 


‘I. C. C. Docket No. 17000, Part 2 (164 I. C. C.), and supplemental 
orders. 


®I. C. C. I. and S. Docket No. 3662 (205 I. C. C. 101), 1935. 
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ington, D. C. Also points in Ohio on the Baltimore & Ohio R. R. from 
Warwick through Sterling to Creston, and from Sterling to Medina: 
and points in Virginia on the Richmond, Fredericksburg and Potomac 
Railroad lines from Quantico to Washington. 

Eastern Area C.—Portions of Ohio, Pennsylvania, Maryland, anq 
West Virginia lying south of Eastern Area B, and on, east of, anq 
north of a boundary formed by the Baltimore & Ohio R. R. from but 
excluding Uhrichsville and through Holloway and Blaine, Ohio, ang 
Wheeling to St. Mary’s, W. Va.; thence an air line to Lamberton 
W. Va., thence the Baltimore & Ohio through Clarksburg and Grafton. 
W. Va., and Oakland, Md., to but excluding West Virginia Centra} 
Junction. 

Western Area A.—All of North Dakota and the portions of Wis. 
consin, Minnesota, and South Dakota lying on and west of a boundary 
formed by an air line from Ashland, Wis., through Winter to Lady. 
smith, Wis., thence on and north of the Soo Line through Strickland 
to Turtle Lake, Wis.; thence the Omaha to Lakeland Junction, Minn,: 
thence on and north of the Milwaukee Railroad through Farmington 
to Norwood, Minn., thence the Minneapolis and St. Louis Ry. through 
Hanley Falls, Minn., and Watertown to Aberdeen, thence the Milwavy- 
kee through Lemmon, S. C., to Montline, N. D. 

Western Area B.—Portions of Upper Michigan, Wisconsin, Minne- 
sota, and South Dakota lying east and south of Western Area A, and 
on, and west and north of a boundary formed by an air line from 
Lake Superior directly south to Mercer, Wis.; thence an air line 
through Prentice to Chippewa Falls, Wis.; thence the Soo Line to Eay 
Claire, Wis.; thence the Milwaukee through Trevino, Wis., to Zum- 
brota, Minn.; thence an air line to Albert Lea; thence the Rock Island 
to Brycelyn, Minn.; thence the North Western to Fairmont, Minn.: 
thence the Milwaukee to Miloma, Minn.; thence the Omaha through 
Magnolia, Minn.; and Sioux Falls to Mitchell, S. D.; thence the Mil- 
waukee through Chamberlain to Rapid City, S. D.; thence an air line 
to Lemmon, S. D. 

Western Area C.—All that portion of Western Trunk-Line territory 
lying east and south of Western Area B, including extended Zone C in 
Wisconsin, and Illinois territory with the portion on and south of the 


Effner line, to the extent that this area is provided with revised lake- 
rail rates. 


A sketch map showing the approximate boundaries of 
these areas prescribed by the I. C. C. in Docket No. 3662 and 
the sections of the United States served by lake carriers and 
their connecting lines is shown in the accompanying map. 

The maximum reasonable first class lake-rail rates between 
points in eastern areas, including rail points at the ports, and 
points in the western areas were established with certain ex- 
ceptions differentially below the corresponding first class all- 
rail rates by the differentials as shown: 


First Class Lake- 


Between All Points Rail Differentials 


And All Points in 


in Eastern Area Western Area Below All-Rail 
Rates in Cents 
A A 30 
A B 22 
B A 25 
B B 17 
Cc A 20 
Cc B 12 
New York — All) 
points in Eastern | ie 12 
Area via Lakef § Reflecting New 
Michigan . ports } c v. York Differential 
A Twin Cities 35 
B Twin Cities 30 
Cc Twin Cities 20 
A { Points not over) 50 
B {35 miles from } 40 
Cc {Duluth Docks } 30 
in {Points over 35) 40 
b J but not over 75 | 30 
)} miles from Du- [ 
c | luth Docks J 20 


The joint rail-lake rates prescribed by the Commission 
between the eastern and western areas are governed either by 
the Official or Western classification, whichever governs the 
all-rail rates between the points of origin or destination 
affected. 

Rates lower than the first class rates under these classifi- 
cations are found by applying the standard official and western 
class rate relationships: 


Classification Classes and Percentages of First Class Rates 
12R2 3R.264 A5 BC6éE6 D E 

een ee 10085 .. 70 .. 55 45 37.5 32.5 30 22.5 17.5 

NE «pe assscene en’ 20 SS. TO TO BS OR TB nce an 275. 


It is impracticable to discuss here the relative levels of 
rail and lake rates. A few examples of standard all-rail, stand- 
ard rail-lake-rail, and differential rail-lake-rail rates are shown 
in Table 9. Differential all-rail routes and rates lower than 
the standard all-rail rates are in effect via New England and 
Canadian routes. The differential rail-lake routes maintain the 
same scale of differentials under the differential all-rail rates 


® (205 I. C. C. 101, 198-201), 1935. 
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that the standard rail-lake routes observe under the standard 
all-rail rates. 

Rates lower than rail-lake rates are in effect between cer- 
tain points via the New York State Barge Canal system and 
Great Lakes. 


Lake Navigation Season 


The lake package carrier rates—all-lake, lake-rail, rail- 
jake, and rail-lake-rail—are subject to suspension and restora- 
tion with the closing and opening of each navigation season 
py supplements announcing the close of the navigating season 
and the suspension of the rates and supplements restoring the 
rates in anticipation of the opening of navigation. The suspen- 
sion and restoration supplements applicable in connection with 
interstate Commerce are filed with the Interstate Commerce 
Commission. The supplements cancelling or restoring the rates 
are permitted to become effective on less than the statutory 
period of 30 days notice under authority of the Commission’s 
tariff circular.” The season of navigation usually opens in 
March and closes in November. 


Marine Insurance 


The rail and lake rates customarily include marine insur- 
ance, and this fact is noted in the lake carriers’ tariffs and in 
the agency tariffs publishing rail-lake-rail rates. A typical ma- 
rine insurance tariff rule is that of the Great Lakes Transit 
Corporation: 


Rates named or provided for in this tariff include insurance against 
marine risks, the Great Lakes Transit Corporation assuming liability 
for loss or damage caused by marine perils as follows: . 

(a) While a shipment is waterborne, the Great Lakes Transit Cor- 
poration assumes such liability arising from perils of the seas or other 
waters, fire, collision, stranding, jettisons, assailing thieves, barratry 
of the master or mariners, explosion, bursting of boilers, breakage 
of shafts, latent defect in the hull, machinery, or appurtenances, faults 
or errors in the navigation or management of the vessel by the master, 
mariners, mates, engineers or pilots and all other like perils or mis- 
fortunes that have or shall come to the hurt or damage of said prop- 
erty or any part thereof, including general average charges and ex- 
penses for which the owner may under the maritime law be charge- 
able; and 

(b) While a shipment is in warehouses or on docks, piers, wharves, 
bulkheads, platforms, transfers or land conveyances, the Great Lakes 
Transit Corporation assumes liability arising from the risks of fire, 
lightning, floods (meaning rising of navigable waters), cyclones, hur- 
ricanes, tornadoes, hail, earthquakes, windstorms, derailment and/or 
accident to and/or overturning of land conveyances, the collapse and/or 
subsidence of docks, piers, wharves, bulkheads, platforms and/or any 
buildings thereon. 

The above liability for marine perils is assumed from the time the 
property is received by the Great Lakes Transit Corporation from 
shipper or from prior connecting carrier in warehouses or on docks, 
piers, wharves, bulkheads, platforms, lighters and/or craft, transfers 
and land conveyances at ports of loading of their vessels and while 
it is waterborne on vessels at and between ports and while it is in 
warehouses or on docks, conveyances at port of discharge of vessels 
until it is delivered to consignee (but not beyond the free time allowed 
for delivery as designated by tariffs lawfully on file wtih the Inter- 
state Commerce Commission and/or United States Maritime Commis- 
sion, nor while held by this Corporation as a warehouseman) or until 
it is delivered to connecting carriers thereat. 

The liability which the Great Lakes Transit Corporation hereby 
assumes is insured, which insurance together with the assumption of 
liability hereinabove set forth, shall be deemed to be in fulfillment 
of all obligations of the Great Lakes Transit Corporation with respect 
to insurance ‘‘against marine risks.’’ 

_ Losses payable within sixty days after proof of loss and proof of 
interest in said property have been furnished. 


Car Ferry Routes 


The rates of the carry-ferry carriers operating across the 
Great Lakes are not considered as rail-lake rates but the rates 
apply as though the routes were all-rail routes. The advantage 
of these routes in saving time and distance place these routes 
In the all-rail rate category. 


_ Appropriate fourth section relief is granted to avoid con- 
flict of these rates with the all-rail rates via the relatively more 
circuitous all-rail routes around the lakes crossed by the car 
ferries. Insofar as freight rates are concerned, the car ferry 
operations may be considered as “floating-bridges.” 


” Tariff Circular No. 20, Rule 12 (da). 


OHIO VALLEY SHIPPERS’ BOARD 


_ The Ohio Valley Transportation Advisory Board will hold 
its annual meeting at the Gibson Hotel, Cincinnati, O., January 
13, 1942. A number of the board’s committees, including the 
freight loss and damage prevention committee, the car effi- 
ciency committee, the railroad contact committee and the exec- 
Utlve committee, will meet at the same place on January 12. 





Rail Strike Averted 


Men Get More Than Recommended by Emergency 
Board and Without Time Limit—Moratorium 
on Rules—Express Agency Recalcitrant 

The Traffic World Washington Bureau 


The railroads will have to meet an increase of more than 
e 14 per cent in payroll expenses and payroll taxes, based 
on estimated 1941 payroll, as the result of the mediation agree- 
ment of the railroad labor disputes entered into by representa- 
tives of the railroads and organized railroad employes at the 
suggestion of the President’s emergency board, which was 
reconvened by the President after its report of November 5 
was rejected by the employes’ representatives. 

It is estimated that, in dollars, the cost will be around 
$320,000,000. This includes an estimate of $9,000,000 for em- 
ployes of the Railway Express Agency, Inc., which accepted 
the board’s recommendation of November 5 calling for addi- 
tional cost for express employes of $7,000,000 but which did 
not accept the mediation agreement December 1 when the rep- 
resentatives of the railroads and employes agreed to it. Com- 
putations as to the effect of the mediation agreement have been 
prepared on the over-all estimate of $320,000,000 and indicate 
the situation approximately, regardless of the outcome as to 
the difference between the $7,000,000 and $9,000,000 for the ex- 
press employes, it being assumed they would get at least 
$7,000,000. 

With relation to the estimated total payroll for 1941, the 
$320,000,000 represents an increase of 14.3 per cent. However, 
that is not what the employes will get, as the total includes 
estimates of payroll taxes. 

Approaching the matter from the angle of percentage in- 
creases to the employes, it is estimated that the average in- 
crease in pay will be approximately 13.9 per cent for all em- 
ployes affected. 

The operating employes will get an increase in pay of 10.6 
per cent as against the 7.5 per cent recommended by the 
emergency board in its report of November 5. 

The non-operating employes will get an increase in pay 
of 15.6 per cent as against the 13.5 per cent recommended by 
the board. 

The percentage increases given are averages for the em- 
ploye groups as a whole. In view of the fact that the increases 
from December 1 are in cents an hour, the percentages as to 
individual employes will vary, depending on the relation of the 
hourly increase to rates of pay before the increase. 


Wage Cost Increase 


The railroads had estimated that the board’s recommenda- 
tion of November 5 would increase their wage costs, including 
vacation and payroll tax costs, 12.3 per cent. The estimated 
increase of 14.3 per cent, based on the mediation settlement, 
is, thus, 2 per cent above the cost figured on the board’s 
November 5 recommendations. The carrier estimate of 12.3 
per cent as the cost to the carriers corresponds to the board’s 
estimate of 12.5 per cent. 


In its report of November 5 the board estimated the total 
cost of its recommendations at from $267,000,000 to $272,000,- 
000. A round figure of $270,000,000 has been used in connec- 
tion with the board’s estimate. The railroads, however, figured 
that, in dollars, the board’s recommendations, if applied, would 
cost them approximately $275,000,000. 

The railroads put their estimate at $275,000,000 because 
they took $24,000,000, the maximum estimate of the board as 
the cost of vacations in its report of November 5. The board’s 
estimates were from $20,000,000 to $24,000,000. 

Taking the cost of the board’s recommendations of Novem- 
ber 5 at $275,000,000, the dollar increase in costs caused by 
the mediation agreement will be approximately $45,000,000, 
if the estimate of $320000,000 is borne out. On an estimated 
total payroll of $2,200,000,000 for 1941, this figure of $45,000,- 
000 is just above equivalent of 2 per cent of the total payroll or 
$44,000,000, the 2 per cent being the estimated percentage 
difference in cost as between the report of November 5 and 
the mediation report. 


Of the estimated $320,000,000, it is figured that approxi- 
mately $269,000,000 will go in the pay envelopes of the em- 
ployes—other than the express employes—about $200,000,000 
to the non-operating employes and about $69,000,000 to the 
operating employes in the year beginning December 1, 1941. 
The balance of approximately $51,000,000 will be taken up as 
follows, it is estimated: Vacation costs, $26,000,000; railroad 
retirement and unemployment insurance payroll taxes, $16,000,- 
000, and increases to railway express employes—if granted— 
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You're Probably Wrong 
About Railroad “Cops”! 


@ “A tough guy who chases small boys and hobos.” That’s the old-time idea of a 
railroad policeman. But it just doesn’t fit today. 
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Now, with rail transportation all-important to the National Defense, the ever-present 
danger of sabotage finds Erie’s vigilant police on duty 24 hours a day. It’s “hands 
off” to all who would disrupt the steady flow of defense loads for Uncle Sam. 


“The Freight Must Go Through—Safely and on Time” is a cherished Erie creed 

. and that safety factor is taken care of by one of the most efficient railroad 
police forces in the world. Every shipment of freight is zealously guarded by men 
schooled in modern scientific methods of crime prevention and detection. So effec- 
tive is their work, Erie can point to a record of only a few pennies’ loss due to theft 
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per $1,000 value of goods carried. 
Whatever your freight, you can trust Erie to deliver it safely—and at lowest costs! 
Transportation problem? Call the Erie agent or write— 


Carl Howe, Vice President, Erie Railroad 
Cleveland, Ohio 
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THE HEAVY DUTY RAILROAD 
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$9,000,000. The express agency did not agree to the mediation 
agreement. 

The retroactive pay to the employes for the period Sep- 
tember 1 to December 1, 1941, provided for in the agreement, 
it is estimated, probably will run from $85,000,000 to $90,- 
000,000. 

The emergency board, in its report of November 5, recom- 
mended an increase of 7% cents an hour for express employes. 
The mediation report recommended an increase of 10 cents 
an hour. 

The original wage demand of the operating brotherhoods 
was for an increase of 30 per cent with a minimum money in- 
crease of $1.80 on the minimum day. In the negotiations with 
the carriers held at the request of the President, these brother- 
hoods offered to settle for an increase of 15 per cent and where 
such an increase did not result in an increase of $1 a day a 
minimum of $1 a day. These modified demands also were set 
forth by counsel for the operating brotherhoods in the further 
hearing held by the board. The mediation settlement gives the 
ve brotherhoods an increase of 10.6 per cent or 76 cents 
a day. 

The non-operating organizations, apart from vacation de- 
mands, originally asked an increase of 30 cents an hour, with a 
minimum hourly wage of 70 cents. They had offered to settle 
for 12% cents an hour and asked that in the argument before 
the board at the further hearing. That wovld have meant a 
dollar a day. The mediation settlement gives them an increase 
of 10 cents an hour or 80 cents a day. 


Terms of Settlement 


Terms of the mediation settlement accepted by the rail- 
roads and their employes were set forth in a letter the Presi- 
dent received from his emergency board and made public by 
him at his press conference late the afternoon of December 2. 
The board had submitted the letter earlier in the afternoon. 

The President merely remarked at his press conference, 
after stating he had received the letter, that he trusted that 
that was the end of that trouble that had been going on in 
the last couple of weeks. He said the board would submit its 
final report and a transcript of its proceedings and that when 
it did so he would thank it very much on behalf of the govern- 
ment. The President made no comment otherwise about the 
report. 

Principal provisions of the agreement are: All increases 
shall be increases in basic rates of pay and not temporary 
wage increases. Carriers and railway labor organizations agree 
to a moratorium for the period of the national emergency on 
proposals for changes in rules. For the period September 1, 
1941, to December 1, 1941, the employes are to receive the 
increases in pay recommended by the board in its report of 
November 5, or, as to the principal group, 7% per cent for the 
operating employes and 9 cents an hour for the non-operating 
employes. Effective December 1, the five operating organiza- 
tions shall receive an increase of 9% cents an hour in basic 
hourly wage rates, or 76 cents a day, and the employes of 
the non-operating groups shall receive an increase in basic 
hourly wage rates of 10 cents an hour, or a basic daily wage 
increase of 80 cents. The agreement applies the 10-cents-an- 
hour increase to employes of the Railway Express Agency, 
but the latter did not agree to accept such a settlement. The 
board said it was its view that the management of the express 
agency should be requested to joint in the mediation settle- 
ment. As to vacations, the agreement provides that there shall 
be a vacation of six consecutive work days with pay for all 
employes in the non-operating group—called “cooperating” 
organizations by the board—who work sustantially throughout 
the year or who are attached to the industry as a result of 
reasonably continuous employment, and employes in the clerk 
and telegrapher classifications with two years of service shall 
receive a nine-day vacation with pay, and those with three 
years of service or more, 12 days with pay. 


The agreement to make the increases effective December 
1 basic wage increases, it was indicated in carrier circles, 
was a most important concession to the employes. The board 
in its report of November 5 recommended that the wage in- 
creases recommended be temporary addititons to wages and 
to terminate automatically on December 31, 1942, unless the 
parties extended the arrangement by agreement. Removal of 
such a condition, it was pointed out, left the employes free 
to — demands for further increases in 1942 if they chose 
to do so. 

It was announced that the carriers’ conference committees, 
which handled the case for the railroads, would issue no state- 


ment with respect to the letter submitted to the President by 
the board. 


The agreement for a moratorium for the period of the 
national emergency on proposals for changes in rules, it was 
pointed out, would balk, for that period, the proposals of 
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A. F. Whitney, president of the Brotherhood of Railroad Train. 
men, to make effective changes in rules which the carriers es. 
timated would cost several hundred million dollars if made 
effective. On the other hand, it also would prevent the carriers 


from prosecuting their proposals for changes in rules in that 
period. 


The Board’s Letter 
The text of the letter of the board follows: 


Your Emergency Board is honored and pleased to report to you that 
its proposals for a mediation settlement of the threatened railway strike 
have been accepted or acquiesced in by the representatives and spokes- 
men for the contending parties. 

It will be necessary for the representatives of some of the labor 
organizations to submit the proposed settlement to meetings of their 
general chairmen for final approval. These meetings will be held in 
Chicago on December 4. However, your Emergency Board has been 
assured that the representatives of these organizations who participateq 
in the mediation negotiations will recommend the approval of the pro- 
posals contained in the mediation agreement. We are confident that 
the specific proposals for settlement of the railway dispute which we 
submitted to the parties will be formally approved without change by 
all of the parties. The railroad officials have already accepted the 
mediation proposals. 

The provisions of the mediation settlement are as follows: 

(1) All wage increases set forth in the mediation agreement shall 
be increases in basic rates of pay and not temporary wage increases, 
You will note that the Board’s recommendation on this point in its 
Report of November 5, 1941, was that wage increases should be for a 
temporary period running to December 31, 1942, at which date the 
wage structure of the industry should be reviewed in light of the then 
existing economic conditions of the industry and of the country. 

The carriers agreed in the mediation negotiations to increases in 
basic rates of pay on condition that-the railway labor organizations 
would in turn agree to a moratorium for the period of the national 
emergency on proposals for changes in rules. This moratorium creates 
dual obligations in that both labor and management agree that they 
will not press for rules changes during the emergency period. The 
exact details and conditions of the agreement for a moratorium are to 
be worked out by the parties in accordance with the terms as ex- 
pressed to the Emergency Board during the mediation negotiations. 

(2) The retroactive dates for wage increases shall be as follows: 

(a) The employes shall receive retroactive pay for the period from 
September 1 to December 1, 1941, said retroactive pay based upon the 
wage recommendations as set forth in the Emergency Board’s Report 
of November 5, 1941. 

(b) The pay increases provided for in the mediation agreement 
shall be effective December 1, 1941. 

(3) The wage increases provided for in the mediation agreement 
are: ; 

(a) The Five Operating Organizations shall receive a wage increase 
of 9% cents per hour in basic hourly wage rates. Translated in terms 
of an increase per day this amounts to an addition of 76 cents per day. 

(b) The employes of the Fourteen Cooperating Organizations shall 
receive an increase in basic hourly wage rates of ten cents per hour, 
or a basic daily wage increase of 80 cents. 

(c) The 10 cents per hour increase for the employes of the Fourteen 
Cooperating Organizations shall apply also to the employes of the 
Railway Express Agency. 

Your attention is called to the fact that the spokesmen for the 
Railway Express Agency who participated in the mediation negotiations 
have informed the Board that the Railway Express Agency will not 
agree to a mediation settlement calling for a wage increase of 10 cents 
per hour for its employes. However, inasmuch as all of the other em- 
ployer groups have agreed to such a wage increase, and in light of 
the fact that the representatives of the employes have assured the 
Board that they will recommend to their men an acceptance of the 
proposed mediation settlement and the calling off of the strike, it is 
the view of the Board that the management of the Railway Express 
Agency should be requested to join in the mediation settlement. 

It should be distinctly understood by you that the Board makes 
the above suggestion simply because it believes that a balancing of all 
interests warrants it. It should be remembered by all concerned that 
mediation negotiations are characterized primarily by principles of 
compromise. The employe groups, as well as the carriers, made many 
concessions and offered many compromises which constituted recessions 
from original positions. It would seem best under all the circum- 
stances for the Railway Express Agency to become a party to the 
mediation settlement. However, it appears that the Railway Express 
Agency believes that it can make a more satisfactory settlement by 
negotiations, even though such a policy may involve the risk of a 
strike of its employes. 

We call your attention to the fact that the Railway Express Agericy 
constitutes but a very small portion of the employer interests involved 
in this dispute. Furthermore, it is to be noted that the other carrier 
groups did not insist that the completion of a mediation settlement 
be held up until the Railway Express Agency could negotiate what it 
considered to be a better settlement or could see its way clear to 
join in the mediation settlement which the other carriers were willing 
to accept. 

It also should be stated that the Railway Express Agency is 4 
financial subsidiary in all practical effects to the carrier organizations, 
and hence the Board felt that there should not be any further delay in 
settling the major disputes until such time as the Railway Express 
Agency might see fit to join in the settlement or negotiate another 
one. This view was shared by the other carriers. 

However, as we shall state in our official report which will be 
submitted to you tomorrow, there is a marked difference between what 
your Emergency Board has approved as a mediation settlement and 
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what it would recommend on the basis of the formal record submitted 
to it by the parties at the long hearings in Chicago from September 
16 to October 22, 1941, and at the two-day reargument in Washington, 
November 28 and 29, 1941. 

As the Board stated to the parties yesterday, it is still of the 
opinion that all of the major recommendations set forth in its report 
of November 5, 1941, are amply supported by the official record, and 
fow from an application to that record of the ‘‘preponderance-of-the- 
evidence’ test. Therefore, if the Railway Express Agency issue were 
to be determined on the basis of the formal record, the Board would 
reiterate the recommendation which it made in its report of November 
5, 1941. 

(4) The recommendation in the report of November 5, 1941, that 
there shall be a vacation of six consecutive work days with pay for 
all employes in the Fourteen Cooperating Organizations who work 
substantially throughout the year, or who are attached to the industry 
as a result of reasonably continuous employment, shall be approved, 
with the additional provision that employes in the Clerk and 
Telegrapher classifications who have given two years of service shall 
receive a nine day vacation with pay, and those who have a record 
of three years of service or more shall receive an annual vacation of 
twelve days with pay. It has been agreed by the parties that the 
details covering the rules, conditions, and arrangements which shall 
sovern the granting of vacations shall be worked out by the parties 
in negotiations immediately following the acceptance of the mediation 
settlement. 

The parties have agreed with the Emergency Board that if they 
are unable to reach an agreement within a reasonable time upon all 
the details of the vacation proposal, they will submit all disagreements 
to a inember of the Board selected by them, or to some other third 
party agreed to by them, for final settlement. They have agreed that 
the decision of any such referee shall be binding upon them as to 
vacation arrangements and as to the formula which shall determine 
what particular employes shall receive vacations. 

(5) The wage increases provided for in the mediation settlement 
shall apply to all of the Class II and Class III railroads represented 
in the Chicago hearings by the Carrier Conference Committees. How- 
ever, the wage increases shall not be made applicable to the so-called 
Short Lines which were not represented by the Carriers’ Conference 
Committees, and which did not join with the carriers in a national 
handling of their disputes. For the most part these Short Lines were 
those represented by Mr. C. A. Miller and Mr. J. M. Hood. 

As to these latter Short Lines, the recommendations covering them 
as set forth in the Emergency Board’s report of November 5, 1941, 
shall continue to govern the final settlement of their disputes. Briefly, 
this means that a basic minimum wage uf 40 cents per hour shall be 
fixed for their employes, and such other wage increases as can be 
agreed upon through direct negotiations between management and 
the employes or which are arrived at through the future operations 
of the procedures of the Railway Labor Act shall govern. 

The Board is satisfied that the employes of the Short Lines should 
receive some increase in wages at this time. But in view of the fact 
that there are so many differences between the Short Lines and the 
Class I railroads, and because in the opinion of the Board it has never 
had presented to it sufficient evidence or information to justify its 
making a specific recommendation on the amount of the wage increase 
which should be granted to the employes in the Short Lines, it has 
taken the position that the matter should be referred to the parties 
for further negotiations. 

The Board is satisfied that the parties themselves should have little 
difficulty in reaching a negotiated wage settlement for the Short Lines, 
but if they should become deadlocked over it, the procedures of the 
Railway Labor Act are available to them. 


The foregoing, Mr. President, is a brief resume of the provisions 
of the mediation settlement which was submitted to the parties by the 
Board late yesterday afternoon. It is submitted to you at this time 
because the Board appreciates the fact that it is important that an 
early release announcing the provisions of the settlement should be 
made to the American people. 


This letter will be followed by a much more detailed report which 
the Board hopes to have ready for submission to you sometime Wednes- 
day, December 3. The final Report of the Board will set forth the 
conclusions which it reached on the record of the reargument hearings, 
and the conclusions which it reached in the mediation proceedings. 

The parties are continuing to work with the Board in the prepara- 
tion of a formal mediation agreement based upon the provisions of 
settlement which the Board submitted to them yesterday. The formal 
agreement will undoubtedly be signed by the parties later on this week. 

You will find attached a copy of the transcript of record which 
was made at the final mediation session. It contains the proposals 
of the Board and the commitments of the parties. 

It should be said that neither side obtained all that it wanted 
out of the mediation proceedings, but it was gratifying to see that all 
of them recognized that when they went into mediation it was essential 
that they demonstrate a willingness to compromise their differences and 
adopt a give and take policy. 

Their attitudes and sincere efforts to reach a settlement which 
characterized all of their relations with the Board during mediation 
are a credit to themselves and their principals, and their final willing- 
hess to join in the settlement represents a distinct service to their 
country in this time of great emergency. 

Mr. President, your Board awaits your further pleasure. 


Secrecy Move Fails 


The mediation settlement of the disputes—except as to the 
press employes—was reached about 6 p. m., December 1, at 
the Raleigh Hotel after almost continuous mediation from 7:30 
Pp. m., November 29. The members of the mediation board had 
been working all day on a proposed agreement. Shortly before 
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5 p. m., Chairman Wayne L. Morse, of the board, called the 
representatives of the carriers and the employes into session 
with the board. The representatives included those who had 
been participating in the negotiations after the President had 
asked them to reach an agreement if possible. After about an 
hour the meeting came to an end. At a press conference Chair- 
man Morse said he could not reveal anything other than that 
the suggestions of the board would be submitted to the Presi- 
dent. The newspapermen protested, asserting that with repre- 
sentatives of the railroads and more than a million railroad 
employes knowing the details, the newspapers should be in- 
formed. Chairman Morse said he would call the President 
about making any information public. He returned shortly, 
saying all he could say was that the representatives of the 
railroads and the employes had agreed to suggestions made 
by the board and that he was sure there would be no strike. 
Details of the agreement, he said, would not be made public 
until the report had been submitted to the President. Partici- 
pants in the mediation meeting were asked to keep mum about 
the agreement. Before that meeting was over, however, par- 
ticipants came out and newspapermen ascertained that the cost 
of the agreement was around $300,000,000. Later some jumped 
the estimate to $325,000,000. Others who had been in the con- 
ference later the night of the agreement outlined its pro- 
visions as to pay increases and vacations. 


Chairman Morse made the following statement: 


The President’s emergency board, functioning as a mediation board, 
submitted suggestions to representatives of all the parties involved in 
the pending railway labor disputes for a mediation settlement of the 
threatened railroad strike. The suggestions will be transmitted to the 
President not later than Tuesday (a verbal report of the results of the 
mediation was made by Chairman Morse to the President by telephone 
within a few minutes after the settlement was reached), December 2, 
for his reference and action. The chairman stated that the proprieties 
made it inappropriate for the board or the parties to make any state- 
ment disclosing the nature of the board’s mediation suggestions until 
after the same were received and acted upon by the President. 

After the board presented to the parties its suggestions for a media- 
tion settlement of the disputes, each and all of the representatives of all 
the railroads and employes who had authority to then and there agree 
to and accept the suggestions of the board did so. Those representatives 
who under the rules of their organizations are required to refer pro- 
posals for mediation settlement to their constituents for approval and 
acceptance stated that they would proceed without delay to recommend 
the approval and adoption of the board’s suggestions. The chairman 
stated that to all practical effects the position taken by the representa- 
tives of the various parties was itself an assurance that there would not 
be a railroad strike. 


That an agreement had been reached was indicated when, 
before the meeting broke up late December 1, Alvanley Johns- 
ton, grand chief engineer of the Brotherhood of Locomotive 
Engineers, left the conference room for a train and announced 
that the general chairmen of his organization would meet in 
Chicago, December 4, presumably to ratify the agreement so far 
as the engineers were concerned. A. F. Whitney, president of 
the Brotherhood of Railroad Trainmen, said his organization 
also would meet in Chicago the same day, as did T. C. Cashen, 
head of the switchmen. The latter also left the meeting before 
it broke up. 

Members of the emergency board conferred back and forth 
with the representatives of the two groups of employes and of 
the railroads who had represented both sides in the meetings 
since the President asked both sides to try to settle the strike. 
Meetings were held until after midnight November 29 and 
resumed November 30. Meetings were held all day that day 
and that night, the conferees getting virtually no sleep. On the 
morning of December 1 the board began shaping up recom- 
mendations based on the discussions. While it was doing this 
it was in touch with representatives of both sides, and no doubt 
was considering suggestions received by members from time to 
time. The impression was obtained that an agreement had been 
virtually reached between the carriers and the five big brother- 
hoods November 30 and that the delay was caused by negotia- 
tions with the non-operating employe representatives. 


Mediation by Emergency Board 


Mediation by the President’s emergency board in the dis- 
putes threatening a tie-up of the railroads by strike was be- 
gun at the Raleigh Hotel 7:30 p. m., November 29, represent- 
atives of labor and management having accepted the board’s 
offer to mediate at the conclusion of the two-day hearing by 
the board of what amounted to argument by counsel on the 
board’s report of November 5. 


Chairman Morse, at the conclusion of the hearing, re- 
newed the board’s offer to mediate the disputes, having made 
the first offer at the opening of the hearing November 28 (see 
Traffic World, November 29). Counsel for both the operating 
and non-operating employe groups were the first to announce 
acceptance of the offer, railroad counsel accepting immediately 
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after the labor counsel had made their statements. 
operating employes’ counsel accepted first. 

Acceptance of the offer of mediation followed immediately 
after Chairman Morse had made the following statement at 
the conclusion of the hearing: 


The non- 


Hearing no questions from the board, the chairman is about to 
close this hearing and in doing so wishes the record to show the fol- 
lowing remarks: 

Under the instructions from the President this board is duty 
bound to make a supplemental report to the President on Monday, 
December 1. That report may be on the arguments or rearguments 
which the parties have presented to the board yesterday and today. 
That report may, however, under instructions from the President and 
under his authorization, be a report based on mediation. Therefore 
this board here and now Offers to these parties, and notifies them, 
that it will be available between now and Monday when it makes its 
report to the President fo serve the parties in any way it can in 
mediation, to the end of attempting to reach a settlement of this 
dispute. 

The chairman quite agrees with Mr. Hay and the other parties to 
this case when they have said both in words and in spirit in the last 
two days that it is of the utmost importance that this case be settled 
if there is any basis for settlement. It is the opinion of the chairman 
that there should not and that there must not, from the standpoint 
of the welfare of the parties, but more particularly from the stand- 
point of the welfare of the country, be any railroad strike. 

Now, I want the record to show very clearly that there are two 
approaches which this board can make between now and the time it 
makes its report to the President on Monday—an approach based upon 
the record which the parties have made before this board to date, an 
approach which would result in a supplemental report, a report sup- 
plementing the report of November 5, 1941, that is, a record report, 
or this board can make to the President on Monday a report based 
on mediation. 

The choice is a choice for the parties to make. This board con- 
tinues to sit as servants of the President and it is willing to do what 
it can in the interests of the President and in the interests of the 
country, to help you gentlemen reach a settlement of this dispute with- 
out a paralyzing, and in the chairman’s opinion, an unjustifiable rail- 
road strike. We are at your pleasure, 


Reason for Rehearing 


Chairman Morse was asked after the hearing what new 
facts or developments there were that the President thought 
justified the reconvening of the board. He said he had no com- 
ment to make as to that. In the argument, J. Carter Fort, of 
railroad counsel, discussing the reconvening of the board, said 
there had not been a word as to any new evidence before the 
board, nor had there been a word as to conditions having 
changed in such way, since the board’s report was issued, as to 
justify further hearings. 

When the hearing began, November 28, Chairman Morse 
made this state (see Traffic World, Nov. 29, p. 1406): 


The President’s emergency board is reconvened this morning at 
the request of the President, for the purpose of hearing such excep- 
tions to the report of the emergency board as filed with the President 
on November 5, 1941, as the representatives of the parties may wish 
to file with the board this morning, and for the purpose of hearing 
such arguments with regard to that report as the parties may wish to 
present to the board for its consideration, 


Neither side filed any formal documents with the board. 
Chairman Morse said he had served on the parties and 
their representatives the following telegram: 


By order of the President and agreement of the parties, the emer- 
gency board created by proclamation dated September 10, 1941, has 
been reconvened to hear representatives of the parties. 


“Counsel for all of the parties informed the board this 
morning,” continued the chairman, “that the arrangement they 
did agree to with the President was that if the President saw fit 
to reconvene the emergency board, the parties would appear 
before the board and file with the board their exceptions, objec- 
en and arguments with regard to the report of November 
5, 1941.” 

Other than the statement of Chairman Morse that the board 
had been reconvened for the purpose of hearing exceptions to its 
report, there was no statement made about the President’s rea- 
son for reconvening the board, except the statement made by 
the President at his press conference November 25 that special 
facts in his judgment had materialized since the report of the 
board was made. The President did not, however, state what 
those facts were. 

Train Service Objections 


Wage increases totaling $400,000,000 would increase the 
railroads’ operating ratio “only slightly above 1921,” said 
Charles M. Hay, counsel for the operating brotherhoods, after 
having observed that when he read the figure “7% per cent” 
in the board’s report he had one of the shocks of his career and 
that he had never dreamed that the board would make “such 2 
finding as that.’”’ He supported his contention that the brother- 
hoods had made a showing that would have justified a finding 
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by the board that the railroads could bear “a round increase 
of approximately $400,000,000,” with the following assertions, 
in substance: 


The wage rate in 1940 exceeded that of 1933 by 17 per cent. The 
railroads paid an aggregate in wages in 1940 amounting to $586,000,000 
more than they paid in 1933, having added 55,000 men in the mean- 
while. The increase of 1937 accounted for $333,000,000 of that total, 
not taking into consideration the additional men employed. The rail- 
roads’ operating ratio remained almost identical in 1933 and 1949~ 
45.6 in 1933 and 45.7 in 1940. There was an increase in the railroads’ 
business of $1,200,000,000 in 1940 above that of 1933. In 1941 the 
operating unions proceeded on the theory that the business volume of 
the railroads would exceed the 1940 total by one billion dollars. With- 
out an increase in wages, the operating ratio would be reduced to 43.4. 
The railroads are capitalizing on larger engines, larger cars and longer 
trains. They are taking in more money, but are not taking on com- 
mensurately the number of men to do the work. Wage increases of 
$400,000,000 would increase the operating ratio slightly above that of 
1921. 


Board Member Willits asked whether this claimed effect 
of the wage increase on the operating ratio would involve any 
increase in tariffs. Mr. Hay said it was his conception that 
tariff increases would not be involved. 

“Before I read the board’s recommendations on the cost of 
living,” said Mr. Hay, “I would have had to be clubbed into 
believing that the board would make such a recommendation 
as that.” 

He argued that the wholesale price index on 28 commodities 
had increased 55 per cent since 1939, that retail prices were 
lagging behind in the upward trend and were certain to reach 
higher levels, and that a wage increase of only 7% per cent in 
the face of that situation was unreasonable. 

In support of his proposal that the operating unions get 
a minimum increase of one dollar a day, in connection with the 
general 15 per cent increase he suggested for those unions (see 
Traffic World, Nov. 29, p. 1406), he said there were certain 
switchmen, brakemen and others whose daily wages ran only 
slightly over $5; that living cost increases affected them more 
severely than the higher-paid men, and that a wage boost of 
less than one dollar a day would not meet their needs. 


He said prices historically preceded wages in advancement. 
After observing that he had “dabbled in politics a little” (“I 
wouldn’t say dabbled,” interjected Chairman Morse), he pre- 
dicted that there would be no act of Congress placing a ceil- 
ing on farm prices, because the lawmakers had to “go back 
and get elected again.” 


“No government can survive unless it be the agency of 
justice,” he continued. “Men in their quest for justice, swing 
from autocracy to democracy and again to autocracy. ... That's 
what destroyed the old railroad labor board. .. . In my judg- 
ment, the life of the railway labor act is in your hands... . In 
the name of our anxious country, I beg of you, don’t give up the 
service. The supreme hour of opportunity for fine public service 
is at hand. Some of us are getting along in years. We'll never 
live to have another opportunity such as this. God give us men 
of vision, men of judgment, men of courage—courage that isn’t 
afraid to humble itself. If we leave this capital with the railway 
act bleeding and mortally wounded through failure to make it 
serve, and serve the cause of justice, the shadows that envelop 
us will never lift... .” 


Mr. Hay said there were three reasons which “abundantly 
justified” reconsideration of the case at hand by the emergency 
board: (1) that there had been such a great volume of testi- 
mony in the Chicago hearing that it was impossible for the 
board to give it all the study that the occasion demanded; (2) 
that the board’s report had stated, on page 74, that the mem- 
bers were not in full individual agreement and that re-reading 
of the report since its issuance might have led to changes in their 
views, and (3) that it was the duty of the board to reconsider 
the case. As to this third contention, he declared: 


You have not finished the job that was assigned to you. Your 
job was to find a basis of settlement and to make recommendations 
on that basis so fair and just as to compel recognition of their fairness 
and justice by both sides. . . You know that was not accomplished in 
this case. 


Mr. Hay said that so far as the operating brotherhoods were 
concerned, there were two principal objections to the board's 
report, the first one being the substitution of a temporary wage 
increase for the basic wage increase sought by the brother- 
hoods, the second being “the inadequacy of the amount of the 
increase.” 


He said the board had accepted the objections of the unions 
to the “emergency compensation plan” proposed by the carriers 
and had stated those objections and its acceptance of them on 
page 47 of the report. He said the board refused to recommend 
the emergency compensation plan, which he termed the “Gurley 
plan,” because it would freeze wages and because it failed to 
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recognize the need for real wages in a period of prosperity. How, 
he asked, could the board re-read and re-study these findings 
without coming to the conclusion that after first rejecting the 
“Gurley plan” it had given effect to the principle of that plan 
by recommending a temporary increase? Acceptance of the 
poard’s recommendation in this respect would invite disturbance 
in the field of railroad labor for the next thirteen months, he 
rred. 
285 “T don’t know to what hour of the future these men can 
jook for an increase in their basic rates of pay,” he continued. 
“They can’t be increased when business is bad because business 
is bad, and they can’t be increased when business is good 
because the improved situation may be only temporary.” 
Regardless of the emergency of the state of business, the 
service of the men involved justified a basic wage increase, he 
maintained. He said the basic rates now were what they had 
been in 1920. The finding of a temporary increase, he con- 
tended, was not consistent either with the language or the spirit 
of the railway labor act. No board “of this kind” had ever 
made a recommendation for a temporary increase, he said. 
He added that section 6 of the act contemplated that what was 
done as result of an emergency board’s recommendations should 
be done without limitation as to time. 


Non-Operating Unions 


Frank L. Mulholland, speaking for the 14 non-operating 
unions which, he said, had a total membership of 800,000 to 
900,000, asserted it was hard for a railroad worker to under- 
stand why he should have to accept a lower wage than other 
workers similarly situated in other fields. Railroad wages, he 
contended, were substantially lower than those in other indus- 
tries requiring comparable skill. The wages of “all industrial 
America” were now in the process of being increased, he said, 
adding that he feared the board had given that matter no con- 
sideration, except to the extent that it recommended an in- 
crease of 9 cents an hour. 

Present earnings of non-operating employes of railroads 
averaged 63.4 cents an hour, not including employes of the 
short lines, whose wages were less, he said. It was difficult to 
understand how the board arrived at the 9-cent increase unless 
it was because individual opinions of the board members were 
set aside for the purpose of reaching a unanimous report, 
he said. 

“We didn’t ask you for a unanimous report,” he observed. 
“We know of no industry where the increase in wages has 
been so low. The men for whom I speak are working for an 
average hourly rate lower today than it was in 1920. They are 
entitled to an increase, emergency or no emergency, and as I 
understand it, the board so found . . . I would like to explore 
the question of what’s going to happen December 31, 1942. 
Are we expected to fold our arms and expect a return to the 
average earnings of 63.4 cents an hour? We believe now is 
the time to raise wages.” 

The railroad employes, he contended, wanted no emergency 
basis of wage increases. He argued that the railway labor act, 
by its 30-day notice clause, offered “‘a most elastic process” for 
meeting changed conditions or emergencies. 

“Our people can’t find any elasticity in something that 
comes to a sudden stop,” he said, speaking of the board’s pro- 
posal. 

He asked whether anything had happened since the Chi- 
cago hearing that would indicate that the emergency would be 
shorter. Regardless of threatening international developments, 
business had continued to improve and the railroads were mak- 
ing more money than they had ever expected to make, he said. 

Chairman Morse commented that the board had said in its 
letter of submittal to the President that on or about December 
31, 1942, the wage structure in the railroad industry should be 
examined in light of the existing economic conditions of that 
industry and of the country. 

“But there’s no compulsion about that,” answered Mr. Mul- 
holland. “In 1942 we are right back where we started and we 
must again be put to trouble and expense . . . to try to get an 
increase in wages.” 

Board Member Thompson asked whether, assuming that 
there would be inflation in 1942, the unions, if working under 
the temporary 9-cent increase, could give a 30-day notice of 
their demand for an increase at any time. Mr. Mulholland said 
Such notice could be given if the 9 cents an hour were added 
to the basic wage rate. 


As to the board’s treatment of employes of the short lines, 
he said he questioned whether the board understood that the 
Short lines enjoyed a substantial differential in wages. What, 
he asked, would become of that differential if the board’s 
remedy were employed? They were not earning the pay of 
Class I railroad employes, he observed. 

Mr. Bonbright, of the board, declared the record of the 
Short line case was an “awfully spotty” one and that the reports 
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of the hearings showed an absence of enough data to give 
adequate ground for conclusions. Mr. Mulholland answered 
that he thought the reason was that the statements made by 
the short lines’ spokesmen were not contradictory. 

“We would have been willing to have rested our case as 
to the short lines before they ever entered the case,” he said. 

As to the vacations-with-pay issue, Mr. Mulholland said 
too many of the employes he represented had never had a va- 
cation, though many were on seniority lists, with many years 
of service. He said he wondered whether the board’s rec- 
ommendation of six days’ vacation with pay was on the theory 
that most industries gave new employes six-day vacations. 

“Instead of penalizing us by making us start with scratch, 
you ought to swing the pendulum the other way because we 
have delayed so long in making our demands,” he contended. 

He said he had been surprised to discover that the chief 
advocates of vacations with pay were the carriers. Practically 
all the trips they advertised would require more than two 
weeks, he declared. 

He then proposed that the board recommend a vacation 
schedule of six, nine and twelve days, respectively, for men who 
had been in the railroads’ employ one, two and three years. 

“We were rather confused as to your treatment of express 
employes,” he continued. “Here again we wonder if you had 
all the facts. The differential between wages of express em- 
ployes and railroad employes has continued since 1920. To 
maintain that differential you’d have to give the employes of 
express companies the same treatment you give the railroad 
employes.” 

The men he represented, he said, did not want to strike, 
but, he added, he was confident there would be a strike unless 
“we can get together and work out some solution of this 
problem.” 


“You said that for vacations you desired to see six, nine 
and twelve days,” said Board Member Willets. “You did not 
say how much of a wage increase you're asking for.” 

“One dollar a day—12% cents an hour,” said Mr. Mul- 
holland. 

Mr. Bonbright asked that it be explained precisely what 
was meant by a basic wage rate. Mr. Mulholland said it was 
the regular contract rate that would continue as long as it 
was satisfactory to both parties and which would persist until 
it was changed by contract. He affirmed Mr. Bonbright’s con- 
clusion that, if living costs should increase 50 or 100 per cent 
or more within the next six months, acceptance of the emer- 
gency increase by the brotherhoods would mean that they 
would be under moral obligation to live through the year with- 
out demanding any change, under their contract. 

“Am I right in assuming that basic wages are more flexible 
than the wages would be under the recommended temporary 
increase?” asked Mr. Bonbright. 

“They are, under provisions of the railroad labor act,” said 
Mr. Mulholland. 

“You make the point,” said Chairman Morse, “that on De- 
cember 31, 1942, your wages automatically go back to the old 
level. It seems to me there’s a little lack of realism in that. 
If, in your opinion, the economic conditions on that date don’t 
warrant a return to the old wage, you’d serve notice. . .” 

“Yes, we’d serve notice, but we don’t want to be put to that 
necessity,” said Mr. Mulholland. “It isn’t pleasant ... to have 
to go through all that.” 

Mr. Willets wanted to know what Mr. Mulholland’s attitude 
was toward these questions: Should wages keep pace with the 
cost of living? Should they go up faster? Should they go up 
slower ? 

“We're entitled to increases regardless of the cost of living,” 
said Mr. Mulholland. 

Mr. Hay interposed that the unions’ plea was for an increase 
in the basic wage regardless of the emergency of increased living 
costs. He said living costs were bound to go far above the 
wage increases recommended by the board and that he thought 
there ought to be an increase at this time that took into con- 
sideration “all the elements involved.” Answering a question 
by Mr. Willets as to unpredictable increases of living costs or 
possible unbounded inflation, he said he did not see how wages 
could be adjusted month for month. 

“I do think the sound policy is to preserve the theory of the 
railway labor act,” he asserted. “I think the wage level should 
be flexible and I also think that you should recommend a plan 
that will take care of the situation so far as we can see now. 
By terminating the wage increase December 31, 1942, you make 
it certain that we have a controversy at the end of 1942.” 

Mr. Bonbright observed that at the Chicago hearing the 
carriers and certain witnesses for the employes had testified 
that the basic wage was not flexible. 


“Is it your contention,” he asked, “that in the present 
emergency period wages should go up in proportion to the cost 
of living, with the result that real wages would not fall at all? 
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You don’t contend that if the cost of living goes up 30 per cent, 
wages should go up 30 per cent?” 
“T think that would go pretty far on the proposition,” re- 
plied Mr. Hay. 
Farmers Protest 


Chairman Morse said he thought the record should show 
that in the course of the day the board had received many 
telegrams expressing views on the controversy. He made the 
telegrams available for public inspection. All the telegrams 
were from state farm organizations. They were, in general, 
to the effect that demands of labor for higher wages than those 
recommended by the board should be rejected and that the rail- 
road unions’ demands were unreasonable. A telegram from the 
California Farm Bureau Federation said the unions’ present de- 
mands were unreasonable unless they could be met by the 
railroads’ present rate schedules. One telegram was from the 
Agricultural Council of Wyoming and the others were from 
the state farm bureau organizations of the following states: 
Wisconsin, Maryland, Utah, Georgia, Ohio, New York, Min- 
nesota, North Carolina, Michigan, Louisiana, New Jersey, In- 
diana, Kentucky, Oregon, Colorada, Nevada, South Dakota, 
Arkansas, Tennessee, Missouri, and New Hampshire (see Traffic 
World, Nov. 29, p. 1407). 


Railroads’ Views 


Mr. Fort, counsel for the railroads, at the hearing Novem- 
ber 29 said the findings of the board were not in accord with 
views advocated by the railroads nor with those advocated by 
the other side. The railroads had announced publicly, he added, 
their intention to abide by the board’s report, “despite the 
heavy burden it placed on the railroads.” 

At no time in the course of the Chicago hearing, he said, 
was there the slightest suggestion from either party that it had 
not received a full and fair hearing. He quoted a state- 
ment by George M. Harrison, president of the Brotherhood of 
Railway and Steamship Clerks, etc., that the board had a grasp 
of the situation that far exceeded that of any other board that 
had sat in similar cases. 


He said the rehearing was the result of “blind, stubborn . 


insistence” on substitution, in the report, of the views of an 
interested party for the views of a disinterested board. The 
unions had refused to accept the recommendations in order to 
try to draw from the emergency board “purely partisan views,” 
he alleged. 

Spokesmen for the unions had contended, in effect, the day 
before, that the board made a mistake in not finding out what 
the unions would take, before submitting the report, he said. He 
quoted Mr. Hay’s plea against leaving the railway labor act 
“bleeding and mortally wounded.” 

If, he said, the railway labor act was to be used only to 
sanction the interested views of one party, “I say to you in all 
earnestness, let it bleed and let it die!” 

Mr. Fort quoted from an opinion by former Chief Justice 
Hughes a declaration to the effect that rehearings should in- 
volve matters said to have been overlooked or mistakenly con- 
ceived in the original hearing. In the case at hand, he said, 
there was no claim that the board’s findings of fact were in 
error, nor was there any “semblance of evidence” to support 
any change whatever in the board’s report. 

The total of wage increases recommended by the board, ap- 
proximately $270,000,000, was an amount seven times as great as 
the average net annual income of all the railroads in the United 
States for the years 1931 to 1940, inclusive, he declared, and 
represented 70 per cent of the entire net income of the railroads 
for that priod. 


In 1941, because of defense activity, railroad revenues had 
risen sharply, he continued. The board had estimated that the 
net income of the railroads in 1941 would be $511,000,000 and 
had seen no reason to believe that the 1942 figure would be 
greater, he said. He noted that the payroll cost involved in 
the increases recommended by the board was approximately 
one-half of the 1941 income figure. 


“Was the board niggardly when it gave to these men 
seven times the average net annual income of the railroads 
for the period 1931 to 1940?” he asked. “The findings of the 
board would add 12.3 per cent to the payroll—11.8 per cent for 
wages alone, not counting express men or vacations. Is that 
niggardly, or does it demonstrate magnificent generosity ?” 

For the 1931-1940 period, the railroads earned less than 
2 per cent on undepreciated investment, and 30 per cent of them 
were in receivership, he proceeded. The period of stress was 
reflected in wages only in the years 1932-1935 when there was a 
temporary 10 per cent reduction, he said. It was wholly im- 
probable, he argued, that any railroad worker would be dis- 
satisfied if he wholly understood the board’s report. 

“So far as I know, it has never been presented to the men 
for their vote,” he observed. “If they understood, they would 
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be delighted with the decision. If the decision is wrong, it's 
wrong in being entirely too generous.” 

Average earnings of the railroad employes under increase; 
recommended by the board would be 85.6 cents an hour, or 
47 per cent above their earnings in 1929, he asserted. With the 
cost of living in 1933 as a basis of 100, the cost in September. 
1941, was 117, he said, adding that the hourly earnings in 1933 
were 62.2 cents and that under the increases proposed they 
would be 85.6 an hour, substantially higher in percentage than 
the 17 per cent increase in cost of living. The board’s recom. 
mendation would give the workers 7.7 per cent more in actua] 
purchasing power than they had after the increase of 1937 
though living costs had increased only 5.3 per cent from that 
year to September, 1941, he said. 

“No one complained of your findings of fact,” he continued, 
“They find fault with your ultimate conclusions. Why? There 
can be no reason in the world except their hope that they 
might get more.” 

Mr. Fort said the operating unions had raised the objec. 
tion that some of their men would obtain a lower increase jn 
their daily rate than the non-operating union workers. Hovw.- 
ever, he said, the operating unions had asked for a 30 per 
cent increase and had not specified any adjustments for cer. 
tain groups of employes. Now, he added, they were complain- 
ing of something that necessarily flowed from their own pres- 
entation of the case. 

In the 10 per cent wage reduction agreement of February, 
1932, he observed, the railroads did not ask for a further reduc. 
tion in the event conditions would become worse. Conditions 
did become worse, he said, the income for 1932 being 25 per 
cent below that of 1931. Conditions now were no more uncer- 
tain than they were in ’32, he contended. 

William T. Faricy, counsel for the railroads, showed how 
wages of the railroad workers had been lowered and readjusted 
in the 1932-1935 period, under temporary agreements made each 
year. Under the temporary increase plan recommended by the 
board, the railroads, in the event of adverse business condi- 
tions at the end of next year, would be able to “get out from 
under,” which they could not do if there should be an increase 
in the basic rate, he said. The railroads had tried unsuccess- 
fully in 1938 to obtain a reduction of the basic rate, he pointed 
out. He cited the statement of a veteran in the railroad business 
that in 41 years there had been only one decrease in the basic 
pay of railroad employes, that decrease having been made in 
1921. 

The railroads believed that if there was ever a temporary 
prosperity period, that time was now, he said. 

Attacking Mr. Hay’s use of the wholesale price index on 
28 commodities as a basis for wage adjustments, Mr. Faricy 
said the wholesale price index on all commodities, based on the 
1935-1939 average, was 108.5 in 1937 and 112.9 in August, 
1941. 

“T realize,” he said, “that other boards have gone out and 
found out what was satisfactory to each side. You decided this 
case as judges ought to decide . . . if you see fit to change your 
recommendations, it will be because you think they ought to 
be changed, not because of any gun at your head.” 

He maintained that the rail brotherhoods had all been 
beneficiaries of the railway labor act “which they themselves 
wrote.” Now, he said, the emergency board members had 
worked long and diligently in preparing their report, and the 
brotherhoods had come out, in a time of national emergency, 
when the country needed its railroads and the men to operate 
them more than ever before, and had said they would not 
accept the board’s findings. 


Considering what happened in 1932, he said, the railroads 
believed the 7% per cent increase recommended fairly pro- 
tected the men from what was likely to happen within a year. 
Mr. Bonbright commented that there was no way to insure 
protection against inflation such as that which Germany exper'- 
enced. 


Joseph Johnston, attorney for the Seaboard Air Line, stated 
the railroads’ position on the vacations-with-pay issue. They 
maintained, he said, that not only would the inauguration 
of vacations hinder and curtail the efficiency of rail service, 
particularly in the “experimental” stage, but employment of 
additional men for relief would have a serious impact on 
defense industry and would run counter to requests of the 
Office of Production Management for skilled workers in defense 
industry. The effect of the proposal for six, nine and 12 
days of vacations would be simply to double the allowance 
of six days recommended by the board, he argued, inasmuch 
as “the large majority” of employes had at least three years of 
service. The additional payroll expense of $20,000,000 that the 
board’s proposal would impose on the railroads would be 4 
permanent expense, he added. He said the carriers contended 
that such an increase was not justified by the record. 


C. A. Miller, for the 19 short lines represented by him in 
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the hearings at Chicago, said the findings and recommendations 
made as to the short lines were the only ones that could be 
made on the record. Albert M. Hartung, Railway Express 
Agency, Inc., said the increase recommended for express em- 
ployes was entirely liberal and should not be changed by the 
hoard. He said it would impose a serious burden on the 
express agency which did not anticipate that such an increase 
would be recommended. 


Rebuttal 


Mr. Hay, in a rebuttal statement, reiterated labor views 
opposing the granting of temporary increases in pay. He made 
the point that under section 10 of the railway labor act, pro- 
viding for the creating of emergency boards, the board did not 
need to make any recommendations but simply findings of 
fact. He had no objection to the findings of fact made by the 
poard, he said, but the board did not make recommendations 
warranted by the facts. Mr. Hay took particular exceptions 
to a remark made by Mr. Faricy to the effect that railroad 
labor in this proceeding was acting like a prizefighter’s second 
striking the prizefighter. Railroad men didn’t deserve such a 
remark, said Mr. Hay, asserting that they were not trying to 
strong-arm industry, but that the railroads did not have to look 
far for men who would strong-arm them in such a way that 
they would recoil in horror. 

Mr. Harrison said that in the light of what happened 
since the board made its report he had been astonished at the 
attitude of the opposition. He reviewed developments including 
the conferences with the President and between the parties. 
He did not go into detail as to why he was astonished. He said 
he had advised the President not to reconvene the board. He 
charged that the board had made an error in its findings of fact 
as to short lines, but Mr. Bonbright, board member, admitting 
there might have been an error, said the recommendations 
covered all the short lines. Mr. Harrison spoke particularly 
against the 9-cent increase recommended for his group and the 
7144-cent increase recommended for the express employes. As to 
the temporary increases, he said the board was asking “us to 
scab on an orthodox principle of organized labor” and that 
that was not going to be done. 


Emergency Board’s Report 


The Emergency Board submitted to President Roosevelt 
December 5 its conclusions based on “reargument hearing” in 
the railroad labor disputes and on the mediation settlement. 

It said that, in the rehearing of the case, counsel for the 
employes failed to present any new evidence. It found that 
contentions of labor counsel were not sufficient to cause it to 
alter its judgment on the main issues. It held that the wage 
increases recommended by it in its report of November 5 “are 
still regarded by us as entirely reasonable in the light of the 
record.” It reaffirmed its finding as to temporary increases and 
its findings and recommendations in the vacations case, the Rail- 
way Express Agency case, and the short lines case. 

Speaking of its dual role as a fact-finding tribunal and as a 
board of mediation the board said that the material differences 
between the terms of settlement proposed in its original report 
and the terms finally agreed on in later mediation conducted 
by it created a situation so unusual as to require a clear 
explanation. It made the point that it was acting as a quasi- 
judicial body in submitting its original report and that it did 
not think it should modify its findings in any material respect. 
The mediation agreement, it said, even though, as a formal 
matter, it was done on the board’s last-minute suggestions, “was 
an agreement reflecting a resultant of two forces playing on the 
two parties and not a settlement reflecting what the board did 
or would recommend in a judicial capacity.” 

The report revealed that Chairman Morse had informed 
the President of the board’s mediation suggestions before they 
were accepted by the parties and that there was every reason 
for believing that the President would tell the parties, after 
further study of the suggestions, “that he believes that those 
principles and those suggestions are the ones which should 
constitute a mediation settlement of this case.” Chairman 
Morse made the foregoing statement at the final session at 
which the mediation agreement was reached. 

At his press conference December 5 the President an- 
hounced that he had received the report. Asked about the 
railway express phase of the matter he said he understood 
that was being considered directly by the owners of the ex- 
press agency and the employes. 

The board, Chairman Morse said, would continue for a 
few days to work with the parties at Chicago on the vacation 
and short line phases of the settlement. 


The final scenes in the wage-strike matter, as far as the 
operating brotherhoods were concerned, were being played 
out at Chicago the end of this week. The rail management 
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conference committee, under the chairmanship of Mr. Gurley, 
met with the heads of the five brotherhoods at the Union 
Station, December 5, to put into writing, for signature by all 
the parties, the agreement reached in mediation. 

General chairman of the five brotherhoods were called 
into separate meetings that afternoon to ratify the agreement 
and to adopt identical resolutions calling off their strike. The 
resolution was drafted by the heads of the five organizations 
in a joint conference the afterncon of December 4. 

Adoption of the resolution and ratification of the agree- 
ment was considered a mere formality by the brotherhood 
heads. None of them looked for opposition to those actions 
in their respective meetings. 

The Brotherhood of Railway Clerks would consider calling 
a strike of its railway express employe members at a meeting 
in Chicago December 8, said President Harrison, because of the 
refusal of the Express Agency to accept the mediation agree- 


men led bn pe ao 
Rail Rate Raise 


A committee of some 50 railroad traffic executives, at 9:00 
a. m. December 5, reconvened to continue consideration of rate 
increases to meet the expense of new wage increases. The 
meetings were held at the Stevens Hotel, Chicago, beginning 
December 3, and continuing all of that and the next day. At 
the opening session, it was said, all of the Class I railroads 
were represented, but the middle of the first afternoon, the 
job was turned over to the committee which continued in 
session. 

More than the ordinary precautions for keeping the pro- 
ceedings secret were observed. The room in which they were 
held was shown on the hotel records as having been arranged 
for by A. F. Cleveland, without any indication as to his busi- 
ness affiliation, and hotel employes were notified that “no pub- 
licity” was desired. Mr. Cleveland is vice-president, traffic, 
of the Association of American Railroads. He presided, both 
at the general meeting and at the committee sessions, and 
consistently refused to say anything about the progress of the 
work. Those attending were also warned against conveying 
information out of the meeting room. 

It became known, however, that there was general agree- 
ment that there should be rate increases. No information could 
be obtained on the important point as to whether the com- 
mittee was working on a plan for a general percentage increase 
or on a varying scale of increases for particular commodities. 
Indications were, however, that, if a percentage increase was 
in the making, there would be exceptions for certain types of 
traffic. For instance, early in the meeting, passenger traffic 
men held a meeting of their own to formulate plans as to 
what should be done with passenger fares. That group reported 
to the general meeting before the matter was turned over to 
the committee, but it was said that there had been no agree- 
ment among the passenger men as a group and that they had 
brought in “several suggestions.” 

It was also known that the problem of rate increases on 
a number of classes of traffic were assigned to sub-committees 
for consideration overnight December 4-5, with instructions to 
report to the general committee before noon December 5. 
Among those sub-committees was one assigned to tackle coal 
rates and another to study the problem of rate increases on 
perishables. The latter, it was indicated, posed special problems 
because of the fact that a number of private car lines had been 
included in the wage increase agreement and that those in- 
creases would have to be considered along with the increases 
in the wages of railroad employes proper in adjusting the rates. 


Toward noon December 5, Mr. Cleveland made a state- 
ment in explanation of the steps taken to prevent the work of 
the committee from becoming public. He said the committee 
was working under the instructions of J. J. Pelley, president 
of the Association of American Railroads, and would make its 
recommendations in a report to him. He considered it his 
“moral duty,” he said, to do what he could to see that the rec- 
ommendations remained “confidential,” until Mr. Pelley saw 
fit to make them public. He said it looked as though the com- 
mittee would finish its work late that day. 





Washington, D. C., December 2.—Although there was no 
flat admission on the part of traffic men of the Association of 
American Railroads that any steps had been taken toward the 
formulation of a petition for an increase in rates because of 
the increase in the wages of rail employes, there was no doubt 
about its appearance soon. Rather, the question was as to how 
much and in what form. 


A ten per cent rise in 1940 freight revenue, translated 
into dollars, would be $353,714,947, freight revenue of Class I 
railroads in that year having been $3,537,149,471. But it was 
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admitted that the problem was not so simple as a request for 
permission to make an increase of 10 per cent. 

One of the most obvious facts in traffic history is that a 
flat percentage increase in rates does not mean a like increase 
in revenue. Another equally patent fact is that there are many 
rates now that are below the maximum level approved by the 
Commission in what is called the second Ex Parte No. 115 
proceeding, which was merged into Ex Parte No. 123, decided 
March 8, 1938 (226 I. C. C. 41-163). Uncertainty about a per- 
centage increase in rates yielding a like percentage increase in 
revenue is pointedly indicated in that report by a concurring- 
in-part expression of Commissioner Splawn, then chairman. 

“That is to say,” wrote he, “the rail carriers are now free to 
increase their present revenues 15 per cent of the total, if they 
can hold the traffic after imposing such increases.” 

Ten per cent on the freight revenue of 1940, as noted, would 
yield nearly $354,000,000, or more than enough to cover a wage 
increase roughly estimated to run from $300,000,000 to $325,- 
000,000. A ten per cent increase on the freight revenue for 
the first ten months of this year would yield $367,310,463, the 
revenue for that period having been $3,673,104,636. 

At the time the threat of strike was dissolved by the grant 
of increased wages, there was practically no talk of the rail- 
roads trying to get any of the additional revenue needed by 
increases in passenger fares. The southern railroads, a few 
years ago, put money into their pockets by cutting to 1.5 cents 
a mile the basic fare over wide areas. Thereby, they persuaded 
at least some owners of automobiles to go by train on trips of 
200 miles or more. That persuasion was strengthened by their 
running easy chair coaches on schedules faster than some of the 
fastest of luxurious Pullman trains. The younger generation, 
in particular, guessed it could not save money easier than by 
taking a silver meteor or some other fancily designated day 
coach train on 500, 600 or even 800 mile vacation trips. 


Therefore, it is suspected that, when the traffic executives 
meet to decide on the method of obtaining more money from 
the public for the well paid employes of the railroads, having 
practically no reserves from which to pay any part of the in- 
crease, they will shy away from passenger fares as skittishly 
as a spirited young horse when a piece of paper blows across 
the road—if there are any horses and buggies on the highways. 

Another fact blurring the whole range of vision of every 
traffic manager is that rates on class traffic (merchandise 
traffic, it is frequently called) cannot be hoisted, unless truck 
rates also go up, without danger of diverting still more of it to 
the highway. But right in the foreground of both rail and 
truck traffic managers is the private truck, the truck owned 
by the shipper or an independent undertaker of transportation 
ready and anxious to assume the position of employe of a large 
shipper. 

The rail unions, so far as known, have never even sug- 
gested that hampers be put on such haulers by either national 
or state governments. So long as the seniority rule prevails in 
rail employment, some have it “doped out,” there is no hope 
of concessions from rail labor enabling the railroads to retain 
traffic. The older employes are believed to hold generally to the 
“after me the deluge” attitude; that is to say, they figure that 
the railroads will continue to operate so long as they are alive 
and that the younger generation will have to hunt for methods 
to force the public to subsidize the rail transportation business—- 
either by direct government ownership or by operation in which 
the government will take case of the red figures in the account 
books. 


Heavy loading commodities—coal, lumber, cement, grain 
and other things that move, not at all times but generally, on 
commodity rates—constitute the traffic it is believed the traffic 
managers can hope to make bear higher charges. But higher 
rates on such a commodity as cement as well as on some other 
commodities, tend to bring about construction of plants nearer 
points of heavy consumption, it is believed. Plants nearer 
points of heavy consumption shorten hauls, and shortened hauls, 
to the average rail traffic manager, mean more competition on 
the highway. Whether the highway competition is from for- 
hire or private carriers makes no difference. One is as poisonous 
as the other to the rail traffic man. 


Whatever the form of the effort of the railroads to get more 
money, it is expected to encounter chilliness, if not open opposi- 
tion, from the price administration part of the emergency man- 
agement, the Department of Agriculture, Fuel Coordinator 
Ickes, and, possibly, from the anti-trust division of the Depart- 
ment of Justice. Intervention by all except the first mentioned 
agency is expected in any and every case of magnitude. Com- 
mission men who have the responsibility of passing on such a 
situation as a general increase in rates case do not expect any 
real help from other governmental agencies. They know other 
governmental agencies get money from Congress, the members 
of which, as a rule, know so little about the actual rate work 
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that they can’t know that real help in rate matters cannot be 
expected from the other agencies because the latter have only 
general ideas on the subject. Such ideas are of no help in a 
rate case. 

This expected case, in the eyes of those who “remember 
when,” is looked on as the natural outcome of a wage deman@ 
Some of the older ones have memories of instances in whic), 
wage increase demands followed increases in rates or in revenye 
But, generally speaking, their memory is that, since 1916, wher 
the Adamson act was passed, the wage demand had to jp 
satisfied and then rates increased to provide the extra money 

There is one exception to the old time order of a demanj 
for more wages and then higher rates. That came in 199) 
when the President asked for a reduction in rates on farm 
products from the high level established in the war periog 
Later, the Commission, in No. 13293, reduced rates, 1922 (6g 
I. C. C. 676), July 1, 1922, found the rates on other com. 
modities unreasonable to the extent that they exceeded specifieg 
percentages of the rates in effect August 25, 1920, the day be. 
fore the high peak of rates in the World War period was 
achieved. 





G. Lloyd Wilson, director of traffic of the Office of Prico 
Administration, said December 4, when asked what OPA would 
do in the event the railroads asked for an increase in rates 
because of the $320,000,000 in increased expenses required }y 
the mediation settlement of the railroad disputes, said the mai- 
ter had already been under study by his office. 

It would be up to the railroads, said he, to show how much 
the wage agreement would increase the cost of operation of the 
railroads. The purpose of his office, he said, would not be to 
oppose a reasonable increase in rates warranted by the facts, 
He pointed out there were a number of factors to be considered 
and one point he made was that all of a wage increase could 
not be assigned to operating expenses because some of it prop- 
erly was chargeable to capital account. Another factor, he 
said, was the volume of traffic, a larger volume of traffic not 
warranting as much of an increase as a smaller volume. 

Guesses as to what the railroads finally would get from 
the Commission ranged from 5 to 7% per cent. 


_— 


Red Cap Investigation 


Charges of several red caps employed by the Washington 
Terminal Co. at the Union Station in Washington, D. C., that 
they were “driven” by that company to turn in enough check 
stubs to cover their minimum wage of $2.88 a day, under the 
10-cents-a-bag system now prevailing, were heard by Examiner 
Thomas Holland, director of the research and statistics branch 
of the wage and hour division, Department of Labor, in a 
hearing in Washington which began December 1. The hearing 
involved an investigation of treatment of red caps at railroad 
terminals in many cities in the eastern seaboard states (see 
Traffic World, Nov. 29, p. 1408). Similar hearings have been 
held in other cities in various parts of the country (see Traffic 
World, Oct. 11, p. 924). 

Representing the red caps at the hearing were Carroll 
J. Donohue, counsel for the Brotherhood of Railway Clerks 
and Willard S. Townsend and John L. Yancey, C. C. Handy, 
general attorney for the New York Central, and Leo N. Mc- 
Quire, attorney for the Washington Terminal Co., questioned 
witnesses on behalf of the terminal companies. _ 


Shrewsbury Barber, of Washington, a red cap for 18 years, 
said he was laid off for two weeks when he failed to turn in 
enough baggage checks to cover his pay. William Brown and 
Jonas E. Mitchell, also red caps at the Washington terminal, 
expressed satisfaction with their income under the present 
10-cents-a-bag system, saying they were now assured of at 
least $2.88 a day and that their tips boosted that total. Mitchell 
said his total earnings under the straight tip system were only 
$1.50 to $2 a day. 


W. H. Marks, Washington, stationmaster at the Washing- 
ton terminal, disclosed that investigators “‘shadowed” the red 
caps there prior to the adoption of the present system, to check 
on the tips they received. He said the terminal now tried 10 
“drive” the red caps to earn enough to cover the minimum 
daily wage. The 10-cents-a-bag system was profitable to the 
terminal for a time after its adoption, but with increased bus! 
ness the force of red caps had increased to the point that the 
terminal company was now losing money every month on pay- 
ment of their wages, he said. ; 

Arthur Brown, Negro porter at the Camden street station 
of the Baltimore & Ohio Railroad in Baltimore, Md., described 
the check system as a “nuisance” to customers and red caps 
alike and said red caps would do as well without such a system. 

Lovie Crawford, Negro foreman of the Washington tel- 


minal red caps, said he had been assigned to “watch” the red 
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caps and to check on their earnings, in the period of the use 
of the accounting and guaranty system, between October 24, 
1938, and June 1, 1940. He said he had seen instances of sur- 
reptitious pocketing of tips by red caps. 

F. J. Bresnahan, chief clerk of the Washington Terminal 
Co., said that for the year ending October 31, 1941, the ter- 
minal was “in the red” approximately $30,000 on maintenance 
of the red cap force, the main expense items being uniforms 
nd wages. 

‘ Patrick Henry Felder, Negro, red cap at Miami, Fla., testi- 
fed that red caps in that city were earning less under the 
present system than they earned before and that the force 
of red caps had been reduced from a total of 72 before enact- 
ment of the fair labor standards law to a present total of 48. 

James H. Hustis, terminal manager of the Grand Central 
Station in New York City, told about the seniority system 
prevailing with respect to the jobs of red caps in that terminal. 
He said the number of red caps employed was about 360, and 
that 110,000 passengers passed through the station on an average 
day. He described conditions under which some red caps 
earned more than others and said some parts of the terminal 
were more remunerative than others. Layoffs and reemploy- 
ment were based on the red caps’ seniority status, he said. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Broth- 
erhood of Locomotive Engineers has been designated to repre- 
sent the craft or class of locomotive firemen, hostlers and 
hostler helpers, employed by the Houston Belt & Terminal 
Railway Co., and the International Association of Machinists, 
the International Brotherhood of Boilermakers, Iron Ship 
Builders and Helpers of America and the International Brother- 
hood of Electrical Workers, operating through the railway em- 
ployes’ department, A. F. of L., to represent respectively the 
crafts or classes of machinists, boilermakers and electrical 
workers, their helpers and apprentices, employed by the At- 
lanta, Birmingham & Coast Railroad Co., for the purposes of 
the railway labor act. The board also has certified that the 
Sheet Metal Workers’ International Association, operating 
through the railway employes’ department, A. F. of L., has 
been designated to represent the entire craft or class of sheet 
metal workers (including molders), their helpers and ap- 
prentices, employed by the Louisville & Nashville Railroad Co., 
for the purpose of the railway labor act. 


R. R. B. Rulings, Ete. 


Amounts paid to railroad employes under a special agree- 
ment to make up the difference between their former and cur- 
rent salaries, if still employed, or as a percentage of their 
former salaries, if furloughed, have been ruled by the Railroad 
Retirement Board to be compensation within the meaning of 
the railroad retirement and unemployment insurance acts. 

Designation of a beneficiary as trustee to receive payment 
of death benefits has been held by the board’s general counsel 
to be improper and unacceptable. 

A commission freight agent whose railroad service and 
compensation are virtually insignificant and who derives almost 
all his income from a totally different occupation is, neverthe- 
less, an employe under the railroad retirement and unemploy- 
ment insurance acts, according to an opinion of the board’s 
general counsel 

“Since lump-sum separation allowances paid under agree- 

ment to employes after the abandonment of a railroad service 
have been ruled to be compensation within the meaning of the 
act (unemployment insurance), payable as of the effective date 
of the abandonment, the receipt of such wages would prevent 
that day from being considered a day of unemployment, but it 
would not prevent any subsequent day from being considered a 
day of unemployment,” says the board. ‘The compensation is 
payable only with respect to the effective date of abandonment 
because it does not become payable until the abandonment 
occurs and because it cannot be distributed over periods either 
before or after the date of abandonment.” 
_ According to an opinion of the board, a claimant’s applica- 
tion for employment service, coupled with his certification on 
the claim form that he is available for work, is accepted as 
establishing his willingness to work, in the absence of informa- 
ion to the contrary. 

A trucker who was unemployed because of a strike at the 
packing company where he last worked has been held by the 
board to be eligible for benefits under the railroad unemploy- 
ment insurance act. The claimant’s availability for work, it 
said, was not questioned because there was no evidence that he 
Was not ready and willing to work. A boilermaker’s helper who 
Voluntarily quit because he anticipated a layoff and because he 
felt he could earn more elsewhere, has been held by the board 
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to have quit without good cause and therefore has been dis- 
qualified from receiving benefits for 30 days beginning with the 
day he quit. 


Truck Drivers’ Strike Threat 


Efforts of a six-man panel of the National Defense Media- 
tion Board to effect settlement of a strike threatened by about 
250,000 so-called “over-the-road” truck drivers in midwestern 
states (see Traffic World, Nov. 22, p. 1343) were begun Decem- 
ber 2 and continued December 4 when subcommittees which 
had met the night of December 3 presented to the board their 
statements of the issues involved. Heretofore, three-man panels 
of board members have directed negotiations between the 
parties in labor disputes. 

Board members participating in the attempt to mediate 
the dispute between approximately 800 truck operators and the 
truck drivers, members of the International Brotherhood of 
Teamsters and Chauffeurs, were: Chairman William H. Davis 
and Ralph T. Seward, representing the public; Roger Lapham 
and Gerard Swope, representing employers; and George Meany, 
secretary-treasurer of the American Federation of Labor, and 
Robert J. Watt, also an AFL official, representing the employes. 

The drivers’ principal demand, it was stated at the board, 
was for a new contract providing for wages of 5 cents a mile 
while trucks were in operation and one dollar an hour for 
“waiting time.” The old contract, a spokesman for the board 
said, provided 3 cents a mile and 80 cents an hour for “waiting 
time.” 

Heading a group of 25 truck company representatives at 
the hearing were: J. L. Keeshin, chairman, and Robert J. Appel, 
secretary, of the Central States Employers Negotiating Com- 
mittee at Chicago. Daniel J. Tobin, of Indianapolis, president 
of the teamsters’ brotherhood, and J. T. O’Brien, chairman of 
the negotiating committee for the brotherhood, were leaders of 
17 union delegates at the hearing. Mr. Tobin, after a visit at 
the White House, December 2, said he had merely said “hello” 
to the President. 

The hearings were closed, as are all mediation proceedings 
conducted by the board. 


Truck Minimum Wages 


Representatives of motor carriers of property and of or- 
ganizations of such carriers, including the American Trucking 
Associations, Inc., at a hearing for the trucking industry on the 
recommendation of the property motor carrier industry commit- 
tee appointed by the wage-hour administrator that the minimum 
wage rate for employes of such carriers be increased to 40 cents 
an hour (see Traffic World, Sept. 13, p. 664, and Oct. 25, p. 
1101), found occasion to criticize, as inadequate, data compiled 
by the research and statistics branch of the Labor Department’s 
wage and hour division, which data had served as the basis for 
the committee’s recommendation. 

The present minimum wage rate prescribed for the truck- 
ing industry under the federal wage and hour act is 30 cents 
an hour. 

The hearing began December 1, with Major Robert N. 
Campbell, of the Labor Department’s public contracts board, 
presiding. About 35 representatives of motor carriers were 
present. 

Testimony concerning the statistical information contained 
in the industry committee’s report was given by Paul F. Burn- 
ham, of the research and statistics branch. Under questioning 
by Roland M. Rice, assistant general counsel for the American 
Trucking Associations, Inc.; Frank H. Rawlings assisting Mr. 
Rice and acting also as counsel for the Texas Motor Transporta- 
tion Association, and Fisher Dorsey, of the Patrick Storage & 
Transfer Co., Houston, Tex., representing the Southwest Ware- 
house and Transfer Men’s Association, Mr. Burnham said that 
the wage and hour division had statistics on the financial status 
of the Class I carriers, but not on carriers of Class II or Class 
III; that the estimated ratio of Class I carriers to the total, 
in number, was 7 per cent; that the estimated number of motor 
carriers of property that would be subject to the jurisdiction 
of the wage and hour division was 40,000; that the amount of 
business done by Class I carriers aggregated slightly more than 
half of the total for the entire for-hire trucking industry, and 
that the proposed increase in wages for the industry as a whole 
would boost its wage bill by only 1.2 per cent. 


As to the estimate that 40,000 carriers would become sub- 
ject to the wage and hour division’s jurisdiction, Mr. Rawlings 
asked how that estimate was reconciled with the fact that about 
200,000 carriers were registered under the NRA code for the 
trucking industry. Mr. Burnham said that consolidations, busi- 
ness failures, and adjustments for carriers not subject to 
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jurisdiction under the wage and hour act were among elements 
which accounted for the difference. He said the division had 
no estimates as to the number of local and one-truck concerns. 


Questioned by Kenneth Meiklejohn, of the Labor Depart- 
ment solicitor’s office, as to the number of employes in the three 
classes of carriers shown by questionnaire returns at the Com- 
mission, Mr. Burnham said these returns showed totals of 62,117 
for Class I, 37,114 for Class II and 20,429 for Class III, adding 
that these figures, it was believed, represented “roughly” one- 
fourth of the actual totals for those classes. 


David Kaplan, research director of the International 
Brotherhood of Teamsters, and Frank E. Russell, president of 
the National Star Route Mail Carriers’ Association, testified 
in support of the industry committee’s wage rate recommen- 
dation. 

Russell B. James, vice-president and counsel for the Bur- 
lington Transportation Co., subsidiary of the Chicago, Burling- 
ton & Quincy Railroad Co., asked that the committee recom- 
mendation be modified by broadening of the property motor 
carrier definition, so as to include truck operations conducted 
by subsidiaries or affiliates of railroads, functioning as com- 
mon or contract carriers under certificates or permits or in 
accordance with published motor carrier tariffs, schedules or 
contracts and holding themselves out to provide carrier service 
to the public. 

Mortimer LeFever, economic analyst in the section of 
research of the Commission’s Bureau of Motor Carriers, on De- 
cember 2 submitted exhibits, prepared by that section, con- 
taming statistical data on motor carrier operations and rev- 
enues based on a survey in which the bureau’s 110 district 
supervisors had participated. He said that approximately 
26,000 questionnaires had been distributed among motor car- 
riers of record which, except in sparsely populated states, were 
located within 30 to 50 miles from the cities in which the su- 
pervisors were stationed. It was pointed out that the informa- 
tion contained in these exhibits with respect to operations of 
Class II and Class III carriers had not been before the industry 
committee when it made its minimum wage recommendation 
because it had not been completed at that time. 


Mr. LeFever said that 16,000 returns were received, but 
that, for various reasons which he gave, only about 9,000 were 
useable. The totals of useable returns, he reported, were: 
For Class I carriers, 706; for Class II, 2,701, and for class III, 
6,266. He agreed to return for further testimony and question- 
ing the following day, Major Campbell having granted a re- 
quest that the truck company representatives be given oppor- 
tunity to study the data contained in the exhibits. 


Emil S. Newfeld, secretary of the Garment Center Truck 
Owners’ Association, of New York City, R. S. Koonce, of the 
Motor Transit Co., Raleigh, N. C., and M. D. Hicklin, repre- 
senting the Motor Transportation Co. of South Carolina and 
M. D. Hicklin Motor Truckers, of Columbia, S. C., testified in 
opposition to the proposed 40-cents-an-hour minimum. 


Mr. Dorsey, in statements at the hearing December 3, said 
the local cartage group had been overlooked by the committee 
in the preparation of its report and that this group constituted 
42 per cent of the motor carrier industry. He said long dis- 
tance household goods movers were now handling a large 
amount of government traffic, but that tariffs had to be disre- 
garded with respect to such traffic because of army require- 
ments for competitive bidding on the moving of household 
goods. He contended that the proposed minimum wage would 
subject many truck operators to financial hardships they could 
not endure. Joining in that contention were J. C. Shelburne, 
of the Shelburne Transfer & Storage Corporation, Richmond, 
Va., and J. C. Smith, of Wharton, Tex., truck operator. 


Further testimony opposing the proposed 10-cent increase 
in the existing minimum hourly wages prescribed for employes 
of for-hire motor carriers of property under the fair labor 
standards act was presented by W. M. Wilson, of the Wilson 
Storage & Transfer Co., Sioux Falls, S. D.; C. H. Smith, presi- 
dent, Smith’s Transfer Corporation, Lenoir, N. C.; Saul Solo- 
mon, counsel for the Garment Center Truck Owners Associa- 
tion, New York City; A. D. Burton, manager, Helms Motor 
Express, Albemarle, N. C.; W. W. Raper, American Truck 
Corporation, High Point, N. C.; J. Wesley Lowther, of the 
Lowther Truck Co., Charlotte, N. C., and Blizzard Motor Ex- 
press, Inc., Mt. Airy, N. C., and D. C. Armstrong, of the John- 
son Transport Co., Waco, Tex. 


L. B. Brown, president of the Red Arrow Freight Lines, 
Houston, Tex., testifying December 4, discussed conditions in 
the trucking industry in Texas which, according to his view, 
made a minimum wage of 40 cents an hour unreasonable with 
respect to the Texas carriers. 


Mr. LeFever’s return for questioning concerning data about 
earnings of Class II and Class III truck companies was delayed, 
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it was stated, pending completion of preparation of certain 
supplementary exhibits. 


BUS MINIMUM WAGES 


The National Association of Motor Bus Operators ha; 
filed a brief with the wage and hour division of the Depart. 
ment of Labor, setting forth objections to the recommendation 
of the passenger motor carrier industry committee, appointeg 
by administrator of that division, that the minimum wage 
rate in the bus industry be increased to 40 cents an hour (see 
Traffic World, Nov. 1, p. 1158). The principal contention jp 
the brief was that the statistical information submitted to the 
industry committee by the administrator did not represent the 
true wage conditions in the passenger motor carrier industry 
as a whole. ; 

The association said there were 987 bus operators who 
operated from one to ten vehicles each and that they repre. 
sented 53.8 per cent of the 1,837 operators reported by the 
Commission and 92.2 per cent of the 1,072 operators who did 
not file “useable returns.” The industry committee had com. 
plete information relative to wage conditions prevailing among 
Class I carriers, but had “little, if any,” evidence by or on 
behalf of the small operators, said the brief. It contended that 
the hearing in Washington had not given the small operators 
or employes whose business or employment was at points dis- 
tant from Washington an opportunity to be heard. It said 
the recommendation for a 40-cent minimum wage for the in. 
dustry as a whole was not supported by the evidence, and 
asked that action on the committee recommendation be de- 
ferred “until such further proceedings be had herein as wil] 
give interested persons an opportunity to be heard at points 
within the several regional districts established by the wage 
and hour division.” 


CAR SURPLUS REPORT 


U. S. railroads, for the week ended Nov. 29, reported an 
average daily surplus of 61,315 freight cars, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 24,967; auto box, 2,810; 
total box, 27,777; flat, 2,273; gondola, 7,938; hopper, 10,043; 
total coal, 17,981; and miscellaneous, 13,284. 

4 yu ts 


Car Supply Situation 


“An analysis of the tight situation during the recent traffic 
peak reveals, among other things, an apparent sluggishness in 
the terminal situation which merits additional detailed inves- 
tigation by carriers and shippers for the purpose of relieving 
pressure upon the car supply next year when an increased 
traffic volume is expected,” said a summary of United States 
domestic transportation for November, prepared by Donald 
E. Church of the Department of Commerce and issued by that 
department’s Bureau of Foreign and Domestic Commerce. 

Mr. Church said his conclusion as to sluggishness of termi- 
nal operations was based primarily on a finding that railway 
operations between terminals (line-haul movements) reached 
new peak levels, but that the over-all effectiveness of car use 
fell short of the record attained in 1939. 

“Probably the most useful measure of car utilization is 
the number of active railroad-owned cars being used to handle 
the current traffic volume,” he observed. ‘During September 
and October there were 1.75 and 1.71 such cars per weekly 
average carloading, which represents somewhat better utiliza- 
tion than in the same months last year, but not as satisfac- 
tory as in 1939... 

“One ready explanation for the lower-than-record ca! 
utilization ratio this year was the failure of carloadings to In 
crease above a weekly average rate of 914 thousand during 
October, and the natural reluctance of carriers and shippers to 
speed up their operations beyond a level necessary to meet the 
traffic. However, that explanation is not convincing. 

“The surplus car supply during the early months of this 
year was in excess of 100 thousand cars, but dropped from 
nearly 80 thousand in July to 40 thousand in October during 
a period in which carloadings increased relatively little. 

“That the carriers continuously improved their operating 
performance in line haul and terminal operations is indicated 
by new high records in nearly all available data on this phase. 
Yet the over-all ratio of the number of active cars per carload- 
ing reached the best level this year in May and June and sub- 
sequently failed to improve. 

“Furthermore, prolonged and intensive efforts were made 
to enlist the active cooperation of shippers . . . Undoubtedly, 
the response by shippers contributed substantially. 

“Consequently, the operating rate during October appeals 
te be close to the maximum that should be expected when Cal- 
loadings average above 900 thousand weekly. However, substan 
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tial further improvements should be obtainable by altering 
current practices in terminal and loading and unloading opera- 
. s.” 

- Mr. Church asserted that in view of the retarding effect 
of material shortages on new car construction and the “almost 
negligible” opportunity to obtain further increases in the serv- 
iceable car supply through repairing, a further betterment in 
car utilization next year was essential. He added that a 
promising approach would appear to involve further cooperative 
efforts between shippers and carriers in local areas to discover 
detailed methods concretely adapted to the operating situation 
in each instance. 


Revenue Freight Leading 


Loading of revenue freight the week ended November 29, 
totaled 866,189 cars, according to the Association of American 
Railroads. The increase above the corresponding week in 1940 
was 137,664 cars or 18.9 per cent, and above the same week in 
1939 was 180,693 cars or 26.4 per cent. 

Loading of revenue freight for the week ended November 
99, increased 66,803 cars or 8.4 per cent above the preceding 
week which included the November 20 holiday. 

All districts reported increases compared with the corre- 
sponding weeks in 1940 and 1939. 


1941 1940 1939 

Dedies OF TOMUGED ..o:cc00cccccescces 2,740,095 2,557,735 2,288,730 
4 weeks of February ............... 2,824,188 2,488,879 2,282,866 
Seen GE ED 2.04000%0es00008008 3,817,918 3,123,916 2,976,655 
OOS 2 eee eo 2,793,563 2,495,212 2,225,188 
I RU a na oc ota aoe b'00-0% 4,160,527 3,351,840 2,926,408 
IE SID 6.5 an h:0.0'se'¥ 6 pv ow -'o’e 3,510,137 2,896,953 2,563,953 
eee err 3,413,427 2,822,450 2,532,236 
rer err ere 4,464,458 3,717,933 3,387,672 
4 weeks of September .............. 3,539,171 3,135,122 3,102,236 
CAD OE CED onaisccccsesseusos 3,657,882 3,269,476 3,355,701 
Week of November 1 .............. 894,739 794,797 801,108 
Week of November 8 .............. 873,585 778,318 781,588 
Week of November 15............. 883,839 745,295 766,987 
Week of November 22 ............. 799,386 733,488 673,113 
Week of November 29............. 866,189 728,525 685,496 

WO. ach pixiale y nie waren, Raia peer 39,239,104 33,639,939 31,349,937 


Revenue freight loading by districts the week ended No- 
vember 29 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 7,977 and 7,240; live 
stock, 1,501 and 1,639; coal, 28,888 and 26,463; coke, 3,533 and 3,841; 
forest products, 2,098 and 1,579; ore, 3,386 and 2,655; merchandise, 
L. C. L., 43,019 and 38,787; miscellaneous, 90,645 and 75,591; total, 
1941, 181,047; 1940, 157,795; 1939, 154,269. 


Allegheny district: Grain and grain products, 5,154 and 4,285; live 
stock, 997 and 1,115; coal, 41,700 and 35,864; coke, 6,307 and 5,441; 
forest products, 1,155 and 992; ore, 9,176 and 5,449; merchandise, 
L. C. L., 29,204 and 26.067; miscellaneous, 90,553 and 75,454; total, 
1941, 184,246; 1940, 154,667: 1939, 158,137. 


Pocahontas district: Grain and grain products, 274 and 215; live 
stock, 160 and 159; coal, 42,930 and 33,452; coke, 614 and 598; forest 
products, 923 and 735; ore, 299 and 303; merchandise, L. C. L., 4,973 
and 5,810; miscellaneous, 7,415 and 7,001; total, 1941, 57,588; 1940, 
48,273; 1939, 45,130. 

Southern district: Grain and grain products, 2,275 and 2,096; live 

stock, 1,073 and 1,050; coal, 22,948 and 19,196; coke, 517 and 410; forest 
products, 15,207 and 12,328; ore, 1,551 and 1,381; merchandise, L. C. L., 
24,678 and 27,224; miscellaneous, 55,700 and 44,220; total, 1941, 123,949; 
1940, 107,915; 1939, 96,331. 
Northwestern district: Grain and grain products, 12,045 and 9,034; 
live stock, 4,162 and 4,450; coal, 9,277 and 10,055; coke, 2,022 and 
1870; forest products, 11,574 and 10,428; ore, 27,148 and 2,930; mer- 
chandise, L. C. L., 17,942 and 18,362; miscellaneous, 42,446 and 33,945; 
total, 1941, 126,616; 1940, 91,074; 1939, 76,916. 

Central Western district: Grain and grain products, 9,221 and 7,388; 
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live stock, 5,560 and 5,964; coal, 13,134 and 13,627; coke, 251 and 358; 
forest products, 8,745 and 8,543; ore, 5,448 and 4,645; merchandise, L. 
C. L., 23,209 and 23,798; miscellaneous, 66,347 and 53,263; total, 1941, 
131,915; 1940, 117,586; 1939, 105,663. 

Southwestern district: Grain and grain products, 3,956 and 3,431; 
live stock, 1,194 and 1,362; coal, 5,451 and 5,089; coke, 108 and 169; 
forest products, 4,745 and 3,906; ore, 388 and 440; merchandise, L. C. 
L., 9,478 and 9,867; miscellaneous, 35,508 and 26,951; total, 1941, 60,828; 
1940, 51,215; 1939, 49,050. 


Budd on Defense Transportation 


The Office of Emergency Management has reproduced in 
its weekly bulletin an article entitled ‘Eighteen Months of 
Defense Transportation,” written by Ralph Budd, defense 
transportation commissioner, for the December issue of the 
Military Engineer, journal of the Society of American Military 
Engineers. 

Mr. Budd said that up to the present time the internal trans- 
portation agencies of the country had met the demands on their 
services. He said a series of facts were “of more or less equal 
importance” in accounting for that record and for the contrast 
it presented in comparison with the transportation record in the 
first world war. The years since that war had witnessed 
“phenomenal” improvements in highways, and extensions of 
pipelines for moving petroleum and its products and natural 
gas (the latter replacing heavy tonnage of coal which formerly 
moved by rail), and rivers and canals had been modernized, 
the commercial operations on them increased, he observed. 
While the railroads had reduced their supply of cars and 
locomotives because of the depression and loss of traffic to 
other agencies, they still had more than were needed for the 
traffic then being handled, he said, but, he added, they had 
spent over $9,000,000,000 since 1933 in improving their proper- 
ties, they had increased unit capacities and they had learned 
how to prevent congestions such as occurred in the first world 
war. 

“T have said before, and I will repeat, that it would be 
rash to assert that the transportation industry can handle any 
load which might be put upon it,” he continued. “For example, 
the present railroad facilities could not take on all of the oil 
and gasoline movement which is handled by tank ships from 
the Gulf to the Atlantic coast states; they could not now take 
on the tremendous ore volume which the lake boats handle or 
all the coastwise coal movement from Hampton Roads to New 
England. 

“On the other hand, the railroads have handled without 
difficulty a considerable volume of transcontinental traffic which 
formerly moved by boat through the Panama canal, and they 
are assisting in meeting the deficiency in oil transportation 
caused by the diversion of tankers from the Gulf-East coast 
service. During the early part of October about 150,000 barrels 
daily of oil and products were moved into the east by rail where 
a short time ago none was moved.” 

Mr. Budd said there was no way of determining whether 
the leveling-off process which had taken place with respect to 
rail traffic in the last few weeks would.persist for a consider- 
able time. He noted that forecasts had been made by the 
bureau of research and statistics of the Office of Production 
Management that 51,000,000 carloads of freight would be of- 
fered for handling in 1942 and that this would be an increase 
of about 20 per cent over 1941. 

“Those who think the leveling-off process will continue,” 
he said, “believe that adjustments due to shortage of materials 
are being felt seriously in civilian production, and that until 
some plants, which cannot obtain material for their ordinary 
lines, become active in defense work, there will be such a lessen- 
ing in output on their part as to reduce appreciably the total 
traffic of the country. It is important to keep in mind that 
this lag may be of relatively short duration. It seems certain 
that the enlarged capacity of farms, smelters and mills will 


Revenue Freight Car Loading—Week Ended Saturday, Nov. 29 


Grain and Live 
Grain Prod. Stock Coal 
1941 40,902 14,647 164,328 
Total all roads..............0:- | F940 33,689 15,739 143,746 
| 1939 38,222 13,554 132,677 
Preceding week Nov. 22..........- 1941 41,022 13,201 130,243 
Per cent increase over............ 1940 21.4 14.3 
Per cent decrease under.......... 1940 6.9 
Per cent increase over............ 1939 7.0 8.1 23.9 
Per cent decrease under.......... 1939 
1941 1,867,323 597,792 7,015,401 
Cumulative 48 weeks to Nov. 2941940 1,716,156 635,245 6,259,331 
| 1939 1,807,060 644,489 5,557,903 
Per cent increase over............ 1940 8.8 12.1 
a cent decrease under.......... 1940 5.9 
had cent increase over............ 1939 3.3 26.2 
er cent decrease under.......... 1939 1.2 


intima 


Per cent to 15 year average, 122.8, 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
13,352 44,447 47,396 152,503 388,614 866,189 
12,687 38,521 17,803 149,915 316,425 728,525 
11,747 34,764 11,632 149,510 293,390 685,496 
11,638 39,725 55,027 141,257 367,273 799,386 
5.2 15.4 166.2 BBY i 22.8 18.9 
13.7 27.9 307.5 2.0 32.5 26.4 
623,319 2,031,983 2,604,885 7,459,032 17,039,369 39,239,104 
498,442 1,658,554 2,098,554 7,101,152 13,672,505 33,639,939 
366,049 1,463,785 1,571,737 7,264,700 12,674,214 31,349,937 
Fai 22:5 46.1 5.0 24.6 16.6 
70.3 38.8 65.7 27 34.4 25.2 











| 
| 
} 
















1478 


result in a corresponding increase in total volume of traffic, 
although such increase will come somewhat gradually because 
of the length of time required to increase the capacity for 
making steel. It is estimated now that about 3,000,000 tons 
more steel will be rolled in 1942 than in 1941, and that larger 
smelting and rolling capacity up to 10 million tons annually 
may be available during part of the year 1943. 

“In view of the uncertainty, and disagreement of experts, 
there seems but one wise course for those who are responsible 
for transportation, and that is to prepare for the larger of the 
estimated requirements, rather than for the smaller.” 


Buford on Roller Bearings 


Criticism of the railroads for slowness in adopting mechan- 
ical innovations was based largely on a misconception of the 
engineering problems involved, said C. H. Buford, vice-presi- 
dent, operations and maintenance department, Association of 
American Railroads, in an address at the annual meeting of the 
railroad division of the American Society of Mechanical Engi- 
neers at New York December 4. He used roller bearings as an 
example of popular misunderstanding of railroad mechanical 
problems. The railroads have been criticized, he said, because 
they have not adopted roller bearings as standard instead of 
friction bearings for box cars. The fact was, he said, that the 
advantages of roller bearings, important at slow speeds, de- 
creased as speeds increased. There was “a serious question 
that with speeds of 80 to 100 miles an hour whether there would 
be any considerable advantage in the roller bearing.” Freight 
trains, he admitted, did not move that fast, but even at the 
existing speed of freight trains, long and careful tests would 
have to be made to determine the value of the roller bearing 
on freight cars. The change, however, he said, deserved the 
consideration of mechanical men, “because of the publicity given 
the question and the implication that the change should be made 
at once.” 

The latter was impossible, he said, because “hundreds of 
millions of dollars” had been spent in developing grades in 
freight yards to handle friction-bearing freight cars. 

“If you could wave a magic wand and put roller bearings 
under freight cars right now,” said he, “the entire railroad 
plant in this country might be seriously crippled within 48 
hours.” 

He spoke of the savings and simplification in the construc- 
tion of freight cars possible through the development of a 
hollow instead of the solid axle that has been standard “since 
freight cars were first built in this country,” but said that such 
a change would be made only after “exhaustive laboratory and 
field tests to prove the merits of the new type.” Railroads had 
first to consider safety in operation, he said. 

He discussed moves made by the railroads to speed up car 
and locomotive construction by standardizing models of cars, 
by limiting the construction of locomotives to existing designs, 
and by the adoption of substitute materials for some of those 
not now available. The whole car-building program, however, 
he admitted, was behind schedule. 


Relaying Rail Price Maxima 


Administrator Henderson of the Office of Price Adminis- 
tration has announced establishment, in price schedule No. 46, 
of maximum prices for two categories of rail of relaying 
quality, still serviceable for use as rail. He pointed out that 
rail of rerolling quality, used for conversion into lighter rail. 
concrete reinforcing bars or small structural shapes, and rail 
of scrap quality, sold as scrap to steel mills and foundries, 
were already under maximum prices in price schedule No. 4, 
iron and steel scrap. 

The new schedule, he said, divided relaying rail into two 
categories: (1) Rail originating from Class I railroads and 
Class I switching and terminal companies, and (2) rail from 
all other sources, such as short lines, interurban lines and 
abandoned lines of all types. The schedule provides that if 
rail of Class I origin is sold by the railroad “in track,” i. e., 
not torn up or assembled, it shall fall into the ‘all other’ 
classification. 

Base price for relaying rail of Class I origin is established 
at $28 a gross ton, f. o. b. any station on the selling railroad 
at the option of the buyer. When such rail is purchased by a 
dealer or jobber, it may be resold at a maximum price of $30 
a ton, f. o. b. shipping point. For all other types of relaying 
rail, the schedule sets a ceiling shipping point price of $30 
a gross ton minus the railroad freight charge for transporting 
such rail between the shipping point and the basing point 
nearest in terms of transportation charges. It is provided that 
in no case need the shipping point price be less than $22 a ton 
and that the delivered price, accordingly, be the shipping point 
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price plus the actual cost of transportation to the destination 
point. 

The following cities are designated as basing points for re. 
laying rail of other than Class I railroad origin: Boston, Mass 
Pittsburgh and Philadelphia, Pa., Detroit, Mich., Norfolk, Va. 
Kansas City and St. Louis, Mo.; Cleveland and Cincinnati, 9° 
Los Angeles and San Francisco, Calif., Chicago, Ill., Minne. 
apolis, Minn., Birmingham, Ala., Seattle, Wash., Buffalo, N. y. 
Savannah, Ga., Houston, Tex., and Portland, Ore. 

“A special section of the schedule deals with relaying rajj 
sold from warehouses equipped with machinery for recondition. 
ing,” said the OPA announcement. “The maximum prices jp 
this section, all f. o. b. warehouse, are: $2.25 per hundred 
weight for less than 5 tons; $2.00 per hundred weight for 5 
tons to less than 25 tons, and $1.60 per hundred weighi for 25 
tons and over. Persons desiring to operate under this specia] 
provision must file, on or before December 10, 1941, with the 
Office of Price Administration, a statement indicating that they 
operate recognized warehouses equipped with machinery for 
reconditioning. 

“Buyers of more than 100 tons of used rail are required to 
file with OPA within 10 days of purchase either a certificate 
from an established inspection bureau or an affidavit estimat- 
ing the division of the purchase among relaying, rerolling and 
scrap qualities. OPA reserves the right to inspect and classify 
the rail itself. In the case of sales of relaying rails of 25 tons 
or over to the ultimate consumer, the seller is required to file 
either a certificate by an established inspection bureau that 
such rail is of relaying quality or an affidavit from the con- 
sumer stating that the rail is to be used for relaying purposes.” 


Railroad War Load 


Prospective traffic for 1942 “has been considerably under- 
estimated,” in the opinion of W. W. Colpitts, chairman of the 
reorganization committee of the Minneapolis and St. Louis 
Railroad and member of the engineering advisory committee 
of the division of contract distribution of the OPM, who spoke 
on “The Responsibilities of the Railroads in War Time,” at 
the annual dinner of the Traffic Club of Minneapolis, at the 
Nicollet Hotel, December 4. Despite new methods of trans- 
portation developed since the last World War, “the country 
must continue in the future, as in the past, to rely on the rail- 
roads for the movement of the great bulk of its freight traffic,” 
said he, adding that “whatever the war transportation load may 
amount to, both of freight and passengers, the railroads must 
carry substantially all of it.” 

He said he was confident the railroads could do the job, 
providing shippers kept in mind the fact that the “watchword” 
was cooperation, and were willing to give up advantages they 
had gained “after years of work,” and provided railroad man- 
agement made “common cause in the use of such facilities as 
may advantageously be coordinated and in general conduct 
transportation in such a way as to provide the greatest service 
the railroads would be capable of if operated as a unit.” This 
would have to be done even in disregard of the “best indi- 
vidual interests” of the shippers, he said, adding: ‘For the 
duration of the war, ‘business as usual’ is a discarded slogan.” 

_ He said that if the war transportation load were under- 
estimated, and things were done that ought not be done, or left 
undone when they should be done, Congress and the adminis- 
tration would “gain the impression that the railroads are not 
functioning satisfactorily from the standpoint of the public in- 
terest” and the government would take over the railroads. If 
that were done, he said, it was “the conviction of many keen 
students of politics that they will not again be returned to 
private management.” 

H. W. Ward, general traffic manager, Minneapolis and St. 
Louis, president of the club, introduced the speaker. C. Edward 
Belanger, traffic manager, the J. R. Clark Company, presided. 
There was a program of entertainment. 





CENTRAL WESTERN SHIPPERS’ BOARD 


The winter meeting of the Central Western Advisory 
Board will be held at Sioux City, Ia., December 9 and 10. 
John A. Reed, president, Wyoming Wool Growers’ Association, 
Kemmerer, Wyo., chairman of the board, will preside. There 
will be the usual reports from commodity carloading committees 
and from representatives of railroads. In addition, there will be 
a discussion of transportation’s part in national defense by 
Frank P. Fogarty, Omaha Chamber of Commerce; Eldon M. 
Martin, general solicitor, Chicago, Burlington and Quincy, an 
Col. Max A. Elser, U. S. Army quartermaster. Balph E 
Clark, assistant to the chairman, car service division, Associa 
tion of American Railroads, will discuss general transportation 
and business conditions. 
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December 6, 1941 


Pacifie Coast Delivery Time 


A growing sentiment among shippers against the lengthen- 
ing from six to seven days of freight schedules westbound from 
Chicago and St. Louis to the Pacific Coast, which became 
effective November 20 (see Traffic World, November 22, p. 
1349), was apparent the week of December 1. The protests 
came not only from shippers in the Chicago and St. Louis 
districts, but from points in the east, because the addition of 
the day to the transit time from those two centers also 
jengthened the through schedules from all eastern origins. 

Although the action was on the part of the western rail- 
roads, a number of protests were made to C. H. Buford, vice- 
president, operations and maintenance department, Association 
of American Railroads, because of the fact that that depart- 
ment, through its car service division, has been making the 
most urgent pleas to shippers for cooperation in more efficient 
use of cars. Mr. Buford has replied to several of those letters 
in similar terms, his reply going to, among others, A. H. 
Schweitert, director of traffic, Chicago Association of Com- 
merce, who asked for an explanation of the move last week 
(see Traffic World, November 29, p. 1401). 

Mr. Buford said that a check made by the division “indi- 
cated that the running schedule of the number of cars that 
were handled from Chicago to the Pacific Coast would not 
affect the overall turning time of equipment in western terri- 
tory.” This came about, he said, because the practice had been 
to leave “a great many cars which could be moved at a slower 
schedule” for following trains. The lost time on those cars, he 
added, “more than cancelled the extra time gained by the 
ones that were actually moved.” 

He explained that, although difficulty in getting steel was 
holding up both car and locomotive building programs, the 
railroads were at present “more concerned about getting the 
locomotives on order than the cars.” If the railroads were to 
experience a shortage of motive power, he said, they would 
“very soon be over-supplied with cars” because of consequent 
delays and congestions of yards. 

Some of those who received his letter saw in one of his 
statements an indication that the western railroads might have 
acted in lengthening the schedule on a suggestion from the 
A. A. R. That statement was that the A. A. R. had “suggested 
to the western group that we would not be in position to get 
steel to build additional locomotives for them when they were 
running light trains and not making full use of the power they 
owned.” 

“It was our thought that the additional day in these west- 
ward schedules would not materially affect the requirements 
of the receivers of freight on the Pacific Coast,” the letter said. 
“In fact, in discussing the matter with many of them they 
could see no point in continuing the fast schedules during the 
present emergency.” 

He pleaded with the shippers to “support the program 
which has been put in effect’? because the defense emergency 
made it “absolutely necessary,” and to postpone the working 
out of their transportation requirements until after the emer- 
gency was over. 


Replies by C. E. Johnston, chairman of the Western Asso- 
ciation of Railway Executives, to similar complaints from ship- 
pers were that traffic as a whole would be handled more 
expeditiously and more dependably under the new schedule. 
He insisted that the addition of a day to the transit time of 
westbound transcontinental cars would not affect car use 
appreciably since figures now showed that cars were in motion 
only 2 out of each 24 hours, the balance being used in spotting, 
loading and unloading. 


_ Among those who wrote to Mr. Buford was A. W. Vogtle, 
Birmingham, Ala., president of the National Association of 
Shippers’ Advisory Board. In his letter he expressed “disap- 
pointment” over the move and asked for reconsideration by 
the railroads. 

Several shippers also took the matter up with the National 
Industrial Traffic League. One of these dubbed the move the 
“surprise schedule,” and said it confirmed his long-held opinion 
that the railroads greatly favored cooperation “as long as the 
Shippers do the cooperating.” As a result of these communica- 
lions, F. F. Estes, traffic manager, National Coal Association, 
Washington, D. C., chairman of the league’s committee on 
transportation instrumentalities and car service, issued a cir- 
cular letter to the members of his committee and other inter- 
ested league members, outlining the matter and expressing the 
Sentiment that the move was “not conducive to friendly rela- 
tions” between shippers and the railroads. His letter said 
nothing as to whether or not there ought to be action on the 
part of his committee or the league. 

_ Neither Mr. Buford’s nor Mr. Johnston’s letter said any- 
thing about the point raised by several shippers in their 
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communications—that the six-day schedule was based on agree- 
ments between direct and circuitous routes to protect the 
transit-time limitations of the latter. 

The matter has been placed on the docket of the industrial 
traffic council of the Chicago Association of Commerce for con- 
sideration at the next meeting, scheduled for December 12. 


RAIL MATERIAL CONFERENCE 


Leading representatives of the railroad industry were asked 
December 2 to meet December 12 with officials of the auto- 
mottive, transportation and farm equipment branch of the 
Division of Civilian Supply to discuss material requirements 
for 1942. 

Andrew Stevenson, acting chief of the branch, sent in- 
vitations to the conference to 88 railway executives, passenger 
and freight car builders, locomotive builders, and railroad sup- 
ply manufacturers. . 

The meeting will be held at 10 a. m. on Friday, December 
12, in Room 5055 of the Social Security building, in Washing- 
ton, and admittance will be by invitation only. Mr. Stevenson 
will preside. 


1942 LOCOMOTIVE NEEDS 


To aid defense officials in determining the minimum plant 
capacity of the locomotive building industry that will be re- 
quired to meet railroad needs, J. J. Pelley, president of the 
Association of American Railroads, has asked railroads to re- 
study their possible locomotive needs for 1942, according to an 
A. A. R. announcement. 

“The defense program,” Mr. Pelley said, ‘now contemplates 
using facilities of the locomotive builders for production of 
defense material and, in order that consideration may be given 
to reserving sufficient capacity to meet requirements of the 
railroads’ 1942 locomotive building program, information is 
desired covering requirements of each railroad. 

“The suggested method contemplates an analysis of each 
division or district for each kind of power, freight requirements 
to be determined on the basis of gross ton miles and tractive 
effort, passenger requirements on basis of scheduled and extra 
movement, switch requirements on basis of assignments and 
company service locomotive requirements on basis of assign- 
ments.” 

The railroads also are to inform Mr. Pelley not only as to 
the number of locomotives now on order, but the number of 
additional ones which in their opinion will be necessary to meet 
transportation demands next year on the basis of present indi- 
cations and present operating methods. 

In connection with the study, the railroads also have been 
asked to give attention to the possibilities of obtaining greater 
utilization of their locomotives by further increasing the length 
of runs; expediting the servicing at principal and intermediate 
terminals, reducing lay-over time so as to insure that none is 
allowed to stay at terminals longer than necessary, avoiding 
the sending of locomotives to round-houses except for necessary 
repairs; centralizing running repair work and reducing repair 
time by having sufficient force on hand at all times to return 
locomotives to service as expeditiously as possible. 


NO LUMBER PRIORITIES 


There will be no priorities for lumber to be moved east- 
bound in the intercoastal trade in January, the Maritime Com- 
mission has announced 

Shippers desiring space for January shipments should make 
their own arrangements with carriers in this service, the Com- 
mission said. 


PULLMAN COMPANY TRAFFIC STUDY 


The second of a series of studies designed to show the sea- 
sonal variation in passenger traffic has been made by the Com- 
mission’s Bureau of Statistics. 

This study relates to the seasonal variation in Pullman 
Company berth revenue, seat revenue, and passenger-miles for 
the period 1923-41, and is issued as statement No. 4136. The 
first study related to the seasonal variation in railway passen- 
ger revenue and passenger-miles, of Class I steam railways, by 
districts, for the period 1923-40, issued as statement No. 4037. 

The present study is based on reports from the Pullman 
Company, which company, according to the study, “reports a 
larger number of revenue passenger miles than the total re- 
ported for sleeping and parlor car travel by Class I railways, 
chiefly because the Pullman Company collects revenue from 
many railway officials whose passes cover only the service by 
the railway and whose travel is ‘non-revenue’ to the railways.” 
It pointed out that the rates of the Pullman Company for tour- 
ist sleeping-car service were advanced from about one-half to 
two-thirds of the corresponding rates in standard sleeping cars 
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on Oct. 1, 1941. The purpose of measuring seasonal variation, it 
said, was to permit of an adjustment of the current monthly to- 
tals to show the underlying general trend. 


MOTOR PRODUCTION AND DEFENSE 


Removal of all restrictions on production of truck trailers 
has been ordered by Donald M. Nelson, OPM director of pri- 
orities. 

Under limitation order L-l-a, as extended to December 31, 
production of truck trailers of five tons or more in the period 
from September 1 to December 31 was limited to two-thirds of 
the output in the first half of 1941. 

“Decision to exempt these heavy trailers from the limi- 
tation was reached by the division of civilian supply because 
it recognized that trailers of this type provide the most econom- 
ical form of commercial highway transportation, both from 
the standpoint of cost and metals cortsumed,” said the OPM 
announcement. 

“Limitation order L-l-a is accompanied by preference 
rating order P-54, which assigns an A-3 rating to materials 
going into the manufacture of truck trailers. 

“At the same time, Mr. Nelson removed all limitation 
on the production of bodies and cabs for medium motor trucks, 
which also are covered by limitation order L-l-a. This re- 
striction is considered unnecessary because output of bodies 


and cabs naturally will be governed by production of medium 
truck chassis.” 





RAIL PASSENGER SERVICE 


“American and Canadian railroads stepped up their pas- 
senger service appreciably in 1941, it is disclosed in the sixth 
annual train schedule survey conducted and released by Railroad 
Magazine,” according to the Association of American Railroads. 

“According to the study, daily runs operating at an average 
speed of 60 miles or more per hour, with all types of motive 
power, rose during the past year from 1,226 to 1,462, an increase 
of 19 per cent, and the distance traveled by these trains grew 
from 63,447 to 76,818 miles, a jump of 21 per cent. 

“Inclusion of high-speed trains that run only on certain days 
boosts the number of mile-a-minute to 1,526 with a mileage of 
85,645, the tabulation reveals. A year ago such runs totaled 
1,294 and the mileage aggregated 73,165. 

“At the present time, the survey shows, there are 34 runs 
booked at 75 miles or more per hour, and the mileage covered by 
them is 3,091. Twenty-nine of these are daily runs amounting 
to 2,211 miles—which is double the mileage over which trains 
operated in 1930 at an average speed of 60 miles or more per 
hour. 

“The extent to which the railroads have accelerated their 
passenger service with safety in recent years can also be seen 
from the fact that the speed total of two large eastern railroads 
is greater than that of all the railroads in the United States 
combined in 1936, the survey points out.” 


UNIONS AND TRUCKING OF FOOD 


In the course of discussion in the House, December 1, of 
proposals for curbing strikes in defense industries, Representa- 
tive Walter, of Pennsylvania, said that in the trucking of food- 
stuffs, ‘“‘a whole raft of unnecessary charges” were imposed by 
labor unions, cutting down on the farmers’ income and increas- 
ing the cost of food to consumers. 

“In a nation where a substantial proportion of the popula- 
tion suffers from inadequate diet, such hijacking of the cost of 
food is criminal,” he said. 

He declared that in New York City the over-all cost of de- 
livering fruits and vegetables from freight car to retail store 
was $112 more a carload when delivery was taken through the 
lower Manhattan Market where such practices were prevalent 
than when delivery was taken through other markets where 
such practices were less prevalent. He cited disclosures made 
with respect to activities of New York City Truck unions in 
the trial of leaders of the New York Teamsters’ Local 807 after 
they had been indicted by a federal grand jury in 1938. 


HOLIDAY TRAIN TRAVEL 


“With hundreds of thousands of furloughed service men 
going home for the holidays, in addition to the usual Christmas 
traffic, the nation’s railroads are set to handle this year what 
will probably be the largest mass movement of long-distance 
passenger travel in all their history,’ says the Association of 
American Railroads. 

“Plans for taking care of the movement include the op- 
eration of hundreds of special trains and extra sections, with 
thousands of cars added to regular trains. During the rush 
period, the railroads will run more than 20,000 passenger trains 
daily, or 2,000 a day more than ordinarily are necessary. 

“The army has relaxed its regulations to permit as many 
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as half the troops to be absent on leave at the same time be. 
tween December 13 and January 11. Under this arrangement, 
it will be possible for almost three-quarters of a million men 
to go home at once. This is double the entire strength of the 
army just a year ago. 

“Since the center of population is in the North and East 
and the center of military training is in the South and South. 
west, the average journey of the special trains on which most 
of the service men will travel will be about 800 miles, with 
some specials running more than 2,000 miles. Men who have 
the longer distances to go will be allowed furloughs of 16 days, 
and the others will be given 10 days between December 20 
and January 4.” 


Ship Operating Fees 


Establishment of a scale of uniform maximum agency fees 
for operating vessels owned by or chartered to the Maritime 
Commission has been announced by the commission. The new 
scale becomes effective December 1, it being understood that 
all agency fees on unfinished voyages shall continue under prior 
arrangements, says the commission which adds: 


Operators who charter commission-controlled ships on a bareboat 
basis shall receive the maximum earning of one cent per vessel's bale 
cubic foot per month only so long as vessels are operated on the berth 
of the barcboat charterer or only so long as the vessels are operated 
in a trade where no berth operator is recognized. This is the rate 
that is specified in existing charters and covers the operator’s over- 
head and profit. 

If such vessels are assigned to trades where the bareboat charterer 
is not recognized as the berth operator, the new scaie provides that 
the one-cent fee shall be divided as follows: two-thirds of a cent to 
the bareboat charterer and one-third of a cent to the berth operator. 

The maximum fee for berth operators in all trades shall be one- 
third of one cent per vessel’s bale cubic foot per month. This fee is 
intended to cover the services of the berth operators’ own organiza- 
tion at all ports where it is maintained. Maximum agency fees at 
ports where the berth operator customarily employs agents and does 
not maintain an organization, shall be as follows: 


General Cargs, Inbound (at all ports of call) 


CD eh ee ID ND oi ign ns becse kane piss eeoed $ 50.00 
ee OO Ae ND BNIB. 6.idvcecces ccescnessenses BOD 
Ne 150.00 
ee ee ere 250.00 
General Cargo, Outbound 
Se ne ON CE eds knee bien ade k eee’ cess $100.00 
ee ee) ee IN INE 6 os ov ns cencs.cecesemensive 160.00 
eee 300.00 
Oe ee Ne Bn 5 55s whe oda wsepe acres cans 500.00 
Ore Loadings and Unloadings 
in NC On aie nals eee wh ee wh ean ewan $ 50.00 
PN nL ce cb wkbab wees pwich casa banee sas 100.00 
Bulk Cargoes—loading or unloading 

$100.00 

Vessels entering or clearing in ballast............ 50.00 


No brokerage or commission shall be authorized or paid on ship- 
ments consigned to or shipped by any government agency on vessels 
owned by or chartered to the Maritime Commission. 


CONTROL OF EXPORTS . 


With the statement that it was further strengthening ex- 
port control, the Economic Defense Board, Office of Export Con- 
trol, issued on December 3 its current controls bulletin No. 3, 
containing the following provisions: 


1. Effective immediately, general licenses are revoked for the ex- 
portation of all forms, conversions and derivatives of textile, sewing 
and shoe machinery to all destinations except Canada, Great Britain 
and Northern Ireland, Newfoundland, Greenland, Iceland and the 
Philippine Islands. 

2. Because of limited supplies, the board will issue general licenses 
for shipments of 25 chlorine compounds, several types of machinery 
and other miscellaneous items, effective December 15, 1941, to the above 
countries only. 

3. Also effective December 15, shipments of any articles or ma- 
terials under general license to countries other than the following 
will be discontinued: British Empire, Netherlands Indies, Soviet Russia, 
unoccupied China, Belgian Congo, Free France, other American re 
publics, Greenland, Iceland, Turkey, Iraq, Iran, Saudi Arabia, French 
western hemisphere destinations, Liberia, and Bahrein Islands. 

Shipments to destinations other than those listed must be avu- 
thorized after December 15, in each case by individual license. 


The bulletin said general license provisions had been ex- 
tended to Iran, Saudi Arabia and the Bahrein Islands with 
respect to certain commodities which might be exported under 
general license to the British Empire. 





ISTHMUS RAIL AND WATER ROUTES 


Representative Plumley, of Vermont, in an extension of his 
remarks in the Congressional Record, said he had been irked 
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because nobody had realized the necessity for unlimited op- 
portunity for egress and access to the two oceans through the 
Central American isthmus. He said for the last six or seven 
years he had been “kicked all over a 10-acre lot” because he 
believed and still adhered to the belief that the United States 
jong ago should have taken advantage of an opportunity to 
have a Nicaraguan canal and a Nicaraguan railroad. 

The transcontinental railways of the United States and 
Canada could not absorb all interocean traffic, he said, adding 
that “even today they are hardly able to cope with increased 
transportation requirements from the eastern regions of 
America to the industrial centers on the Pacific.” 

“Do you realize,” he said, “that with war threatening in 
the Pacific there are only five routes crossing Central America 
from coast to coast—the Panama Canal; the Panama Railroad; 
the Costa Rican Railroads from Puntarenas on the Pacific to 
Puerto Limon on the Atlantic; the International Railways of 
Central America, which cut through Guatemala from San Jose 
to Puerto Barrios; and the Tehuantepec Railroad from Salina 
Cruz to Puerto Mexico.” 

He said the Panama Canal alone was not sufficient; that 
large aircraft carriers and ships like the Normandie could not 
pass through the locks, and that this canal was dangerously 
vulnerable. 


RIVERS AND HARBORS BILL 


Representative Knutson, of Minnesota, suggested in re- 
marks in the House December 1 that it would be wise to hold 
up the omnibus rivers and harbors bill “until after the elections 
next year,” after Representative McCormack, of Massachusetts, 
the majority leader, had said he doubted if the bill would come 
up until January. 

Mr. McCormack made that comment after Mr. Knutson 
had asked when the majority leader expected to “open up the 
ice box and bring forth that luscious piece of pork known as 
the rivers and harbors bill.” 


MAIL SERVICE TO GREECE SUSPENDED 


The Post Office Department has announced that post- 
masters have been directed to decline to accept for mailing, 
until further notice, any mail articles addressed for delivery 
in Greece. 

The department said that, “due to the present disturbed 
conditions abroad,” facilities for the onward transmission of 
mails for Greece had been interrupted and that, as a result, 
mail for Greece dispatched from the United States since the 
invasion of that country was being returned to origin with the 
labels of the sacks endorsed “Service Suspended.” The sus- 
pension, it said, applied also to air mail. 


M. C. CONTRACT DISTRIBUTION 


Participation by the Maritime Commission in the defense 
contract distribution clinic program sponsored by the indus- 
trial promotion section of the Office of Production Management 
has been announced by the commission. 

A display comprising six groups of portable panels carry- 
ing 94 items required for the ship construction program of the 
commission makes up the exhibit, which has been prepared 
and will be shown for the first time at the Hotel Waldorf- 
Astoria in New York on December 3, 4 and 5, according to the 
commission. It said the next showing would be at Dallas, Tex., 
December 11 and 12. 

The items in the commission’s exhibit consist of gears, 
valves, flanges, couplings, brackets and various other ship fit- 
tings which can be manufactured in a small plant. Although 
all of the items required by the commission in this category 
are not shown, the exhibit is accompanied by a representative 
of the commission who will explain to manufacturers interested 
the details of the commission’s needs. Manufacturers inter- 
ested in the production of any of the items shown are being 
requested to communicate directly with the procurement sec- 
tion, division of construction, of the Maritime Commission. 


M. C. CONTRACTS INQUIRY 


Chairman Bland, of the House merchant marine commit- 
tee, announced December 1 on the floor of the House that, 
beginning December 3, his committee would investigate, “first, 
the matter of all moneys paid by any persons having defense 
Contracts or otherwise with the Maritime Commission, or with 
any other agency under the jurisdiction of said committee, for 
any alleged services in connection therewith; second, all bene- 
fits received by any person in connection with said contracts; 
third, all activities by any person for a consideration, monetary 
or otherwise, in connection with the procurement of said con- 
tracts or efforts to procure defense contracts or otherwise, 
Whether consummated or not; and fourth, all matters in the 
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public interest related to or connected with the general in- 
quiries above outlined or that may throw light on the subjects 
of said inquiry.” 

He invited all persons, “members of Congress or other- 
wise,” having any information that might be helpful to the 
committee to submit it to him. It was stated at the committee 
room that the hearings would be held behind closed doors. 


M. C. SALE OF SHIPS TO IRELAND 


The House has passed H. J. Res. 246, authorizing the 
Maritime Commission to sell two reconditioned vessels from its 
laid-up fleet, the West Neris and the West Hematite, to Ire- 
land (see Traffic World, Nov. 29, p. 1411). In a favorable 
report on the bill which he submitted on behalf of the House 
merchant marine committee, Chairman Bland of that com- 
mittee said the ships were now under charter to a private op- 
erator and that they had been made available to an agency 
of Ireland. He observed that charter arrangements had been 
made, after it was discovered that the commission had no 
authority to sell ships, except on a competitive bidding basis, 
but that the commission’s authority to charter would expire 
June 30. The resolution, when enacted into law, he said, would 
carry out in good faith the intent of both governments and 
would be in keeping with “the warm friendship which has al- 
ways existed between the United States and Ireland.” 


DEEP-SEA MERCHANT SEAMEN’S JOBS 


The total number of seamen employed in the U. S. deep- 
sea merchant marine since the outbreak of the war in Europe 
in September, 1939, has fluctuated from a peak of 54,550 in 
October of that year to a low point of 48,463 in November, 
1940, with the total in September, 1941, being 50,115, accord- 
ing to a Maritime Commission report based on a survey made 
by its division of economics and statistics. 

Repeal of the neutrality act restrictions on freedom of 
movement by American merchant ships and “the rapidly in- 
creasing output of new vessels from the nation’s shipyards,” 
said the commission, should eliminate future job shortages 
for skilled seamen. Preliminary estimates showed, it added, 
that the total of deep-sea jobs in the industry would be al- 
most doubled by the end of 1943. On the basis of these esti- 
mates, the commission said it had doubled its training pro- 
gram for both officers and seamen. 


CONTRACTS FOR TUGBOATS 

Contracts for nine seagoing tugboats to cost slightly in 
excess of $1,000,000 each have been made with two shipyards, 
according to the Maritime Commission. The Globe Shipbuild- 
ing Co., Superior, Wis., will build five and the Avondale Marine 
Ways, Inc., New Orleans, Louisiana, four, says the commis- 
sion, adding: 

This makes a total of 13 of this type vessel thus far ordered by 
the commission. Deliveries are to be made between July and Novem- 
ber 1942. 

These tugs, known as design V4-M-Al, are the largest commercial 
vessels of their type, having an overall length of 194 feet, nine inches, 
with a molded breadth of 37 feet, six inches and a designed draft of 
15 feet, six inches, geared Diesel-propelled with 2,250 horsepower. 

The other four are being built by Froemming Brothers, Inc., Mil- 
waukee. 


M. C. SHIP LAUNCHINGS 


Ships being constructed under the Maritime Commission’s 
augmented shipbuilding program are scheduled to slide down 
the ways this month at the rate of one a day, with 30 vessels 
on the December launching list, according to the commission. 

A marked increase in the number of launchings is planned 
for January with 39 vessels scheduled to go down the ways, 
and in February, the tentative schedule calls for the launching 
of 40 additional ships, the commission says. 

Of the 30 vessels to be launched this month, 25 are the 
new Liberty ships, four are general cargo vessels and one a 
tanker. 

The construction division of the commission has announced 
that there are now 48 distinct shipyards in which Maritime 
Commission vessels are being constructed. 

“With the expansion of shipbuilding facilities the number 
of keels laid has materially increased,” said the commission. 
“In December, 44 keels will be laid, 26 for Liberty ships, 10 
for general cargo vessels, six for tankers and two for combina- 
tion passenger-cargo vessels. Thirty-four additional keels are 
scheduled to be laid in January and 31 in February.” 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 


TRAFFIC WORLD enable subscribers always to be 


sure their tariff files are up-to-date. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Faul, Minn. 
Copyright, 1941, by West Publishing Company.) 





(District Court, D. Massachusetts.) An owner may avail 
himself of the Limited Liability Act by pleading it in his an- 
swer when suit was brought. Limited Liability Acts, 46 U. S. 
C. A. Secs. 183-185, 189. 

The purpose of Congress in enacting amendment placing 
a time limit of six months on the filing of a petition to limit 
liability was to cut down the rights and privileges of the ship- 
owner. Limited Liability Acts, 46 U.S. C. A. Secs. 183-185, 189. 

The right to limit liability is wholly statutory, and in order 
for a shipowner to avail himself of the right, he must bring 
himself within the terms fixed by statute. Limited Liability 
Acts, 46 U. S. C. A. Secs. 183-185, 189. 

Before the 1936 amendment, no time limit existed for 
bringing a petition to limit liability. Limited Liability Acts, 
46 U. S. C. A. Secs. 183-185, 189. 

Where respondent filed its answer on June 21, 1937, almost 
a year after the libel was filed, and the case was tried and the 
decree for libelant was affirmed on April 17, 1941, respondent 
was guilty of “laches” and was not entitled to amend answer 
so as to plead Limited Liability Acts involving new issues and 
a new trial at considerable expense. Limited Liability Acts, 
46 U. S. C. A. Secs. 183-185, 189. (General Seafoods Corpora- 
tion vs. J. S. Packard Dredging Co., 40 Fed. Sup. 1015). 





(Circuit Court of Appeals, Third Circuit.)—A vessel which 
takes in such quantities of water as to put her down at the 
head a few days after leaving port cannot be presumed to have 
been seaworthy when she left port and the fact of seaworthi- 
ness must be affirmatively proven. 

In libel for damages to cargo resulting from taking in of 
such quantities of water by vessel, as to put her down at the 
head a few days after she left port, the owner of the vessel 
had the burden of proving that the vessel was seaworthy when 
she departed from port. 


Evidence that thread on sounding pipe and thread on its 
cap were defective so that cap was dislodged by pitching of 
vessel in storm, permitting water to enter bilge through sound- 
ing pipe, authorized recovery by owner of damaged cargo for 
the damages sustained on ground that the vessel was not ‘“‘sea- 
worthy” when she left port a few days before encountering the 
storm and that the damage did not result from a “peril of 
the sea’ within exceptions contained in bill of lading under 
which cargo was shipped. 

If owner of vessel warrants the vessel to be “tight, stanch, 
strong, and in every way fitted for the contemplated voyage,” 
his vessel must be so equipped as to withstand the buffeting 
of a 40-mile gale. 

Where underwriter of owner of damaged cargo gave the 
cargo owner a certain amount as a loan which was repayable 
in event and to the extent that the owner recovered against 
any third party for the damage to the cargo during voyage, 
the owner of the vessel could not defeat cargo owner’s libel 
for damage to cargo on ground that libel was not brought by 
the “real party in interest” on theory that the cargo owner 
had received payment for its losses from the underwriter. 

Where trial of case was commenced March 2, 1939, and 
witnesses were available for speedy hearing of the case, action 
of trial court in subjecting the case, without request of counsel, 
to four adjournments, so that the case was not concluded until 
December 7, 1939, although trial should not have consumed 10 
days, was an abuse of judicial discretion on part of the trial 
court. 

Public policy demands that in the interest of the prompt 
and efficient administration of justice, a trial once entered 
upon should be proceeded with from day to day until it is 
concluded, unless the exigencies of the cause or the public 
interest imperatively require a reasonable adjournment. 

Trial court’s statement that, for purposes of the record, 
the court affirmed respondent’s request for findings of fact as 
presented so far as they were not at variance with the trial 
court’s findings and discussions of facts, did not comply with 
Admiralty Rule relating to findings. Admiralty Rule 46%, 
28 U. S. C. A., following Section 723. 

Findings of fact made by the trial court as required by 
Admiralty Rule should be clear, coherent and self-sustaining. 
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Admiralty Rule 46%, 28 U. S. C. A., following Section 723 
(The Plow City, 122 Fed. Rep. 2d 816.) , 


MONEY FOR HIGHWAYS 


A total appropriation of $79,600,000 for highway improve. 
ments held to be necessary in the interest of defense was ree. 
ommended to Congress this week by the House committee on 
appropriations, in reporting the third supplemental nationa] 
defense appropriation bill. In addition, the bill provides foy 
contract authorizations of $50,000,000 for access roads. Of the 
$79,600,000, $74,600,000 is for military and industrial access 
roads and $5,000,000 is for flight strips along highways for the 
landing and taking off of aircraft. 

The appropriations were recommended under the authoriza- 
tions provided for in the recently enacted highway emergency 
bill. The committee said there was provided by its recom. 
mendation a total of $124,600,000 for access roads and $5,- 
000,000 for flight strips, or a total of direct appropriation and 
contract authority of $129,600,000 as against a total of obligat- 
ing authority requested of $135,000,000. 





INDEPENDENT MOVERS’ ACTION 


The board of directors of the Independent Movers’ & Ware- 
housemen’s Association has decided on exertion of “extra effort” 
by the organization in opposition to granting of operating au- 
thority by the Commission to carriers without “proper and com- 
plete proof or evidence” under the act that such carriers are 
entitled to receive the operating rights or extensions of such 
rights requested. 

J. C. Church, executive secretary of the association, said it 
was brought out in discussions by the board from the new 
applications filed and hearings scheduled many carriers were 
attempting to increase their operating rights and were applying 
for such a large number of states that the board found it im- 
portant, for the protection of carriers with proper and complete 
gg or evidence, to oppose the granting of such rights applied 
or. 

“In addition to opposing unwarranted rights, the directors 
also went on record in opposition to the so-called trade barriers,” 
Mr. Church said. “The latest is the action of the City of Chat- 
tanooga, Tenn., in assessing a fee varying from $10 to $50 per 
truck for all trucks which use the streets of Chattanooga. The 
office of the association has referred this case to the Interde- 
partmental Committee on Interstate Trade Barriers.” 

In a session of the directors with the association’s tariff com- 
mittee, consideration was given to possible publication of a new 
tariff and to an increase in rates, Mr. Church stated. 

Curtis S. Moore, of the United Moving & Storage Co., 
Columbus, O., has been elected a member of the board of direc- 
tors for the balance of the fiscal year or until July, 1942. The 
directors voted to dispense with the winter meeting of the asso- 
ciation, subject to a vote of the membership, and agreed on Chi- 
cago, Ill., as the place and on July 20 to 23, inclusive, as the 
dates of the association’s annual convention. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective, 
as shown: 


MC 654 Sub. No. 1, J. B. Moser, extension, houses, Nov. 21; MC 
1171 Sub. No. 2, Hall Motor Freight Co., extension of operations, Colo- 
rado and Kansas, Nov. 5; MC 1649 Sub. No. 17, Railway Express Motor 
Transport, Inc., extension, Vincennes, Nov. 17; MC 1651 Sub. No. 7, 
Railway Express Agency, Inc., of California, extension, Santa Cruz- 
Watsonville Junction, Nov. 21; MC 1746 Sub. No. 1, Southern Limited, 
Inc., extension, Vincennes-Lawrenceville, Nov. 27; MC 1998 Sub. No. 1, 
Harold C. Mount, Inc., extension of operations, Nov. 24; MC 2387 Sub. 
No. 3, C. I. Gallacher and Sig Rydman, dba Tri-State Motor Ways, ex- 
tension, special commodities, Nov. 12; MC 2869 Sub. No. 8, Union Bus 
Co., extension, Atlanta-Marietta, Nov. 1; MC 6009 Sub. No. 7, Georgia 
Stages, Inc., extension, Griffin, Nov. 13; MC 11220 Sub. No. 19, Gor- 
dons Transports, Inc., extension, U. S. Highway 72, Nov. 13; MC 12224, 
James Arthur McDonald, dba Macks Tours, broker application, Nov. 
21; MC 19190 Sub. No. 7, Flaming Truck Lines, Inc., extension, Camp 
Blanding, Nov. 6; MC 20053 Sub. No. 2, Huff Truck Line, Inc., exten- 
sion, Boute, Nov. 21; MC 20314, John J. Casale, Inc., contract carrier 
application, Nov. 13; MC 21866 Sub. No. 4, Alfred Winfield West, dba 
West Motor Freight, extension, fruit juices and containers, Nov. 24: 
MC 24211 Sub. No. 1, John James Lepkey, dba J. Lepkey, extension, 
wine, Nov. 15; MC 30041 Sub. No. 1, Amstadter Storage & Van Co., Inc., 
extension, household goods, Nov. 24; MC 30262 Sub. No. 3, E. & S$. 
Trucking Co., extension, Middletown to New Haven, Nov. 21; MC 30604 
Sub. No. 4, Santa Fe Trails of Illinois, Inc., extension, U. S. Highway 
24, Nov. 27; MC 32783 Sub. No. 22, Southeastern Greyhound Lines, €X- 
tension, Marietta-Atlanta, Ga., Nov. 21; MC 33084 Sub. No. 2, William 
J. Dobson, extension, fertilizer, Nov. 13; MC 34675 Sub. No. 4, A. A. A. 
Highway «xpress, Inc., extension, Army Depot, Ga., Nov. 24; MC 35320 
Sub. No. 6, Dalby Motor Freight Lines, Inc., Remado extension, Nov. 
17; MC 35320 Sub. No. 7, Dalby Motor Freight Lines, Inc., common car- 
rier application, Nov. 17; MC 36473 Sub. No. 16, Central Truck Lines, 
Inc., extension, Avondale and Wellston, Ga., Nov. 21; MC 37599 Sub. 
No. 1, P. Van Haaren & Sons Storage Co., Inc., extension, points 1n 
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Michigan, Nov. 21; MC 37656 Sub. No. 1, Doyle Trucking Corporation, 
extension, New Jersey, Nov. 21; MC 48213 Sub. No. 2, C. E. Lizza, Inc., 
extension, pentaerythrite tetranitrate, Nov. 21; MC 50023, Kansas City, 
Kaw Valley & Western Railroad Co., dba Kaw Valley Stages, common 
carrier application, Nov. 17; MC 51002, Stone & Ross, Inc., common 
carrier application, Nov. 17; MC 19195, Independent Automobile For- 
warding Corporation, common carrier application, Nov. 17; MC 52318 
cyb, No. 7, Luper Transportation Co. of Oklahoma, extension, Okla- 
homa City, Nov. 17; MC 57629 Sub. No. 1, William H. Cosseboom, ex- 
tension, household goods, Nov. 21; MC 58921 Sub. No. 4, Joyce Willis, 
dba Willis Truck Service, extension of operations, Washington, Nov. 
15; MC 59814 Sub. No. 18, W. A. Johnson, dba Johnson Motor Lines, 
extension, Texas air field, Nov. 15; MC 60850 Sub. No. 6, McDonough 
\otor Express, Inc., extension, Camp Shelby, Nov. 24; MC 61736, Mer- 
chants Van and Storage Co., common carrier application, Nov. 12; 
MC 66562 Sub. No. 351, Railway Express Agency, Inc., extension, Terre 
Haute, Ind., East St. Louis, Ill., Nov. 24; MC 67646 Sub. No. 4, Hall’s 
Motor Transit Co., extension, meat products, Nov. 24; MC 68776 Sub. 
No, 1, Clarence William Ford, dba Ford Transfer, extension of opera- 
tions, Nov. 18; MC 71983 Sub. No. 11, Florida Motor Lines Corporation, 
extension, Homosassa, Fla., Nov. 6; MC 72410 Sub. No. 1, Daniel Ber- 
litz, extension, Connecticut and Maryland, Nov. 21; MC 76439 Sub. No. 
1, Jack Lubin, dba Merchants Express, extension, household goods, 
Nov. 21; MC 77410 Sub. No. 2, T. M. Shackelford, dba Boise ~—asin 
Truck Line, extension, special commodities, Nov. 15; MC 78786 Sub. 
No, 69, Pacific Motor Trucking Co., extension, Camp San Luis Obispo 
water development project, Nov. 17; MC 79140, Earl Ridings, dba Rid- 
ings Transfer Co., common carrier application, Nov. 17; MC 82815 Sub. 
No, 6, R-B Freight Lines, Inc., extension, Redfield to La Plant, S. D., 
Nov. 10; MC 83322 Sub. No. 1, Links Trucking Corporation, extension, 
points in numerous states, Nov. 17; MC 89014 Sub. No. 1, Orren E. 
Smith, extension, Iowa and Illinois, Nov. 24; MC 92018, E. F. Willms, 
common carrier application, Nov. 24; MC 92228 Sub. No. 3, Samuel W. 
Rose, contract carrier application, extension, Meriden, Conn., Nov. 17: 
MC 95108 Sub. No. 1, George H. Schwartz, extension of operations, Nov. 
13: MC 95745 Sub. No. 1, Braver, Healey & Co., Inc., contract carrier 
application, Nov. 24; MC 95922 Sub. No. 2, M. P. Pace, extension, St. 
Louis, Mo., Nov. 24; MC 101280 Sub. No. 1, Francis Black, extension, 
Edgar county, Ill., Nov. 27; MC 101586, John D. Simpson, common car- 
rier application, Nov. 13; MC 102057, Fred Nichols, common carrier ap- 
plication, Nov. 21; MC 102237, V. Mattsen, dba Mattsen Bros., common 
carrier application, Nov. 21; MC 102294, W. L. (Pat) Neff, common 
carrier application, Nov. 24; MC 102310, Raymond P. Thielen, common 
carrier application, Nov. 13; MC 102379, John Arnold, common carrier 
application, Nov. 17; MC 102400, Allen Akin Walker, dba Monroe Trans- 
port Co., contract carrier application, Nov. 19; MC 102443, W. R. Yelver- 
ton, Ned Lowder, Ned Houk and Chester Grain, dba West Texas & 
New Mexico Transportation Co., common carrier application, Nov. 19; 
MC 102532, Fred Paulson, common carrier application, Nov. 13; MC 
102534, Jack Moreland, common carrier application, Nov. 21; MC 102608, 
R. J. Hurst, dba Burlington-Chicago Cartage, common carrier applica- 
tion, Nov. 24; MC 102613, Frank Haynes, common carrier application. 
Nov. 19; MC 102614, F. J. Mears, common carrier application, Nov. 19; 
MC 102651, J. E. Duckworth, contract carrier application, Nov. 17; MC 
102664 Sub. No. 1, William Sebastian, common carrier application, Nov. 
24; MC 102685, Frank Budreck and Joseph Budreck, dba Budreck Truck 
Lines, common carrier application, Nov. 10; MC 102716, John C. Finnell, 
contract carrier application, Nov. 15; MC 102746, Lorin H. Lakeman, 
contract carrier application, Nov. 17; MC 102913, Leo Jackson, common 
carrier application, Nov. 17; MC 102972, Clyde R. Ham, common carrier 
application, Nov. 24; MC 102988, Philip Deschamps, common carrier ap- 
plication, Nov. 21; MC 103004, Walter Camensa, common carrier ap- 
plication, Nov. 17; MC 103005, Orville Johnson, common carrier appli- 
cation, Nov. 15. 

MC 42769 Sub. No. 2, Leslie Reeser, extension, Ohio points, Nov. 21. 


MOTOR VEHICLE TAXATION 


“Americans in 1940 paid an all-time high tax bill of $2,- 
130,147,000 in connection with ownership and operation of motor 
vehicles,” says the National Highway Users’ Conference. 
“Special imposts for highway purposes by state and local gov- 
ernments aggregated $1,374,514,000, while highway users con- 
tributed $755,613,000 to the cost of general government. 

“The Public Roads Administration reports that $196,- 
579,000 of the special highway revenues was diverted to non- 
highway use. 

“Highway revenues from special imposts were produced 
chiefly by gasoline taxes, registration and license fees, while 
contributions to general government were from general levies 
in the form of state sales taxes, property taxes, Federal excise 
taxes, etc., according to the National Highway Users’ Confer- 
ence in its recently published 1942 edition of ‘Registration Fees 
and Special Taxes for Motor Vehicles.’ The publication gives 
detailed information by states of the imposition and use of 
motor vehicle taxes. 


“Chief among the changes in state motor vehicle tax rates 
enacted by any of the 43 legislatures meeting in 1941 is Okla- 
homa’s increase in the gasoline tax from 4c to 5%c per gallon. 
Minnesota reinstated and made permanent a lc per gallon 
emergency gasoline tax which had expired in September, 1940. 
Maine citizens will vote December 10 on a legislatively approved 
‘ec per gallon increase in the gasoline tax. 

“Temporary or emergency taxes were continued in Florida, 
Massachusetts, New York, North Dakota, Ohio, Pennsylvania 
and West Virginia. Gasoline tax increases failed in 6 states 
and reductions died in 5 others.” 
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Eastman on Motor Trafiice Growth 


“The traffic of the motor carriers has been increasing 
quite as fast as, and I believe even faster, than the traffic 
of the railroads,” said Chairman Eastman in an address be- 
fore the Canadian Automotive Transportation Association at the 
Royal York Hotel, Toronto, Canada, Nov. 29. “They are cer- 
tainly doing their share in the national defense program, 
and in a very admirable way.” 


But that was not the only thing he said which might be 
taken as indicating that he was thinking of the motor truck as 
even a greater competitor of the railroad than the public thinks. 
After expressing the thought that the fact of the paved high- 
ways and the motor vehicles operating thereon was a much 
greater wonder than the classic wonders of the ancient world 
he suggested that the motor carrier was doing a larger share 
of the transportation work than the figures indicated. 


“Our best estimates indicate,” said he, “that last year the 
ton-miles of freight transported by truck equalled about 13 
per cent of the total transported by the railroads. The much 
longer average haul of the railroads, of course, swells their 
ton-mile figure, and if the comparison were made in terms of 
the number of tons transported, it would be much more favor- 
able to the trucks. 


“Our ton-mile figure, so far as trucks are concerned, is 
also not much better than what someone has called an ‘educated 
guess,’ and my own guess is that it is somewhat too low.” 


After saying it was clear that motor transportation consti- 
tuted an improvement, for certain kinds of service, Chairman 
Eastman took up the special complaint, he said, of the rail- 
roads that a large part of the cost of highway service was 
borne by the government, and that it was unfair to compel 
them to meet such subsidized competition—a question which he 
said had arisen in England and, he believed, in Canada. 


Saying that as Coordinator he had undertaken to find out 
the facts in regard to that, Mr. Eastman said the result was 
four printed volumes. On that point he said: 


As for the highways, one thing stood out very clearly. It is often 
said that the trucks and busses pay nothing for the use of the public 
roads. The railroads made no such claim to me. They conceded that 
the motor carriers do pay, in special taxes, fees, and the like, a large 
amount for this purpose. Their claim was that it was not nearly 
enough. I found that in the aggregate the motor carriers were pay- 
ing for the use of the roads not far from an adequate amount. To 
this finding the railroads took violent exception. The question has 
now been committed for consideration, along with some other trans- 
portation questions, to a special board of investigation and research 
which was created by the Transportation Act of 1940. While I am 
fully persuaded that ‘my finding was right, I am glad that the matter 
is to be reviewed by this new board. 


As foundation for a declaration that the motor carriers 
were in no way “stepchildren in the Commission’s family” he 
reviewed the legislation under which he said this country, 
although it had an open door policy for new means of trans- 
portation, not in favor of a free-for-all fight with no holds 
barred, was regulating the rail, water, motor and pipe lines. 
He referred to the matter as a four-ring circus. He said 
it was the duty of the Commission to foster and protect the 
motor carriers and he expressed the view that fully half the 
Commission’s time was devoted to motor carrier regulation— 
a “no simple task.” He told about the work of the central 
motor committee of which Commissioner Rogers is chairman. 
He said there were some in the United States who would like 
to see the regulation of motor carriers limited to matters of 
safety, the fixing of maximum rates and perhaps, the correction 
of unjust discrimination. Probably, said he, he was not an 
impartial witness but he thought that such critics were wrong. 
It was his thought that regulation, such as the Commission 
was intended to render, could be a stabilizing force of much 
value to shippers, travelers and carriers alike. He said he was 
not going to give advice but that what he had to say could be 
taken as suggestion. 


The best source of information as to the worth of reg- 
ulation, he said, was the regulated ones. His thought was 
that if the Canadian carriers were to ask their colleagues south 
of the border, he was enough of an optimist to guess that 
the answer would be favorable or at least half-favorable. He 
said the United States was looking forward to the day, “and 
we are trying to hasten it.” when there would be better co- 
ordination among the various forms of transportation, and less 
waste motion. The problem, he said, was to fit the pieces to- 
gether, and he hoped the regulation of rates would work 
in that direction. The general question of the relative economy 
and fitness of the different types of carrier, he said, was one 
of the questions addressed to the new board of investigation 
and research. In continuing his thought beyond the point of 
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his declaration that the trucks were doing their share in the 
national defense program “in an admirable way,” he said: 


The value of the trucks to that program is reflected, not only in 
the increase in their normal traffic, but in the applications which are 
being made to us almost every day for temporary authority to institute 
motor carrier opcrations to meet some transportation need that can 
be met effectively in no other way. As an illustration, I learned only a 
few days ago of a great manufacturing plant that is being erected for 
the construction of huge bomber planes. The parts are to be manu- 
factured in that plant, but the final assembly into the completed planes 
is to be done at two other plants, each located some hundreds of miles 
away. Some of the parts which will thus be assembled will be of 
very large size and unusual dimensions. The problem was to deter- 
mine the best means of transporting these parts to the assembly 
plants. Our army authorities, after studying this problem with great 
care, have decided, I am told, that the best means will be motor 
trucks specially designed and built for the purpose. 

It is quite possible, also, that as our production expands and 
with the complications and unforeseeable contingencies that are likely 
to arise, serious congestion in transportation may develop here and 
there. Truck transportation, because of its great flexibility and mo- 
bility, is particularly well adapted to the meeting of such emergencies, 
and I am told that this has been found by sore experience to be true in 
England, where emergencies have arisen such as I hope we shall never 
be called upon to meet. 


The chairman spoke hesitantly about the question of 
American motor vehicles using Canadian highways between De- 
troit and Buffalo, because he said he did not know all the com- 
plexities pertaining thereto. He said the railroads for many 
years had used the route and it seemed reasonable the trucks 
should have a similar opportunity. The case for such use 
was all the greater now by reason of the emergency and the 
help it would give the national defense program, by reason 
of the saving of time. He suggested like development of trans- 
portation between the two countries by all means of transport. 





CONVICT-MADE GOODS TARIFF 


C. F. Jackson, manager of the traffic department of the 
American Trucking Associations, Inc., has announced the issu- 
ance by the ATA tariff bureau of a memorandum tariff (not 
filed with any regulatory authorities) containing a summary of 
state and federal regulations relating to the transportation of 
goods produced in prisons or by convict labor. 

The publication was prepared pursuant to a recommenda- 
tion of the National Traffic Committee of ATA. 

“By the Ashurst-Sumners act of 1940,” said Mr. Jackson, 
“which became effective October 14, 1941, the transportation of 
convict-made goods in interstate commerce was absolutely 
prohibited under penalty of fine and or imprisonment. Agricul- 
tural commodities, parts for repair of farm machinery, goods 
manufactured in state institutions for use by other states, and 
goods produced in federal institutions for use by the federal 
government are exempt from the operation of this tariff, but 
the first three classes of exempted commodities are subject to 
earlier federal laws requiring such goods to be plainly marked 
and prohibiting introduction into any state in violation of the 
laws thereof, whether in the original package or otherwise. 
For this reason it is important for carriers to know the state 
laws as well as the federal laws, and they, too, are summarized 
in the above referred to publication.” 


$5 AUTO TAX TROUBLE 


The House appropriations committee this week refused to 
grant an appropriation to the Treasury Department for the 
collection of the $5 tax on each motor vehicle imposed by the 
recently enacted revenue law. It said it was not satisfied with 
the manner and cost of collection proposed, and for that reason 
had withheld any funds for the motor vehicle tax until some 
more economical and feasible method was devised and pre- 
sented for consideration. 

The Treasury had asked for $4,502,554 to meet the ex- 
penses of collecting the motor vehicle tax and the tax on boats. 
The committee pointed out that the number of motor vehicles 
subject to the tax was 32,000,000 and that it was estimated 
that in the fiscal year 1943 the tax, if collected in full, would 
produce $160,000,000 in revenue. The committee said the Bureau 
of Internal Revenue proposed to buy from several firms lists 
of all owners of motor vehicles in the United States. The 
funds requested, it said, contemplated a total of 3,460 employes 
for collection of the tax, consisting of 960 clerical employes 
and 2,500 field deputies. The duties of the field deputies, said 
the committee, would be to visit personally delinquents who 
failed to respond after the second notice that the tax was due. 
Under the method of collection proposed, said the committee, 
the estimated cost a $100 of collection of the automobile use 
tax was $6.40 as contrasted with an actual cost in a previous 
fiscal year of 89 cents a $100 of collection for all types of 
revenue. 


Secretary of the Treasury Morgenthau, at his press con- 
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ference December 1, said that if Congress did not provide the 
money for the collection of the auto tax, the Treasury could 
not collect it and that if the money was not provided, he would 
ask for the repeal of the tax. 


Transeo Truck Coordination 


Through coordinated truck service to 26 states, with con- 
necting-line service to the remaining 22, will be inaugurated 
by Transco System, Inc., December 8. The system will have 
terminal and agency facilities in more than 200 cities and direct 
service to and from more than 2,500 cities and towns. 

The system is not a consolidation of existing lines, but a 
plan of coordination, under which each will retain its existing 
identity and serve the territory it now serves. Under the 
coordination there will be interchange of equipment, speeding up 
of schedules and coordinations of services at junction points, 
The system, it is claimed, will afford shippers faster and simpler 
truck service; will simplify the tracing of shipments; will elimi- 
nate difficulties in routing and insure the movement of ship- 
ments on through rates rather than on combinations of rates, 
The system plans to carry on an educational campaign among 
the employes of its member lines to insure courteous and 
efficient service to shippers. 

The following are members of the system: 


Buckingham Transportation Company of Colorado, Denver, Colo.: 
Buckingham Transportation Company of South Dakota, Rapid City, 
S. D.; Cotant Truck Lines, Pocatello, Ida.; Garrett Freightlines, Inc., 
Pocatello, Ida.; Interstate Motor Lines, Salt Lake City, Utah; Liberty 
Motor Freight Lines, Secaucus, N. J.; Olson Transportation Company, 
Green Bay, Wis.; Trucking, Inc., Detroit, Mich.; Watson Brothers 
Transportation Company, Omaha, Neb.; West Shore Transport Com- 
pany, Sheboygan, Wis. 


The directors of the system are Elton Cooley, president; 
F. R. Nogg, secretary-treasurer; F. V. Watson; J. O. Cotant: 
C. Garrett; H. Olson; H. G. Arnesen; E. O. Ireland; F. J. De 
Lorme, and Oliver Buckingham. Mr. Nogg, formerly general 
sales manager for Watson Brothers Transportation Company, is 
manager of the system. 


TRUCKERS HAUL CHINESE MEDICAL SUPPLIES 


Several common highway carriers joined this week in trans- 
porting a special truckload of medical and surgical supplies 
from New York to San Francisco. The supplies are destined for 
the clinic at West China University, Chengtu Province, China, 
recently bombed. The movement from New York to Chicago 
was via the Keeshin Motor Express Company; Chicago to Los 
Angeles, via the Denver-Chicago, Denver-Los Angeles Trucking 
Company, and from Los Angeles to San Francisco, via Cali- 
fornia Motor Express Limited. The transcontinental trip will 
be completed in ten days. More than 100 trucking companies 
are donating their services in hauling supplies to the New York 
headquarters of the Medical and Surgical Relief Committee 
of America, which forwarded the China shipment. 


MOTOR ORDERS STAYED 
The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 
MC 13017, Thomas F. Talbot, dba Sinton Transfer, common 
carrier application; MC 101965, George J. Holt, dba Holt Dray- 
age, common carrier application. 


C. M. F. A. SAFETY MEETING 


The safety and operations section of the Central Motor 
Freight Association held an all-day meeting at the Stevens 
Hotel, Chicago, December 4. In a talk at the morning session 
on “Winning Friends and Making Profits,” W. B. Montague, 
director of public relations, Trailmobile Company of America, 
Cincinnati, urged truckers to enroll their drivers in the Ameri- 
can Trucking Association’s national safety program contest. 
Activity of drivers in the contest, he said, provided openings 
in the drivers’ companies for promoting company safety pro- 
grams and “put the organizations on their mettle.” In addition, 
he said, such activity promoted the public welfare, enabled 
truckers ‘“‘gracefully to brag a little,” and resulted in the at- 
traction of new business to the operators. 

Other speakers at the session were D. Melville Carr, direc- 
tor of first aid, Chicago chapter, American Red Cross, who 
discussed “First Aid on the Highways,” and Pat Flanagan, 
sports announcer, Columbia Broadcasting System, Chicago, who 
spoke on “Sportsmanship in Driving.” 

At the afternoon session, the following spoke: Harold C. 
Sanford, safety inspector, Commission bureau of motor car- 
riers, Chicago, on “The Driver’s Presence of Mind and Its Re- 
lationship to Safety”; John Gutknecht, judge, Municipal Court 





Decembe} 


of Chicas 
manager 
who urg 
truckers 
part in ¢ 
led by F 
America 
the mee’ 


Spe 
Operato 
per 29, | 
Adminis 
faced WV 
equipm«¢ 
mon seY 
to “dev 
the truc 
by the 
taxes; 
these V 
truckin 
“the al 
needs ¢ 
triotisn 
force © 
usefulr 
along 
goods | 
Tl 
man ¢ 
Walte 
sided. 


| 
the fc 


B- 
Limita 

W 
carryi 
origin 
destin 
cost V 
all co 
the a 
to des 
the c 
trans} 
distin 


at I 
dock 
by | 
Fau 
Cha 
Nat 
com 
tors 


Jam 





NORLD 


vide the 
ry could 
ne would 


vith con- 
ugurated 
vill have 
nd direct 


S, but a 
existing 
ider the 
eding up 
1 points, 
| simpler 
ll elimi- 
of ship- 
of rates, 
1 among 
OUS and 


rT, Colo.: 
Did City, 
1es, Inc., 
i Liberty 
/ompany, 
Brothers 
rt Com- 


esident; 
Cotant: 
i ae De 
general 
pany, is 


IES 


n trans- 
supplies 
ined for 
China, 
Chicago 
to Los 
rucking 
a Cali- 
rip will 
npanies 
w York 
nmittee 


further 
motor 


ommon 
; Dray- 


Motor 
stevens 
session 
itague, 
nerica, 
Ameri- 
ontest. 
enings 
y pro- 
dition, 
nabled 
he at- 


direc- 
, who 
nagan, 
9, who 


pla C. 
r car- 
ts Re- 
Court 





December 6, 1941 


of Chicago, on “Safety in a Democracy,” and Charles Morgan, 
manager, division of operations, A. T. A., Washington, D. c.; 
who urged those attending the meeting to encourage other 
truckers to improve their maintenance standards and to take 
art in activities of the section. There was a forum discussion, 
led by Harry Chaddick, president, C. M. F. A., and president, 
American Transportation Company, Chicago, who presided at 
the meeting. 


ILLINOIS TRUCK OPERATORS’ DINNER 


Speaking at the annual dinner of the Illinois Motor Truck 
Operators’ Association at the Palmer House, Chicago, Novem- 
per 29, Gael Sullivan, Illinois director for the Federal Housing 
Administration, said that, although truck operators might be 
faced with difficulties because of priorities on materials and 
equipment, there was “no priority on ingenuity and good com- 
mon sense.” The operators could still rely on their own initiative 
to “develop a fair share of the nation’s overland commerce for 
the trucking industry,” said he. He enumerated problems faced 
by the truckers in the replacement of equipment; in mounting 
taxes; in labor relations, and in “wildcat” competition. All 
these would have to be met and overcome, he added, if the 
trucking industry was to perform its necessary task of keeping 
“the arsenal of democracy well stocked” and of meeting the 
needs of commerce and consumers. He said the “practical pa- 
triotism’” of the trucking operators would “stand against any 
force or combination of forces that would attempt to harm the 
usefulness of the trucks in defense or in moving militantly 
along the front line of the nation’s home defense to deliver 
goods on time in good condition and with a decent profit.” __ 

The speaker was introduced by Nathaniel Leverone, chair- 
man of the board, Automatic Canteen Company of America. 
Walter E. McCarron, general manager of the association, pre- 
sided. 


COMPTROLLER GENERAL RULING 


The Comptroller General of the United States has issued 
the following ruling: 


B-21229 (S) Passenger-Carrying Motor Vehicles—Purchase Price 
Limitation and Transportation Costs. 

Where the accepted bid for destination delivery of a passenger- 
carrying motor vehicle specified the ‘‘main factory’’ as the point of 
origin and a local assembly plant as the point from which delivery to 
destination was to be made, and specified a lump-sum amount as freight 
cost which is reported to be a charge applied by the manufacturer to 
all commercial purchases to cover transportation to the assembly plant, 
the actual cost of transportation from the designated point of origin 
to destination may be deducted from the total destination price fixed in 
the contract in determining whether the purchase price, exclusive of 
transportation cost, is within the statutory limit. 20 Comp. Gen. 677, 
distinguished. 





NIAGARA TRAFFIC LEAGUE 


The Niagara Frontier Industrial Traffic League will meet 
at MacDoel’s Restaurant, Buffalo, N. Y., December 8. The 
docket includes reports of the motor transportation committee, 
by Karl S. Wright; the legislative committee by William B. 
Faulkner, and the house committee, by Charles A. Planz. 
Charles J. Ratzel will report on the recent meeting of the 
National Industrial Traffic League in Chicago. The nominating 
committee has submitted the following as candidates for direc- 
tors, seven to be elected at the annual meeting in January, 1942: 


William H. Burns, traffic manager, Pierce Proprietaries, Inc.; 
James R. Clark, traffic manager, Barcolo Manufacturing Company; 
John B. Edwards, traffic manager, Eastern Grain Elevator Corporation; 
James J, Hailey, traffic manager, Niagara Alkali Company; George C. 
Harrer, traffic manager, Harrison Radiator division, General Motors 
Corporation; William J. Holehouse, traffic manager, Trico Products 
Corporation; John W. LeRoy, traffic manager, Houde Engineering Cor- 
poration; Raymone L. O’Brien, assistant traffic manager, Allied Mills, 
Inc.; Charles A. Planz, traffic representative, Standard Brands, Inc.; 
Charles J, Ratzel, traffic manager, Worthington Pump and Machinery 
Corporation; Michael E. Regan, transportation department, Terminals 
and Transportation Corporation; Henry L. Schneider, traffic manager, 
J. H. Williams and Company; Orlo D. Wheaton, traffic manager, Wild- 
root Company, Inc., Karl S. Wright, assistant traffic manager, The 
Carborundum Company. 


K. C. S. ACCIDENT REPORT 


Failure to “obey a wait order” caused a side collision 
between a freight train and a passenger train on the Kansas 
City Southern Railway at Holly, La., Sept. 28, 1941, which 
resulted in the injury of eight passengers, one employe off 
duty, and two train-service employes, according to a report 
of the Commission, written by Commissioner Patterson, on 
its investigation of the accident, No. 2531. The report said a 
“show cause” order would be served on that railroad as to 
Why it should not establish an adequate block signal system 
on the line involved in the accident. 
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Money for Transportation Board 
The Traffic World Washington Bureau 


The House committee on appropriations refused to recom- 
mend to Congress this week appropriation of $246,500 additional 
for the board of investigation and research created by the trans- 
portation act of 1940, referred to as the transportation board. 

The request for the appropriation was transmitted to Con- 
gress recently by President Roosevelt. The money was to sup- 
plement the original appropriation of $100,000 for the board. 
Harold D. Smith, director of the Bureau of the Budget, had 
informed Congress that the estimate of $246,500 would enable 
the board to pursue its program only through September 18, 
1942. 

The House committee gave no explanation in its report on 
the third supplemental national defense appropriation bill as 
to why it had not included anything therein for the transporta- 
tion board. The committee merely listed the fact that the money 
had been requested and that the request was not granted. 

It is expected an effort will be made to have the Senate 
appropriations committee include money for the board when it 
reports the bill which the House committee reported, after 
passage of that bill by the House. Favorable action by the 
Senate on such an item would bring the matter up when the 
bill goes to conference. 

Nelson Lee Smith, chairman; Robert E. Webb, vice-chair- 
man; C. E. Childe, member; Truman C. Gigham, secretary in 
charge of research; T. M. Banks, Jr., general counsel, and L. H. 
Guenther, executive officer, appeared in secret session before 
the appropriations committee November 25. Their testimony 
was made available when the appropriation bill was reported 
December 3. 

It was revealed in the hearing that the board had asked the 
Bureau of the Budget for $770,185 for the balance of the fiscal 
year, but the Bureau of the Budget recommended the $246,500 
for the period from December 1, 1941, to September 18, 1942, 
the date when the term of the board will expire unless extended 
by the President for an additional period of not to exceed two 
years. 


Of the $100,000 now available for the board, it was ex- 
plained that $88,088.52 had been obligated. 


Members of the committee inquired as to the duties of the 
board and these inquiries were answered by Chairman Smith. 

Representative Cannon, of Missouri, chairman of the sub- 
committee at the hearing, asked whether the board expected to 
conclude its work within the statutory period, “or do you expect 
to have to ask the President to extend the life of the board?” 

“The task which the board has to do, if it is to be done 
satisfactorily, cannot be done within the period from now to 
the 18th of next September,” said Chairman Smith. 


Answering further, Chairman Smith said that the board 
anticipated that with the money now recommended by the 
Bureau of the Budget it could, by September 18, 1942, “pretty 
satisfactorily deal with the directive in the act which makes 
it our duty to investigate the question of public aids.” He also 
thought that by September 18 next the board would be able to 
report as to the extent of carrier taxation, a quantitative study 
of taxation, but not a qualitative study, such as he thought 
Congress had in mind. As to investigating relative economy and 
fitness of the various types of carriers, Chairman Smith said 
that that was a job that in one sense would never be done, 
because the question of what particular transportation job rail 
carriers or highway carriers or water carriers were best fitted 
to perform was a question which would vary from time to time 
and be dependent on technological developments affecting those 
several forms of carriers, as well as general economic changes. 


“If you attempted to carry that out, the result would be to 
make this, in effect, a permanent activity,” said Chairman 
Cannon. 


Chairman Smith said he did not mean to suggest that, but 
simply that it was not the thought or the expectation of the 
board that the board could, at any particular time, give an 
answer which was going to be a controlling answer for the 
future. 


Chairman Smith said that with the money available now the 
board did not feel it could exceed that amount in making com- 
mitments to employ: people. 

“Unless you get more money you will be hogtied, will you 
not?” asked Representative Johnson, of West Virginia, and 
Chairman Smith agreed. 

Asked as to what the board had done thus far, Chairman 
Smith said the board had recruited some staff and with that 
very limited staff had made some progress in collecting material 
relating to subsidies and taxation primarily. There was discus- 
sion of the subsidy question as to rail, highway and water 
carriers, with Chairman Smith agreeing that the problems “with 
which we are confronted are very much more complicated now 
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than they were when this act of 1940 was being considered in 
the Congress.” 

“And it creates a very serious question as to the value the 
research is going to have,” said Representative Taber, of New 
York. “‘You cannot have research along this line with the idea 
of anything but temporary legislation on the basis of the cur- 
rent operations of any of these setups.” 

Chairman Smith said the members of the board had not 
taken that view. 

“We feel that it is possible to distinguish between what we 
may term the short run and the long run view; between what 
is clearly an emergency and probably an abnormal situation, and 
what may be expected to be the situation in transportation 
after this emergency passes, whenever that may be,” said Chair- 
man Smith. “It has been our feeling, for example, that the 
board could serve a very useful purpose, which, so far as we 
know, no other agency is presently concentrating upon, in at- 
tempting to facilitate the post-war adjustment which is going to 
be necessary in the transportation field.” 

“I do not think any greater mistake could be made, nor 
one that would be more apt to result in disaster,” said Repre- 
sentative Tabor. “This idea that we can plan that situation 
when we are in this kind of a turmoil, which is what that 
situation is going to be, will head the whole country to a 
disaster, and unless we get away from that we are going to be 
in an awful mess.” 

Representative Ludlow, of Indiana, asked Chairman Smith 
how important he thought it was that air transportation be 
brought within the scope of the board’s studies. Chairman 
Smith thought it was most important, and, in answer to another 
question, said he did not think the board could do a complete 
and well-rounded job without including air transportation. 
The act did not direct the board to investigate and report 
as to air transportation. 

Answering Representative Wigglesworth, of Massachusetts, 
who said that the board had submitted a proposed “functional 
organization chart which looks almost big enough to cover the 
City of Washington,” and that “your setup is based on a per- 
sonnel of 295, at a total cost of $922,260,” Chairman Smith 
said the $922,260 would be on an annual basis. In reducing 
the appropriation estimate, the Bureau of the Budget cut the 
proposed personnel to 103. 

Chairman Cannon inquired whether all the data of the 
I. C. C., the Federal Coordinator of Transportation, and the 
Maritime Commission were not available to the board, and 
Chairman Smith said that that was true. 

Representative Wigglesworth said it was hard for him 
to see “why you should need such a complicated administrative 
setup to conduct these three lines of investigation when you 
have already got these other setups from which you can draw 
very largely, I assume, the information you need for your 
work.” 

Chairman Smith said considerable information was avail- 
able, but that there was a large opportunity for further in- 
tensive and valuable investigation. Neither in the I. C. C. nor 
in the Maritime Commission,. nor in any other study it had 
found, was there currently available information from which 
the board could reach a decision on the subsidy and taxation 
questions, said Chairman Smith. 

“We feel that were we free to go into the field of economic 
fitness we might, as he (Coordinator Eastman) did, disclose 
vast unutilized opportunities for economy, as well as the much 
misused term of coordination,” said Chairman Smith. “We 
intend to use all the materials available, but we do not think 
they are adequate for the purposes of the study.” : 

Chairman Smith had mentioned that the board had had 
requests from certain government agencies for information 
relative to defense data. Chairman Smith, in answer to ques- 
tions as to that, said the board had been asked by the War 
Department, for example, to consider a plan it might use for 
increasing transportation efficiency in connection with the al- 
location of traffic between rail and highway carriers for the 
purpose of that department. The board had been in touch 
with Ralph Budd, defense transportation commissioner. Asked 
by Representative Ludlow, of Indiana, whether these defense 
requests diverted the board from its statutory purposes, Chair- 
man Smith replied: 

“T think not, but I think they might.” 

“If Congress wanted that work done, it should have said 
so in a statute,”’ said Mr. Ludlow. 


A. T. & S. F. NEW “FLOATING” CAR 

The Atchison, Topeka and Santa Fe is placing in service, 
in its El Capitan, 39%-hour Chicago-Los Angeles passenger 
train, a new pendulum type passenger car, designed for added 
riding comfort. The body of the new car is suspended at its 
four corners from soft coil springs in order to eliminate the 
swaying and lurching common in ordinary cars traveling at 
high speeds. It has undergone exhaustive tests at speeds above 
100 miles an hour with favorable results. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members Gre 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade. 
quately and promptly informed.—Editor THe Trarric Wort. 





The Traffic Club of Cleveland will hold a bi-monthly dinner 
and forum meeting at the Hotel Cleveland, December 8 
Speakers will include: J. P. Kelley, assistant to vice-president 
Chesapeake and Ohio; C. J. Madigan, president, Motor Express. 
Inc.; Charles C. Hartzell, vice-president, General Carloading 
Company; Don B. Wilson, district traffic manager, United Air 
Lines; W. J. Yates, Railway Express Agency, and A. T. Wood 
president, Lake Carriers Association. Andrew H. Brown, trans. 
portation commissioner, Cleveland Chamber of Commerce, and 
chairman of the forum committee, will preside. There will be 
a program of music. The annual dinner will be held February 
5, 1942. A dinner dance will be held for members and their 
wives at the Carter Hotel, January 17, 1942. 





The Transportation Club of Salt Lake City, Utah, will hold 
its annual Christmas party at the Hotel Utah, December 13. 
There will be a dinner and dance and a floor show. 





At a meeting of the Junior Traffic Club of St. Louis at the 
Gatesworth Hotel, December 3, Harry Copland, manager, 
Roosevelt Hotel, and vice-president, Downs, Mohl Company, 
spoke on “Selling St. Louis to St. Louisians.” There was a 
program of magic tricks by J. B. Smith. 





The Traffic Club of Denver will hold a Christmas dinner 
dance at the Cosmopolitan Hotel, December 13. 





The Women’s Traffic and Transportation Club of Baltimore 
will hold a dinner meeting and Christmas party for members 
only at the Hotel Longfellow, December 10. There will be a 
distribution of gifts among those present. 





The Transportation Club of Springfield, Ill., has advanced 
~ a for its annual dinner from February 11 to February 





‘The Rock River Valley Traffic Club will hold its annual 
Christmas party, December 17, at the Svea Soner Society Club 
Room, Rockford, Ill. There will be a smorgasbord supper. 





H. F. Slade, assistant cashier, Federal Reserve Bank, San 
Francisco, spoke on “Freezing of Foreign Funds” at a dinner 
meeting of the Oakland, Calif., Foreign Trade and Harbor Club 
at the Hotel Coit December 4. The film “Incredible Rio” was 
shown by arrangement with the Moore-McCormack Lines. Fred 
J. Bills spoke on “Intriguing Legal Aspects of Foreign Trade.” 





The Traffic Club of Houston held a past presidents’ day 
luncheon meeting at the Rice Hotel December 2. Former presi- 
dents were guests of honor. There was a talk by a United 
States Army recruiting officer. Kern Tips, station manager, 
Radio Station KPRC, will demonstrate how football games are 
broadcast at a luncheon meeting December 9. The annual 
Christmas party will be held at the Golfcrest Country Club 
December 19. Toys will be collected at the party for distribu- 
tion to under-privileged children. The annual dinner will be 
held at the Houston Club January 17. 





The board of governors of the Traffic Club of Newark, N. J., 
has elected Frank Kearney, Lackawanna Warehouse Company 
and the Lehigh Warehouse and Transportation Company, chair- 
man, and Art Granzen, Bay Terminals, executive secretary. 
Sound films sponsored by the United Air Lines, American Air- 
lines, and Pan-American Airways will be shown at a forum 
meeting at the Robert Treat Hotel December 8. Chairmen of 
the standing committees for the coming year include: Annual 
dinner, S. V. Rettino; annual outing, J. E. Misner; auditing, 
A. R. Miller; carloading and forwarding, A. N. Bianculli; con- 
stitution and by-laws, J. A. Ready; educational, R. W. Starkey; 
entertainment, H. G. Regan; golf, W. J. Butler; house, W. A. 
Grove; meadow development and deeper channel, J. B. Curry; 
membership, S. Michaels; nominating, R. C. De Kroyft; pub- 
licity, W. A. Kortenhaus; reception, F. L. Collins; speakers and 
papers, H. C. Whitesell; sports, H. H. Pincus; streets and high- 
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ways, H. Black; transportation, air division, C. A. Boillod; 
express division, F. Lanzara; export and import, H. Kowadla; 
coastwise and intercoastal, G. L. Weyant; motor truck, H. F. 
Mowbray; rail freight, L. A. Babcock; rail passenger, R. B. 
Stoll; warehousing and distribution, G. J. Moffatt, and welfare, 
F. J. Folkes. M. F-. Nugent has been appointed historian. 





At the monthly meeting of the Junior Traffic Club of Chi- 
cago at the Palmer House, December 4, there was a round table 
discussion of the question “Should the Government Control 
All Transportation Agencies?” Round table participants in- 
cluded William H. Spencer, dean of the school of business, Uni- 
yersity of Chicago, and chairman, Chicago Regional Labor 
Board; John S. Burchmore, counsel, National Industrial Traffic 
League, and Lewis C. Sorrell, professor of transportation, Uni- 
yersity of Chicago. Ed Henken, freight representative, Missouri- 
Kansas-Texas Lines, Louisville, Ky., and editor of the monthly 
magazine of the Transportation Club of Louisville, spoke at a 
forum meeting at the Palmer House December 2. W. J. William- 
son, general traffic manager, Sears Roebuck and Company, 
will speak at a forum meeting December 16. 





The Woman’s Traffic Club of Milwaukee will hold its annual 
Christmas party December 15. 

T. C. Maurer, traffic manager, 
Jacksonville Traffic Bureau, was elected 
president of the Traffic Club of Jack- 
sonville, Fla., at a meeting December 
1. H. S. Williams, commercial agent, 
Seaboard Railway, was elected vice- 
president, and Louis G. Bayer, assist- 
ant traffic manager, Southern Cypress 
Manufacturers’ Association, was re- 
elected secretary - treasurer. Newly 
elected members of the board of gov- 
ernors are: H. R. Morgan, commercial 
agent, Savannah and Atlanta Railway; 
C. J. Hucabee, traveling freight agent, 
New York Central; Paul R. Dupree, 
American Lumber and Treating Com- 
pany. Holdover members of the board 
are: Willis Callaway, assistant to the 
freight traffic manager, Atlantic Coast Line Railway; Thomas 
B. Grady, traffic manager, Great Southern Trucking Company; 
G. S. Kirkpatrick, plant traffic manager, Maxwell House 
division, General Foods Corporation. 








J. P. Kottcamp, vice-president, Johns Mansville Products 
Corporation, will speak on “Traffic, Industry and Defense” at an 
industrial night dinner meeting of the Woman’s Traffic Club of 
Greater New York at the Park Central Hotel December 9. 
Members will contribute Christmas gifts to be distributed to 
children of the Nativity Day Nursery, the Walter Scott Free 
Industrial School for Crippled Children, and Bellevue Hospital. 





The Traffic Club of St. Louis will hold a Frisco day lunch- 
eon meeting at the Jefferson Hotel December 8. The Frisco 
Lines film “All Clear’ will be shown. The program has been 
arranged by Russell Coulter, general traffic manager for the 
railroad. The club’s annual dinner will be held at the Hotel 
Jefferson January 13, 1942. 





The Women’s Traffic Club of Detroit will hold its annual 
Christmas party at Carl’s Chop House December 11. There will 
be a dinner and a brief business session, followed by dancing 
and bridge. 





The officers and members of the board of the Women’s 
Traffic and Transportation Club of New Orleans will hold a 
tea for the members, December 7, at the home of Mrs. Winifred 
Talley, first vice-president. 





At a luncheon meeting of the Indianapolis, Ind., Traffic Club 

at the Lincoln Hotel, December 9, the nominating committee will 
announce its selection of candidates for office for the coming 
year, 
_ Leonard Dreyfuss, president, United Advertising Corpora- 
tion, spoke at a meeting of the Metropolitan Traffic Association 
of New York at the Hotel Pennsylvania November 27. The 
association’s annual Christmas party will be held December 
ll, and the annual Christmas luncheon will be held December 16, 
both at the Hotel Pennsylvania. Albert Clodfelter, United States 
Industrial Alcohol Company, has been elected secretary. 





George Higgins, sports announcer for Radio Station WT'CN, 
St. Paul, Minn., spoke on “Sports” at a luncheon meeting of the 
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Transportation Club of St. Paul at the Hotel Lowry Decem- 


ber 2. 





The Birmingham Traffic and Transportation Club will hold 
its annual gridiron dinner at the Thomas Jefferson Hotel De- 
cember 8. Cecil Gibbs is chairman of the gridiron committee. 





A. A. Hiby, Chesapeake and Ohio-Pere Marquette, and 
Donald T. Rendall, Mundet Cork Corporation, were elected 
members of the board of governors of the Traffic Club of Brook- 
lyn, N. Y., at a meeting of the board November 18. 





Lieut.-Com. Maurice Sparling, coordinator, fourth district, 
selective service, spoke on “Selecting Our Army” at a luncheon 
meeting of the Los Angeles Transportation Club at the Pacific 
Electric Building December 1. The club will hold an open 
house for members and their guests December 20. There will 
be a program of entertainment, provided by the entertainment 
committee, Joe Leseney, chairman. 





Furman B. Pierce, southern manager, Norton Lilly Com- 
pany, spoke on “Some Young Old Steamship Companies” at 
a luncheon meeting of the Traffic Club of New Orleans at the 
Hotel Monteleone December 1. The meeting was held in honor 
of the Norton Lilly Company’s centennial. A ladies day luncheon 
will be held December 15. 





The South Bend, Ind., Transportation Club will hold a 
Christmas dinner party at the Oliver Hotel December 18. There 
will be gifts for children and adults and a program of enter- 
tainment. The affair is in the hands of the club’s entertain- 
ment committee, Claude Jones, chairman. 





The Traffic Club of Kansas City will elect officers at a 
luncheon meeting at the Hotel Continental December 8. A 
travel motion picture, “Rails to Rainbow’s End,” will be shown. 
The club will hold its annual ladies’ day Christmas luncheon 
December 22. Its annual dinner will be held January 8, 1942. 





The Kalamazoo, Mich., Traffic Club will hold its annual 
family Christmas party the evening of December 16. 





A. C. Schier, new president of the Traffic Club of New 
York, is general traffic manager of the General Foods Cor- 
poration. He was born and educated 
in Cleveland, O., and began work there 
in 1916 with the Traders’ Dispatch, 
later working for the Lehigh Valley 
and Southern Pacific in that city. In 
the period of the World War he was 
with the emergency fleet division of 
the United States Shipping Board. 
After service in the traffic department 
of the Fisher Body Corporation, he 
became traveling representative for the 
American-Hawaiian Steamship Com- 
pany in northern Ohio, in 1923. In 1926 
he became general agent for that com- 
pany in Detroit, Mich., and in 1929, 
general freight agent, in New York. 
Three years later he was appointed 
traffic manager for the Seaboard Great 
Lakes Corporation, New York, and in 
1934 he organized Water Routes, Inc., at Chicago. In 1935 he 
joined General Foods Corporation as assistant general traffic 
manager and a year later was appointed to the position he 
now holds. He is a member of the board and the executive 
committee of the National Industrial Traffic League and chair- 
man of the transportation committee of the Associated Grocery 
Manufacturers of America. At the election, which took place 
at the Hotel Commodore November 25, the following other 
officers were also elected: First vice-president, W. W. Finley, 
Jr., freight traffic manager, Pennsylvania Railroad; second 
vice-president, William P. Rudrow, vice-president, Dichmann, 
Wright and Pugh, Inc.; members of the board, J. P. Krumech, 
traffic manager, American Car and Foundry Company; J. M. 
Breen, general freight agent, New York Central, and Horatio 
W. MacArthur, general traffic manager, U. S. Industrial Alcohol 
Company. New chairmen of the standing committees include: 
Public affairs, Charles W. Braden, National Distillers Products 
Corporation; speakers, A. B. Bierdeman, Nickel Plate; sports, 
A. A. Hiby, Chesapeake and Ohio-Pere Marquette; entertain- 
ment, P. J. O’Connor, Universal Carloading and Distributing 
Company; publicity, Roy W. Nelson, Minneapolis and St. Louis 
Railroad; Membership, Charles H. Beard, Union Carbide Com- 
pany; W. R. Dallow, New York Central; editorial, Asa S. 
Colton; reception, Charles Reinitz, William Spencer and Son 
Corporation; dinner, H. H. Meyer, Chicago and Illinois Mid- 
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land; visiting, D. C. Mead, Chicago and North Western, and 
historical and fine arts, H. O. Havemeyer, Jr., Brooklyn East- 
ern District Terminal. 


The Women’s Traffic and Transportation Club of New 
Orleans will hold a Christmas Party at the Monteleone Hotel 
December 22. Members will donate toys for distribution among 
underprivileged children. The club will hold a business meeting 
at the Monteleone Hotel December 9. 


The Women’s Traffic Club of Philadelphia will hold a 
Christmas dinner dance at the Hotel Philadelphian December 13. 
Mrs. Dorothy Brown D’Auray, chairman of the entertainment 
committee, is in charge. The club will hold a Christmas party at 
the Belgarvia Hotel December 9. Gifts will be distributed and 
there will be entertainment. 





CHANGES IN DOCKET 


Hearing |. & S. M-1740, December 3, Richmond, Va., postponed in- 
definitely. 

Hearing |. & S. M-1752, December 4, Richmond, Va., canceled. 

Hearing |. & S. M-1824 and 1st and 2d sups, and MC C-309, De- 
cember 5, Columbus, O., canceled and reassigned February 4, Public 
Utilities, Columbus, O., Examiner Cosby. 

Hearing MC 1508 Sub. 2 and MC 59238 Sub. 11, December 5, at 
Richmond, Va., postponed to January 20, Hotel Richmond, Richmond, 


Va., Jt. Bd. 108. 

Hearing, MC 88161 Sub. 4, Inland Petroleum Transportation Co., 
Inc., Seattle, Wash., certificate to extend operations, and MC 100471 
Sub. 4, Dependable Tank Transport, Inc., Seattle, Wash., certificate 


to extend operations, set for Dec. 3, Pasco, Wash. 
Hearing MC 101815, December 2, Brooklyn, canceled. 
Hearing MC 23942 Sub. 2, December 4, Raleigh, N. C., 
indefinitely. 
Hearing in 28699, December 4, 
be fixed. 
Hearing |. & S. 5071, December 2, Washington, D. C., is canceled 
and reassigned December 12, Washington, D. C., Examiner Esch. 
Hearing MC 52110 Subs. 11, 12, 13 and 15, December 3, Fort Dodge, 
Ia., canceled. 
Hearing MC 34837 Sub. 1, December 5, 


postponed 


Decatur, Ill., postponed to date tc 


Charlotte, N. C., canceled. 


py Digest of New Complaints 





No. 28747, Public Utilities Commission of the State of Idaho et al. vs. 
Akron & Barberton Belt et al. 

Alleges unreasonable rates on live stock between points in Idaho 
and localities in Pacific coast, inter-mountain and western trunk- 
line territories, and from Idaho to official territory, by failure of 
defendants to publish and maintain joint through rates and to 
maintain a uniform basis of rates for movement of stocker and 
feeder live stock. Also alleges that defendants do not provide in 
their tariffs uniform rules, regulations, practices, mixtures, privi- 
leges and transit arrangements as to live stock in connection with 
the rates complained. Asks a cease and desist order and reason- 
able rates, rules, regulations, etc. (J. G. Bruce, chief of trans- 
portation, Public Utilities Commission of the State of Idaho.) 

No. 28748, Public Utilities Commission of the State of Idaho et al. vs. 
Akron & Barberton Belt et al. 

Alleges unreasonable rates on live stock between points in Idaho 
and localities in Pacific coast, intermountain and western trunk- 
line territories, and from Idaho to official territory, by reason of 


the 5 per cent increase growing out of the decision in Ex Parte 
123. Asks a cease and desist order and removal of the 5 per cent 


increase, thereby permitting live stock rates to revert back to the 
rate structure which the Commission prescribed in Western Dis- 
trict Rates, 17000, part 9, 176 I. C. C. 1, and as amended. (J. G. 
Bruce, chief of transportation, Public Utilities Commission of the 
State of Idaho.) 

No. 28749, Kuner-Empson Ceo., 
& Quincy et al. 

Rates, charges and minima, canned or preserved foodstuffs, from 
complainant’s shipping points at Brighton, Greeley, Longmont, 
Loveland and Lupton, Colo., to destinations in Wyoming and 
Montana, in violation of sections 1 and 3, the undue preference 
alleged being for complainant’s competitors at Billings, Mont., and 
Crowley, Wyo., as to shipments to territory in northern Wyoming 
and southern Montana. Asks cease and desist order and estab- 
lishment for the future of reasonable, non-discriminatory and non- 
preferential rates, charges, minima, regulations and _ practices. 
(R. L. Ellis, 210 U. S. National Bank Bldg., Denver, Colo.) 

MC C-314, motor carrier operations of Arizona coal haulers. 

Investigation instituted by the Commission, division 5, on its 
own motion, to determine whether certain motor carriers, alleged 
to be transporting property from Gallup, N. M., to points in Arizona, 
are engaged in operations in interstate commerce as common car- 
riers or contract carriers of property in violation of the provisions 
of part II of the interstate commerce act. 


Brighton, Colo., vs. Chicago, Burlington 
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Questions and Answers 


. In this column will be answered questions of both legal ana 

practical nature that confront persons dealing with traffic. 4 
specialist on interstate commerce law, who is a@ member of our ape- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the trafic man but to help him in 
his work, 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. O. 


Fourth Section—Aggregate-of-Intermediates—Rates Using 
Proportional Rates as Intermediates 


New York.—Question: It appears to us that the correct- 
ness of your answer to North Carolina, page 1295, Traffic 
World, November 15, 1941, would depend upon the extent of 
the restriction of the proportional rates which were to be used. 

In South Chester Tube Co. vs. Reading Co., 181 I. C. C. 
613, 615, and Mount Royal Rice Mill vs. St. Louis S. W. Ry. 
Co., 183 I. C. C. 456, 458, the Commission found that propor- 
tional rates were properly applicable, as we understand it, 
under Rule 56-C of the Tariff Circular. See the statement on 
page 458 of the Mount Royal case in which the Commission 
stated, when referring to Rule 56 of Tariff Circular, that the 
proportional rates referred to were not so restricted that their 
application as intermediates was precluded. 

Answer: You are correct in your statement that the ex- 
tent of the restrictions of the proportional rate determines 
whether it may be used under the provisions of Rule 56 of the 
Tariff Circular. 

Our answer should therefore be amended to the extent of 
stating that if the proportional rate application refers spe- 
cifically by number to a tariff or tariffs as in the Borden case, 
100 I. C. C. 153, the proportional rate may not be used under 
the provisions of Rule 56, while if it does not refer to a tariff, 
as in the Mount Royal Rice Mills case, 183 I. C. C. 456, it may 
be so used. 

Routing and Misrouting—Carriers 


Illinois.—Question: We have from time to time shipments 
of wide and high dimensions. 

We have recently run into several cases where it was neces- 
sary in order to get these shipments to destination, to move 
them over routes over which the rates do not apply. I am of 
the opinion that there have been cases where, due to there 
being obstructions on the route over which the rates apply, 
through which shipments in question would not pass, that the 
through rates have been assessed on the shipment even though 
it moved over a route over which the rates normally would 
not apply. 

We have now been referred by the carrier to the Inter- 
state Commerce Commission’s decision in the case of the 
Bucyrus-Erie Company vs. New York Central Railroad Com- 
pany, 196 I. C. C. 1. 

So far we have not been able to locate a copy of the Com- 
mission’s decision referred to above and we would greatly 
appreciate your interpretation and also quoting the decision to 
which we have been referred or advising us where it would 
be possible to gain access to this particular volume of the 
Interstate Commerce Commission’s decisions. 

Answer: In Bucyrus-Erie Co. vs. New York Central R. 
Co., 196 I. C. C. 1, the Commission held that an unrouted ship- 
ment consisting of a power shovel, forwarded over a higher- 
rated route because of tunnel clearances, was not entitled to 
the lower rate over the usual route under an emergency rout- 
ing clause; that an exigency within the meaning of the emer- 
gency routing clause, providing: that the provision that routes 
shown in the tariff should be strictly observed, but if, from 
any cause, shipments were routed by carrier via other junctions 
but over lines of carriers parties to the tariff, rates published 
herein would apply, was designed to meet emergency situations 
where carriers find it expedient or necessary to resort to other 
routes in order to move the traffic. 

See, also, Union Iron Works vs. New York Central R. Co., 
218 I. C. C. 607. 
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6 of the protection from the knockout 





Why? , Because the Duryea Cushion Under- 
frame gives double protection to car and 
contents. Huge springs pillow the smacks; 
floating center sills let the car ride over the 
crash, instead of being held rigid against it. 
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Old-style draft gear may “go solid” after 







A loaded box-car, coupling at 
_— - > 5 MPH, hits with the impact 
[here’s no safer, more efficient form of of 400 heavyweights! But 
Duryea gear rolls with the 
punch—keeps lading unharmed. 


taking less than 20% of an impact. Duryea 


cushion gears never stick or get out of order. 





transportation than U. S. rail freight service. 


But all transport gets unavoidable jolts that When you specify Duryea-Cushioned Cars 


damage shipments. Your goods need the shockproof you not only get greater protection for your goods; you 
iS neces- security that only Duryea-Cushioned Cars can give. also save on costs of packing and bracing for ship- 
4 tanger ae _ : ment—on loading and unloading time. When you urge 
to there DURYEA Minimizes Shipping Risk your carriers to adopt Duryea Underframe for all new 


S apply, 
that the : wie 
1 though Underframe deliver shipments in perfect condition, 


y wound while goods sent in cars with ordinary draft gear (the 0. C. DURYEA CORPORATION, 30 Rockefeller Plaza, 


e Inter- old-style “buffer” on freight cars) may arrive battered. New York, N. Y. - Field Building, Chicago, Ill. 
of the 
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Test after test proves that cars with Duryea Cushion rolling stock—you do them and yourself a real favor! 





R. Co., 


sheee 


ONE SMACKS! ONE SLIDES! Photo shows how Duryea float- PHANTOM VIEW shows floating center sills, RAILROAD MEN! Duryea makes ordinary draft 
ing sills lessen shock. Left: Block of wood (sill) against wall giant springs that cushion each blow. Loading gear as obsolete as the horse and buggy—cuts 
will crack when hit with sledge. Right: With spring allowing costs are less—cars can be dispatched quicker maintenance cost and damage claims—costs 
block (sill) to slide, the hardest blows won't cause damage. with Duryea Underframe to give security. little—pays for itself quickly. Investigate now! 




















































Docket of the Commission 





NOTEH—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THs TraFFic WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


December 8—Atlanta, Ga.—Henry Grady Hotel—Examiner Higgins: 
MC F-1666—A. B. C. Truck Lines, Inc., purchase, D. D. Maner, 


December 8—Binghamton, N. Y.—U. S. Court—Examiner Bryan: 
1. & S. M-1861—Bakery goods, bottles, from or to N. J., N. Y. and 
Pa. points. 


December 8—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
1. & S. M-1870—Paper products, etc., between Piermont, N. Y., and 
N. J. and N. Y. points. 


December 8—Buffalo, N. Y.—Hotel Buffalo—Examiner Murphy: 
MC 102589—Faxlines, Inc., Buffalo, N. Y., permit. 


December 8—Charlotte, N. C.—U. S. Court—Jt. Bd. 7: 
MC 101022 Sub. 5—Willett Bros. Transportation, Roanoke, Va., per- 
mit to extend operations. 
MC 103142—Miller Motor Line, Inc., Richmond, Va., certificate. 


December 8—Chicago, IIl.—Sherman Hotel—Jt. Bd. 13: 
MC 2377 Sub. 3—Lency Clairmont Transfer, Inc., Escanaba, Mich., 
certificate to extend operations. 


December 8—Chicago, IIl.—Morrison Hotel—Examiner Konigsberg: 
Fourth section aps. 19190 and 19191—Printing paper from Houston, 
Tex. 
1. & S. 5078—Printing paper, Houston, Tex., to Chicago, IIl. 


December 8—Cleveland, O.—Hotel Cleveland—Examiner Kerttu: 
MC 19010—Harry E. Harvey Mover, Inc., Lakewood, O., certificate or 
permit. 


December 8—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 92: 
MC 8542 Sub. 1—R. T. Garrison Transfer Line, Hampton, Ia., cer- 
tificate to extend operations. ; 
MC 9321 Sub. 1—Producers Produce Transit Co., Clear Lake, Ia., 
certificate to extend operations. 


December 8—Detroit, Mich.—Fort Shelby Hotel—Examiner McGrath: 
28736—Commercial Milling Co. vs. N. Y. N. H. & H. et al. 


December 8—Fargo, N. D.—U. S. Court—Jt. Bd. 158: 
MC 102876—H. Nelson, Veblen, S. D., certificate. 


December 8—Indianapolis, Ind.—State Comm.—Jt. Bd. 72: 
MC 1649 Subs. 14 and 19—Railway Express Motor Transport, Inc., 
Indianapolis, Ind., certificate to extend operations. 
December 8—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 75568—Consolidated Motor Freight Terminal, St. Paul, 
certificate or permit. 


December 8—New London, Conn.—Federal Bldg.—Examiner Rice: 
W-861—Ellsworth S. Wilcox (application on form BWC 3 for a permit 
as a contract carrier by water, covering a new operation). 


December 8—New Orleans, La.—Jung Hotel—Examiner Snider: 
1. & S. 4904—Carpeting, New Orleans to Okla. 

December 8—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 54: 
MC 1727 Sub. 1—Red Ball Transfer Co., Omaha, Neb. 


December 8—Omaha, Neb.—Hotel Fontenelle—Examiner Frizzell: 
MC 1726 and MC 1727—Red Ball Transfer Co., Omaha, Neb. 


December 8—Philadelphia, Pa.—Hotel Adelphia—Jt. Bds. 67 and 66: 
MC 102632—Dagastine Sand Transfer, Port Norris, N. J., certificate. 
MC 102965—J. C. Kindbeiter, Wilmington, Del., certificate. 


December 8—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 27746 Sub. 1—C. E. Hammacker, Duncansville, Pa., certificate. 
MC 45107—Belmar Moving & Storage Co., Wilkinsburg, Pa., license. 


December 8—Providence, R. !.—Narragansett Hotel—Examiner Cave: 
MC 48667 Sub. 1—Coutu Trucking Service, Pawtucket, R. IL, cer- 
tificate to extend operations. 
MC 96426—J. A. Medeiros, Jr., Westport, Mass., certificate. 


December 8—Raleigh, N. C.—Hotel Sir Walter—Jt. Bd. 7: 
MC 102591—Short Line Motor Express, Mount Airy, N. C., certificate. 


December 8—Seattle, Wash.—Olympic Hotel—Examiner Linn: 
MC 6156 Sub. 1 EX—Eads Transfer, Inc., Olympic, Wash., certificate 
of exemption. 


Minn., 


December 8—Shreveport, 
Sullivan: 
Finance 13385—Application of K. C. S. to purchase properties of L. 
& A. and acquire trackage rights over certain tracks. 
December 8—Washington, D. C.—Examiner Brown: 
W-154—Great Lakes Transit Corp. (Form BWC 2—contract carrier ap- 
plication—Form BWC 2A—common carrier application.) 
1. & S. M-1837—Liquors and wines—Baltimore and Philadelphia to 
Atlanta. 
28732—Alcoholic liquors, east to southern ports. 
December 8—Washington, D. C.—Examiner Schweickhardt: 
Ex Parte MC 20—Trunk line territory motor carrier rates. 
December 9—Binghamton, N. Y.—U. S. Court—Jt. Bd. 42: 
MC 102403—Nower Bros., Village of Earlville, N. Y., permit. 
MC 20173—S & D Trucking Co., Livingston Manor, N. Y., certificate. 


La.—Washington Youree Hotel—Examiner 
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December 9—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 101942—Staiano & Sons, Jamaica, N. Y. 
MC &5081—A. P. Whelan, Glen Head, L. I., N. Y. 


December 9—Buffalo, N. Y.—Hotel Buffalo—Examiner Murphy: 
MC 102753—M. B. Clarke, Clarence, N. Y., certificate. 
December 9—Charlotte, N. C.—U. S. Court—Jt. Bd. 7: 
MC 103144—W. T. Holt, Inc., South Richmond, Va., permit. 
December 9—Chicago, IIl.—Sherman Hotel—Jt. Bd. 73: 
MC 2996—Hi Way Freight System, Inc., Chicago. 
December 9—Chicago—Sherman Hotel—Jt. Bd. 73: 
* MC 613 Sub. 2—Century System, Inc. 


December 9—Cleveland, O.—Hotel Cleveland—Examiner Kerttu: 
MC 73652 Sub. 2—P. L. Butler, Toledo, O., certificate to extend opera- 
tions. 


December 9—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 202: 
MC 46510 Sub. 4—Baker Transfer Co., Waverly, Ia., certificate to ex. 
tend operations. 
MC 47884 Sub. 2—V. A. Carmichael, Sigourney, Ia., certificate to ex. 
tend operations. 


December 9—Detroit, Mich.—Fort Shelby Hotel—Examiner McGrath: 
28728—F. C. Strickroot, dba Cadillac Cartage Co. vs. Detroit and 
Cleveland Navigation Co. 


December 9—Fargo, N. D.—U. S. Court—Jt. Bd. 219: 
MC 91696 Sub. 2—Hanson Maves Co., East Grand Forks, Minn., cer. 
tificate to extend operations. 


December 9—Indianapolis, Ind.—State Comm.—Jt. Bd. 72: 
MC 1502 Subs. 38 and 39—Pennsylvania Greyhound Lines, Inc., Cleve- 
land, O., certificate to extend operations. 
December 9—Kansas City, Mo.—Hotel President—Examiner Macomber: 
|. & S. 5068—Grain and grain products, Okla. to Tex. 


December 9—Lansing, Mich.—Federal Bldg.—Jt. Bd. 76: 
MC 1509 Sub. 32—Northland Greyhound Lines, Inc., Minneapolis, 
Minn., certificate to extend operations. 


December 9—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 217: 
MC 50115 Sub. 4—Earl Bray, Inc., Cushing, Okla., permit to extend 
operations. 
MC 102726—Martin Truck Line, Mannford, Okla., certificate. 


December 9—Philadelphia, Pa.—Hotel Adelphia—Jt. Bds. 323 and 199: 
MC 20772 Sub. 1—William Theel, Inc., Glassboro, N. J. 
MC 87533 Sub. 1—Veneziale Brothers, Telford, Pa. 


December 9—Pittsburgh, Pa.—Federal Bldg.—Examiner Woodrow: 
MC 78662 Sub. 2—R. Beatty Motor Express, Washington, Pa., cer 
tificate or permit to extend operations. 
MC 102966—S. J. Carlson, Turtle Point, Pa., permit. 


December 9—Seattie, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 7325, Sub. 1—Black Ball Freight Service, Seattle, Wash. 
MC 7325—Black Ball Freight Service, Seattle, Wash., certificate or 
permit. 
MC 7325 Sub. 2—Black Ball Freight Service, Seattle, Wash., certifi- 
cate to extend operations. 


December 9—St. Louis, Mo.—York Hotel—Examiner Angle: 
MC 102657—W. E. Cleveland and Sons, Salem, IIl., certificate. 
December 9—Washington, D. C.—Examiner Glover: 
* Fourth section ap. 18592—Sulphur to Erie, Pa. 
December 9—Washington, D. C.—Examiner Parker: 
* MC C-229—Contracts, agreements and arrangements between certain 
common carriers by motor vehicle and Chain Deliveries Express, 
Inc. 


December 10—Atlanta, Ga.—Henry Grady Hotel—Jt. Bds. 131 and 238: 
MC 103104 Subs. 1 and 2—Motor Fuels Transports, Inc., Jacksonville, 
Fla., certificate. 


December 10—Binghamton, N. Y.—U. S. Court—Jt. Bd. 42: 
MC 88158 Sub. 4—Collier’s Express, Cortland, N. Y., certificate to 
extend operations. 


December 10—Boston, Mass.—Hotel Manger—Examiner Cave: 
MC 40—Wilson Transportation Co., Inc., Waltham, Mass., certificate 
or permit. 
MC 40 Sub. 2—Wilson Transportation Co., 
certificate to extend operations. 
December 10—Brooklyn, N. Y.—Hotel St. George—Examiner Rice: 
28407—Animal Trap Co. of America vs. Erie et al. 


December 10—Buffalo, N. Y.—Hotel Buffalo—Examiner Murphy: 
MC 102951—R. Heimburg, Angola, N. Y., certificate. 


December 10—Chicago, IIl.—Morrison Hotel—Examiner Konigsberg: 
28682—Board of Trade of City of Chicago vs. G. T. et al. 
December 10—Cleveland, O.—Hotel Cleveland—Examiner Kerttu: 
MC 808 Sub. 2—Anchor Motor Freight, Inc., of Michigan, Flint, Mich., 
permit to extend operations. 
MC 807 Sub. 2—Anchor Motor Freight, Inc., of Delaware, Cleveland, 
O., permit to extend operations. 
December 10—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 54: 
MC 80842 Sub. 1—E. Pickering, Ollie, Ia., certificate to extend opera- 
tions. 
December 10—Des Moines, la.—Hotel Kirkwood—Examiner Naftalin: 
Ex Parte MC 23—Midwestern motor carrier rates. 
December 10—Detroit, Mich.—Hotel Fort Shelby—Examiner McGrath: 
W-732—Nicholson Transit Co. (application for permit as contract cal- 
rier form BWC 2—Exhibits A and B). 
December 10—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 
MC 89782 Sub. 1—Olson’s Nitehawk Express, Warroad, Minn., cer- 
tificate to extend operations. 
December 10—Indianapolis, Ind.—State Comm.—Jt. Bd. 72: 
MC 40858 Sub. 10—Silver Fleet Motor Express, Inc., Louisville, Ky., 
certificate to extend operations. 


(Continued on page 1496) 
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1s the rich lands now known as The Chessie Corri- 
dor, the first white settlers staked out great tracts of 
wilderness—and built tiny log cabins. Today a new 
. this time to build 
great manufacturing plants. There’s still plenty of 


wave of settlers is coming in . 


room to grow in The Corridor, for the industries 
already here and for those coming in ever-increasing 
numbers... attracted by The Corridor’s endless 


resources. Here are abundant raw materials to meet 
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THE CHESSIE CORRIDOR * Served dy CHESAPEAKE and OHIO LINES 





the needs of a diversity of industries. Limitless fuel— 
coal, oil, gas and low-cost electric power. Plentiful, 
pure water flows in The Corridor’s streams, and wells 
up from the ground. Excellent transportation by 
Chesapeake and Ohio’s fast, scheduled freight service 
brings major markets within first to third morning 


delivery range of this desirable manufacturing area. 


Perhaps your company’s wisest move would be to 
follow the present march of new industries into The 
Chessie Corridor. To help you find the answer, you 
should have all the facts—now—about this territory. 


Here’s the WHOLE STORY 
— between covers. Information on 
this important area is now organized and 
available in a new 56-page book you'll be 
proud to have in your library—“The Chessie 
Corridor —Industry’s Next Great Expansion 
Area.” This beautiful book is a graphic 
survey of the resources, conditions and 
opportunities which beckon industry to The Corridor. Copies will 
be mailed to business executives requesting them from INDUSTRIAL 
DEVELOPMENT SERVICE, Chesapeake and Ohio Lines, Huntington, W.Va. 
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HU. SEE... 


AN AU KE, O RIDE! 


© " _ u 
The Famous 


CHICAGO -ST. PAUL-MINNEAPOLIS 


(VIA MILWAUKEE) 


““A MERICA’S FINEST TRAIN” is no idle claim. The 

“400” is just that. You'll discover modern 
coach and parlor car seats so soft and deep they 
practically cradle you in comfort .. . moderately- 
priced meals fit for a king .. . a beautiful observa- 
tion lounge...a friendly, helpful Stewardess. ..and 
a smart tavern-lunch counter, where you can enjoy 
refreshments, listen to the radio, read, play cards 
or just relax. 


On the “400” you ride in luxury at no extra fare. 
Take this famous train on your next trip! Leaves 
Chicago daily at 3 pm. 


COMING SOON.... 
A FLEET of 


“400” Streamliners ! 


R. THOMSON, Passenger Traffic Manager 
400 W. Madison St., Chicago, Ill. 


CHICAGO ond NORTH WESTERN LINE 
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Personal Notes 


W.L. Meyers, chief of the section of tariffs and publishing 
agent Tor the Ceiitral States Motor Freight Bureau, Chicago 
died suddenly at Miami, Fla., November 29, of a heart ailment 
Mr. Meyers was one of the most widely known truck tariff men 
in the country. He had been head of the Central Bureau’s tariff 
activities since its organization and was also active in inter. 
territorial and national truck rate matters. He was buried in his 
home city, Indianapolis, Ind., December 1. The offices of the 
bureau and of the Central Motor Freight Association in Chicago 
were closed on that day. 

William H. Kelly, assistant general passenger agent for the 
Nickel Plate Railroad at Chicago, died November 26. He had 
been with the company 30 years. 

H. P. Allstrand has been appointed chief mechanical officer 
for the Chicago and North Western at Chicago, succeeding 
E. B. Hall, who has retired after serving with the company 
more than 52 years. 7 

Harry G. Fowler, who retired as superintendent of trans- 
portation for the Milwaukee Road at Chicago in 1934, died at 
Irma, Wis., November 30. The company has announced the 
following appointments: H. D. Collingwood, renamed traveling 
freight and passenger agent at Butte, Mont., after serving a 
year in the United States Army; V. E. Straus, city freight agent, 
Spokane, Wash., and R. K. Burns, city freight and passenger 
agent, Tacoma, Wash., succeeding W. M. Woodard, who re- 
signed. 

John W. Smith has been appointed vice-president, opera- 
tions, Frank W. Rourke has been appointed general manager, 
and F. W. Buckpitt has been appointed operating assistant, 
for the Boston and Maine and Maine Central railroads and the 
Portland Terminal Company. 

W. E. Hines has been appointed general foreign freight 
agent at Chicago for the Santa Fe Railway. 

H. E. Graham has been appointed assistant to president and 
general traffic manager for the American Fruit Growers, Inc., 
at Pittsburgh. He formerly was assistant to president and gen- 
eral traffic manager at Pittsburgh for the Jones and Laughlin 
Steel Corporation. 

The Union Pacific has announced the following appoint- 
ments: F. C. Paulsen, general manager, eastern district, Omaha; 
R. E. Titus, general manager, south-central district, Salt Lake, 
Utah; John W. Myers, general superintendent, south-central dis- 
trict, Salt Lake; Arthur E. Stoddard, superintendent, Wyoming 
division, Cheyenne, Wyo., succeeding B. O. Wedge, on leave of 
absence; George C. Fish, superintendent, Utah division, Salt 
Lake, and Harvey A. McDaniel, superintendent, Idaho division, 
Pocatello, Ida. 

Z. G. Hopkins, special representative, Western Railways 
Committee on Public Relations, will speak at a monthly dinner 
meeting of the Santa Fe Club of Chicago at the Railway Ex- 
change Building December 11. More than 350 executives and 
employes of the Santa Fe Railway are members of the club, 
of which N. H. Schulitz is president. 

The business development section of the Central Motor 
Freight Association will hold a holiday get-together luncheon 
at the Hotel Stevens, Chicago, December 15. 

Phil A. Smith, owner, Smith Cartage Company, Chicago, 
has been elected president of the Cartage Exchange of Chicago. 
Others elected include: Vice-president, Charles Farquhar, Jr.; 
secretary, Louis E. Piehl; treasurer, W. J. Broderick; directors, 
R. E. Carroll, Alam C. Dixon, E. P. McNeil, Russell E. Olson, 
and William C. Winkler. 

F. Rios has been appointed acting general agent at Mon- 
terrey, Mexico, for the Missouri Pacific, succeeding O. G. Corral, 
who died. 

The board of directors of the Pan American-Grace Airways 
has made the following appointments: Douglas Campbell, vice- 
president, formerly in charge of the company’s affairs in South 
America at Lima, Peru, transferred to New York; T. J. Kirk- 
land, vice-president, formerly manager of operations, has been 
appointed successor to Mr. Campbell at Lima; J. T. Shannon, 
formerly maintenance engineer, appointed vice-president at 
Lima; C. R. Disher, formerly chief pilot, appointed operations 
manager, Lima; F. E. Nelson, formerly assistant chief pilot, 
named chief pilot, Lima, and B. H. Young, formerly member 
of the maintenance staff, appointed maintenance engineer at 
Lima. 

John H. Jouett, Washington, D. C., was reelected president 
of the Aeronautical Chamber of Commerce of America at the 
chamber’s annual meeting at New York, December 4. Othe7’s 
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“YOU CAN'T 
GET FASTER 
SERVICE!..” 


When you want to get an order double-quick 
—or send a shipment as rapidly as possible—that’s 
the time for Arr Express. You can’t get faster serv- 
ice! Anything that fits in a plane—machines, re- 
placements, blueprints or what-have-you—speeds 
along at 3 miles a minute in the sky, gets special 
handling on the ground. 


Direct between over 370 key cities. Coordinated 
air-rail connections to 23,000 off-airline points. 
Special pick-up and special delivery at no extra 
charge within regular Railway Express vehicle 
limits in all cities and principal towns. Interna- 
tional Arr Express to and from Canada, Latin 
America, Bermuda, Alaska, Hawaii, Australasia, 
the Philippines and Far East. Phone Railway 
Express, Air Express Division. 



















CHRISTMAS GIFTS —To add an extra 


thrill to gifts, send them swiftly, safely, by 
Air Express. Special handling all the way. 


"FASTEST WAY" MEANS AIR EXPRESS 


Division of Railway Express 
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elected include: Vice-presidents, P. G. Johnson, Boeing Aircraft 
Company, Seattle, Wash.; J. Carlton Ward, Jr., Fairchild Engine 
and Airplane Corporation, New York; C. S. Jones, Casey Jones 
School of Aeronautics, Newark N. J.; Harrison Brand, Jr 
Washington, and Howard Mingoes, Washington; secretary, 
Irving H. Taylor, Washington; treasurer, Mr. Brand; assistant 
treasurer, Vincent Ford, Los Angeles, and assistant secretary 
S. J. Moulin, Los Angeles. : 

J. M. Elliott has been appointed assistant to general man- 
ager at Los Angeles for the Atchison, Topeka and Santa Fe 
coast lines, succeeding C. N. Stedman, who has retired after 
more than 40 years of service with the company. 





DOCKET OF THE COMMISSION 


(Continued from page 1492) 
December 10—Jackson, Miss.—Robert E. Lee Hotel—Examiner Higgins: 
MC F-1684—D. C. Hall, purchase, Magee Truck Lines, Inc. 
MC F-1671—Loyd Bond, purchase, Green Truck Lines, Inc. 
MC F-1717—Gordons Transports, Inc., purchase, Green Truck Lines, 
Inc. 


* MC F-1723—H. E. and M. W. West, purchase, Green Truck Lines, 


Inc. 


December 10—Lansing, Mich.—Federal Bldg.—Jt. Bd. 23: 
MC 101560 Sub. 1—Kress & Sons, Inc., Grand Rapids, Mich., permit 
to extend operations. 


December 10—Minneapolis, Minn.—Hotel Nicollet—Examiner Kephart: 


MC 17481 Sub. 2—Moore Motor Freight Lines, St. Paul, Minn., cer- 
tificate to extend operations. 


| December 10—Minneapolis, Minn.—Hotel Nicollet-—Examiner Peterson: 


MC 103190 EX—Winter’s Truck Service, Morris, Minn., certificate of 
exemption. 


December 10—New Orleans, La.—Jung Hotel—Examiner Snider: 
1. & S. 5037—Burlap bags, Atlanta to Gulf ports. 
1. & S. 5048—Burlap bags, Atlanta to Hopewell and Norfolk. 
December 10—Oklahoma City—Skirvin Hotel—Jt. Bds. 88 and 210: 
MC 40085 Subs. 2 and 3—Cain’s Truck Lines, Oklahoma City, Okla., 
certificate to extend operations. 
December 10—Philadeiphia, Pa.—Adelphia Hotel—Examiner Pierce: 
1. & S. M-1643—Lumber, Philadelphia to eastern Pa. points. 
December 10—Pittsburgh, Pa.—Federal Bldg.—Examiner Woodrow: 
MC 73855 Sub. 6—Clare M. Marshall, Inc., Rouseville, Pa., permit to 
extend operations. 
December 10—Richmond, Va.—Hotel Richmond—Jt. Bd. 108: 
MC 3718 Sub. 2—Merchants Trucking Co., Philadelphia, Pa., certificate 











to extend operatiens. 


December 10—Tallahassee, Fla.—U. S. Court—Examiner Sullivan: 
Finance 13424—Application of receivers of Ga., Fla. & Ala. and re- 
ceivers of S. A. L. for certificate permitting abandonment of lines 
in Leon, Wakulla, Franklin and Gadsden counties, Fla. 
December 10—Washington, D. C.—Examiner Cheseldine: 
* Fourth section ap. 17167—Woodpulp from Fernandina, Fla., to Phila- 
delphia, Pa. 
December 10—Washington, D. C.—Argument: 
MC C-178—Canned goods from eastern trunk line territory to Ga., 
N. C. and S. C. 
1. & S. M-1196—Canned goods, Del., Md., N. J. and Va. to southern 
| states. 
27900—In the matter cf class rates within the state of North Carolina. 
December 10—Washington, D. C.—Examiner Cremins: 
Finance 11800—Wilkes-Barre & Eastern reorganization. 


| December 11—Atianta, Ga.—Henry Grady Hotel—Examiner Hand: 
MC 103051—Walker Hauling Co., Waycross, Ga.,e certificate. 


December 11—Binghamton, N. Y¥Y.—U. S. Court—Jt. Bd. 42: 
MC 30983 Sub. 2—Every’s Express, Oneonta, N. Y., certificate to 
extend operations. 


December 11—Boston, Mass.—Hotel Manger—Jt. Bd. 18: 
MC 65413—Alden Motor Transportation Co., Inc., Boston, Mass., cer- 
tificate or permit. 


December 11—Brooklyn, N. Y.—Hotel St. George—Examiner Rice: 
W-107—M & J Tracy, Inc. (authority section 309). 


December 11—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 
MC 48386 Sub. 1—H. Fenzau, Union, N. J., certificate to extend opera- 
tions. 


December 11—Cleveland, O.—Hotel Cleveland—Examiner Kerttu: 
MC C-292—Transporta‘ion activities of the J. Miller Co., Cleveland, 0. 
MC 78228—J. Miller Co., Cleveland, O. 
| December 11—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 54: 
MC 22679 Sub. 3—Replogle Truck Service, Marshalltown, Ia., permit 
to extend operations. 


December 11—Detroit, Mich.—Fort Shelby Hotel—Examiner McGrath: 
1. & S. 4925 and 1st and 2nd sups—Elimination auto axles from iron 
or steel lists. 
December 11—Dover, Del—Federal Bldg.—Examiner Pierce: 
MC 102762—H. G. Graves, Georgetown, Del., certificate. 
December 11—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 
MC 102717—H. M. Brekke, Hitterdal, Minn., certificate. 
MC 102755—C. O. Howard, Oklee, Minn., certificate. 
December 11—Indianapolis, Ind.—State Comm.—Jt. Bds. 60 and 58: 





cate to extend operations. 
MC 83087 Sub. 1-—R. Dceter, Fairmount, Ind., certificate to extend 
operations. 





MC 15945 Sub. 2—Bringwald Transfer Co., Vincennes, Ind., certifi- 
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Route your shipments for 
Texas and the Southwest 









The year round 
























While many other ports will be locked with 


Dependable Co-ordinated 


ice this winter, it will be “business as usual’”’ 


Service Maintained From * * * * at the Norfolk and Western Railway’s modern 

tidewater merchandise terminals located at 

x * EASTERN CENTRAL AND MIDWESTERN Norfolk, Va., on Hampton Roads. For Norfolk 
TERRITORIES ALSO SERVICE FROM is an ice-free, all-year port. 

PHILADELPHIA AND SEABOARD TERRI- Soon the gales will sweep the mountains — 

TO RY VIA SOUTHERN STEAMSHIP there will be sleet and sub-zero weather — huge 

snow drifts will pile up in the valleys. Some 

COMPANY forms of transportation will be paralyzed, but 

Norfolk and Western trains will get through — 

Receiving stations located in principal cities carrying an ever increasing volume of freight 


between the Midwest and the ice-free Port of 
Norfolk and between the North and the South. 





This winter, as seldom before, it is imperative 


LONE STAR PACKAGE CAR CO., INC. 


“FAST COURTEOUS PERSONAL SERVICE” 


that merchandise move without interruption. 
If you have freight going east, west, north or 
south, route it over the Norfolk and Western. 
It will be delivered safely and on time. 





















The Norfolk and Western and the ice-free 
Port of Norfolk will play a vital role in 
domestic and world affairs this winter! 


NeNR”) 
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Modern terminal handling Houston's import 





coffee. This particular lot from Mexico. 






Houston is steadily gaining as a coffee import 


Norfolk 
adWostern 
atlway- 


PRECISION TRANSPORTATION 


COPR 1941 N &W.RY 


port. 






J. Russell Wait, Director of the Port 


Houston, Texas 
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ROUTE VIA 
GALVESTON 
AND 


Be assured of 


CAREFUL HANDLING 
and 


QUICK DISPATCH 





GALVESTON WHARVES 


Est. 1854 


Interior Offices: 434 Board of Trade Bidg., Kansas City 
and 1009 Cotton Exchange Building, Dallas 


Geo. Sealy, Chairman F. W. Parker, General Manager 








TRAFFIC WORLD 


December 11—Minneapolis, Minn.—Nicollet Hotel—Examiner Peterson: 
|. & S. M-1874—Various commodities to and from Twin Cities. 


December 11—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 
MC 66808 Subs. 10 and 11—Powell Bros. Truck Lines, Inc., Springfielg, 
Mo., certificate to extend operations. 


December 11—Pittsburgh, Pa.—Federal Bldg.—Examiner Woodrow: 
MC 36291 Sub. 1—I. Pettigrew, Indiana, Pa., certificate or permit to 
extend operations. 
MC 102971—J. A. Lytle, Altoona, Pa., certificate. 


December 11—Richmond, Va.—Hotel Richmond—Jt. Bds. 108, 12, anq 7: 
MC 102976—A. B. Hopkins, Columbia, N. C., certificate. 
* MC 66562 Sub. 378—Railway Express Agency, Inc., New York, N, Y.. 
certificate to extend operations. 
December 11—Rochester, N. Y.—Seneca Hotel—Examiner Murphy: 
MC 11960 Sub. 1—Hall Bros. Trucking, Rochester, certificate. 
MC 102839—W. L. Platt, Bath, N. Y., certificate. 


December 11—St. Louis, Mo.—York Hotel—Examiner Angle: 
MC 11909—Corbin Truck Line, Inc., East St. Louis, Ill. 


| December 11—Washington, D. C.—Argument: 





| * MC 28005, Sub. 2—Ready Truck Lines, 


27747—Mississippi Cotton Seed Crushers Assn. vs. A. B. & C. et al. 
December 12—Atlanta, Ga.—Henry Grady Hotel—Examiner Hand: 

MC 103149—Beckwith Transport Line, Atlanta, Ga., permit. 
December 12—Binghamton, N. Y.—U. S. Court—Examiner Bryan: 

MC 52753 Sub. 1—Berman’s Motor Express, Binghamton, N. Y., cer- 

tificate to extend operations. 

MC 95948 Sub. 1—H. J. McQueer, Harpersfield, N. Y., certificate to 

extend operations. 

December 12—Brooklyn, N. Y.—St. George Hotel—Examiner Burns: 

* MC 102728—F. J. Trucking Corp., Ozone Park, N. Y., permit. 

* MC 93682 Sub. 3—Blain Driveaway System, West Toledo, O., certifi- 
cate to extend operations. 

December 12—Chicago, IIl.—Sherman Hotel—Jt. Bds. 21 and 53: 

MC 1733 Sub. 2—Lake Shore Moior Transit Lines, St. Joseph, Mich., 

certificate to extend operations. 

MC 103166—Carstensen Freight Lines, Inc., Clinton, Ia., permit. 
December 12—Chicago, I!I1.—Sherman Hotel—Examiner Woodrow: 
Inc., Chicago, permit to ex- 

tend operations. 
December 12—Ccolumbia, S. C.—Wade Hampton Hotel—Jt. Bd. 2: 

MC 76647—G. M. Headden, Columbia, Ss. C., certificate or permit 
December 12—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 201: 

MC 21170 Sub. 10—Bos Freight Lines, Inc., Marshalltown, Ia., cer- 

tificate to extend operations. 
December 12—Dover, Del.—Federal Bldg.—Jt. Bd. 40: 

MC 96417—C. C. Reese, Clayton, Del., certificate. 
December 12—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 

MC 2759 Sub. 2—Schneider’s Truck Line, Lidgerwood, N. 

tificate to extend operations. 
December 12—Leesburg, Fla.—Federal Bldg.—Examiner Sullivan: 

Finance 13508—Application of A. C. L. for certificate permitting 

abandonment of line extending from point near Bloomfield to 
Yalaha, Fla. 
December 12—Lincoin, Neb.—State Comm.—Examiner Frizzell: 

MC 1641 Sub. 4—Peake Transport Service, Hubbell, Neb. 

December 12—Minneapolis, Minn.—Hotel Nicollet-—Examiner Kephart: 

MC 36900 Sub. 1—Metcalf Transfer Co., St. Paul, Minn., certificate 

to extend operations. 
December 12—New Orleans, La.—Jung Hotel—Examiner Snider: 

1. & S. 5074—Binder twine, New Orleans to Texas. 
December 12—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 

MC 38284 Sub. 6—Lyman Truck Lines, Muskogee, Okla., certificate 

to extend operations. 
December 12—Pittsburgh, Pa.—Federal Bldg.—Examiner Woodrow: 

MC 13495 Sub. 1—Nypano Motor Transport Co., Erie, Pa., certificate 

to extend operations. 
December 12—Richmond, Va.—Hotel Richmond—Examiner Joyner: 

MC 76978—Blair Transit Co., Richmond, Va., certificate or permit. 
December 12—Rochester, N. Y.—Seneca Hotel—Examiner Murphy: 

MC 32242 Sub. 3—N. C. Purdie Corp., Stanley, N. Y., certificate to 

extend operations. 
December 12—Washington, D. C.—Argument: 

1. & S. 4815—Wrought pipe to the southwest. 

Fourth section ap. 18996—Iron and steel pipe to Texas. 
December 12—Washington, D. C.—Examiner Berry: 

1. & S. 5069—Abrasives, Worcester, Mass., to Philadelphia, Pa. 
December 12—Washington, D. C.—Examiner Esch: 

* 1. & S. 5071—U. S. postal cards. Ohio River crossings to south. 


D., cer- 


December 12—Washington, D. C.—Examiner Nye: 
* Finance 13541—Application of trustee of N. Y. S. & W. for authority 
to operate over Middletown & Unionville and N. Y. O. & W. 


December 12—Watertown, S. D.—Lincoln Hotel—Jt. Bd. 293: 
MC 102696—R. O. Pederson, Watertown, S. D., certificate. 


December 13—Binghamton, N. Y.—U. S. Court—Examiner Bryan: 
MC 72358 Sub. 1 EX—R. E. Cunningham, South Otselic, N. Y., cer 
tificate of exemption. 


December 13—Binghamton, N. Y.—U. S. Court—Jt. Bd. 42: 
MC 1 Sub. 1—Eschenbach and Rodgers, Inc., Scranton, Pa., permit to 
extend operations. 


December 13—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 90200 Sub. 1--Ben’s Express, Maywood, IIl., certificate to extend 
operations. 
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* . 
(ittention Shippers! 
——— 
You likely are employing mo- 


tor carriers with tariff which in certain instances contain rates 
based on mileage in which event you should immediately pro- 
are copy of new Mileage Guide No. 4, MF-I. C. C. No. 27, 
cancelling Mileage Guide No. 3, effective December 15, 1941, as 
fled by the Household Goods Carriers’ Bureau. 


The new Mileage Guide aside 
from the highly pleasing ar- 
rangement of distances in tariff 
page form showing specific 
mileage to over 125,000 ship- 
ping points, also reveals the 
startling engineering changes 
in this nation’s network of 
federal and state highways re- 
flecting reductions in most 


forwarded without cost for ex- 
amination, upon your request. 
It is decidedly in your interest 
as a shipper to encourage your 
motor carrier of freight to gov- 
ern his mileage rates under the 
new scientific method as pro- 
vided by Mileage Guide No. 4. 


of this Guide are ob- 
copies 


Copies 
tainable at $4.00 each; 


canes, come upwards to 100 of the Carrier Directory and 
miles. Guide plus supplement service 
A sample chart demonstrating $6.00. Supply is limited. Or- 
such changes between 1,275 ders will be filled subject to 
major shipping points will be available stock. 


WRITE NOW FOR YOUR FREE 


SAMPLE CHART. ..NO OBLIGATION 





HOUSEHOLD GOODS CARRIERS’ BUREAU 


J. F. ROWAN, Executive Secretary 


1424 Sixteenth Street, N. W. Washington, D. C. 








53. per week 
provides you 
with a brand 
new rate book 


Try this improved rate book for ten days — 









if it hasn't sold itself then, just return it. forming to I. C. C. standards, and a 


book that has states and towns alpha- 
betically arranged and is so indexed. 


Shippers and transportation men have 
used this book for twenty-seven years 
— we have published it from the begin- 
ning — 1914. They have had, and you 
will have, rates to inland and prepaid 
towns of 100 population and over, and 
to all agency stations. 


And they have always had, and they and 
future subscribers will have, rate changes 
on or before effective dates. Wouldn't that 
help? Subscribers get easily inserted 
supplements monthly, more often when 
necessary. We also send monthly a 
complete list of effective Pages so you 


can check the latest revised pages at 
any time, 


Our twenty-seven years of successful 
publishing are the result of three things: 
first, accuracy of our information; 
second, promptness of our service; 
third, the ease, speed, and convenience 
with which subscribers find the informa- 
tion they want. 


The best way to find out if you have 
been missing something is to try the 
book. Write us on your business letter- 
head and we will send the book for you 
to use for ten days. Then, if you decide 
you don’t want it, send it back without 
obligation. The cost of the service 
averages only 53c a week (plus 4c a 
week for express and postage.) 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 
Publishing Rates Successfully Since 1914 


MOTOR LINES—Use the book for checking inter-line bill- 
ing; it saves hours otherwise spent looting through tariffs. 


Now you will get a still more improved 
book—larger pages, 814"x11", con- 
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PERFECTION ON RAILS 


THE ARIZONA LIMITED 


BETWEEN CHICAGO—KANSAS CITY AND TUCSON—PHOENIX 






———— “. 
—s 


=> 


THE ONLY THROUGH 
STREAMLINED TRAIN TO 
SOUTHERN ARIZONA 


All- Pullman, all-private room 
accommodations, with room- 
ettes, single and double bed- 
rooms, compartments and 
drawing rooms. Stewardess- 
Nurse Service. De luxe Dining 
Car. Buffet Lounge-Observation 
Car. Extra Fare. 
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Departures every second day 
beginning December 15 
No. 29 SCHEDULE No.30 
8:45 pm Lv. Chicago Ar. 9:30am 
8:44am Ar. Tucson Lv. 8:33 pm 


11:25am Ar. Phoenix Lv. 6:00 pm 


Rock 


For information, consult 
A. D. MARTIN, Pass’r Traffic Mer. 
Rock Island Lines 
723 La Salle St. Station, Chicago, III. 





STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York’s West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 
offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may be leased 


eHigh safety standards—low insurance rates 
e Live steam for manufacturing purposes 
e Fast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th—West 27th Streets—lIlth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 
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FLORIDA EAST COAST RAILWAY 


ANNOUNCES 






OVERNIGHT 
FREIGHT SERVICE 


JACKSONVILLE TO MIAMI 


and intermediate 
stations 
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EAST COAST 


VERNITER 


NEW YEAR-AROUND EXPRESS FREIGHT TRAIN 
SAVES ONE DAY 


Florida East Coast Railway inaugurates the FIRST and 
only “OVERNITER” Jacksonville to Miami, Fla. 


(10 hours running time.) 





This provides the fastest merchandise service in the 
Southeast. Receipts from shippers and connecting 
carriers at Jacksonville by 4:00 P.M. given next morn- 
ing delivery at all principal Florida East Coast cities. 


Route your orders “FLORIDA EAST COAST 
RAILWAY.” Pick-up and delivery service available. 


Call our nearest representative for further details. 


H. E. C. Hawkins, Chief Freight Traffic Officer 
St. Augustine, Florida 


FLORIDA 
EAST COAST 


“alu aipe 











TRAFFIC WORLD 


— 13—Columbia, S. C.—Wade Hampton Hotel—Examiner Van 
yke: 

MC 78170 Sub. 3—Parrish Dray Line, Inc., Sumter, S. C., certificate 

to extend operations. 

December 13—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 146: 

MC 102833—Ackerman Coal & Transfer Co., Ft. Dodge, Ia., permit, 
December 13—Des Moines, ta.—Kirkwood Hotel—Jt. Bd. 138: 

MC 102786—R. P. Wahlert, Dexter, Ia. 


December 13—Houston, Tex.—Ben Milam Hotel—Examiner Higgins: 
MC F-1706—Herrin Transportation Co., purchase, Wald Transfer and 
Storage Co. 
December 13—Ilndianapolis, Ind.—State Comm.—Jt. Bd. 21: 
MC 102936—G. C. Dickinson, Palestine, Ill., certificate. 


December 13—Leesburg, Fla.—Federal Bldg.—Examiner Sullivan: 
Finance 13465—Application of A. C. L. for certificate permitting 
abandonment of line extending from Altoona to Astor, Fla. 


December 13—Pittsburgh, Pa.—Federal Bldg.—Examiner Woodrow: 
1. & S. M-1864—Kerna Transfer, Baltimore to Ohio and Pa, points, 


December 13—Rochester, N. Y.—Seneca Hotel—Examiner Murphy: 
MC 74609 Sub. 1—J. E. Murray, Geneva, N. Y., certificate to exteng 
operations. 


December 15—Brooklyn, N. Y.—Hotel St. George—Examiner Rice: 
28710—Great Lakes Transit Corp. et al. vs. A. & A. et al. 


December 15—Brooklyn, N. Y.—St. George Hotel—Examiner Rice: 
28498—Ethyl Gasoline Corp. vs. Canadian National Rys. et al. 


December 15—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 87110—O. W. Johnson, Inc., Palisades Park, N. J., certificate or 
permit. 


December 15—Brooklyn, N. Y.—St. George Hotel—Examiner Pitt: 


* MC F-1674—A. B. Crichton et al., purchase, C & H Motor Express, 
Inc. 


December 15—Chicago, IIl.—Hotel Sherman—Examiner Woodrow: 
Ex Parte MC 21—Central territory motor carrier rates. 


December 15—Chicago, IIIl.—Hotel Morrison—Examiner Konigsberg: 
* Fourth section ap. 19036—Potash from Carlsbad and Loving, N. M. 


December 15—Chicago—Sherman Hotecl—Jt. Bd. 17: 
MC 15214 Sub. 1—Mercury Motorways, Inc., South Bend, Ind., cer- 
tificate to extend operations. 


December 15—Cleveland, O.—Hotel Cleveland—Examiner Kerttu: 
MC 3420—Motor Express, Inc., Cleveland, O. 
December 15—Columbia, S. C.—Wade Hampton Hotel—Examiner Van 
Dyke: 
MC 21641 Sub. 3—U. G. Des Portes, Winnsboro, S.C., certificate to 
extend operations. 


December 15—Dallas, Tex.—Baker Hotel—Examiner Macomber: 

* Fourth section ap. 18923—Less-carload rates between points in Texas, 

* Fourth section aps. 19077 and 19369—Plaster and plasterboard be 
tween Texas points. 


December 15—Des Moines, la.—Kirkwood Hotel—Examiner Simms: 
MC 102953—I. Parrott, Afton, Ia., certificate. 


December 15—Duluth, Minn.—Hotel Duluth—Jt. Bd. 142: 
MC 309 Sub. 4—Hill Warehouse & Trucking Co., Superior, Wis., cer- 
tificate to extend operations. 
MC 309 Sub. 5—Hill Warehouse and Trucking Co., Superior, Wis., 
certificate to extend operations. 


December 15—Fargo, N. D.—U. S. Court—Jt. Bd. 24: 
MC 102544—C. A. Mead, Fairmount, N. D., certificate. 


December 15—Green Bay, Wis.—U. S. Court—Examiner McGrath: 
28713 and Sub. 1—Van Dyck Coal Co., Inc., vs. Ann Arbor et al. 
28717—F. Hurlbut Co. vs. Ann Arbor et al. 


December 15—Indianapolis, Ind.—State Comm.—Jt. Bd. 155: 
MC 10188 Sub. 2—R. W. Martin, Palmyra, Ind., certificate to extend 
operations. 


December 15—Kansas City, Mo.—Pickwick Hotel—Jt. Bd. 36: 
MC 59707 Sub. 2—A. A. Love, Weston, Mo., certificate to extend op- 
erations 


December 15—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 135: 
* MC 101151 Sub. 2—R. Gregory, Worland, Mo., permit to extend opera 
tions. 
December 15—Lincoln, Neb.—State Comm.—Examiner Frizzell: 
1. & S. M-1839—Petroleum, Kan., points to Grand Island, Neb. 
December 15—LincoiIn, Neb.—State Comm.—Jt. Bd. 138: 
MC 102959—A. Wiater, Platte Center, Neb., certificate to extend oP 
erations. 
December 15—Little Rock, Ark.—State Comm.—Jt. Bd. 215: 
* 103043—Missouri Pacific Trailways, St. Louis, Mo., certificate. 
* MC 103043 Sub. 1—Missouri Pacific Trailways, St. Louis, Mo., cer 
lificate to extend operations. 
December 15—Memphis, Tenn.—Hotel Peabody—Examiner Snider: 
* Fourth section ap. 19201—Fresh meats and packing-house products t 
Memphis, Tenn., and New Orleans, La. 

December 15—Montgomery, Ala.—Public Service Comm.—Jt. Bd. 1: 
MC 103104—Motor Fuels Transport, Inc., Jacksonville, Fla., certificate 
December 15—Richmond, Va.—Hotel Richmond—Jt. Bd. 108: 
MC 75295 Sub. 2—East Coast Freight Lines, Richmond, 

to extend operations. 

December 15—Richmond, Va.—Hotel Richmond—Jt. Bd. 7: 

* MC 95978, Sub. 1—Jones Warehouse Co., Norfolk, Va., certificate ' 
extend operations. 


December 15—Rochester, N. Y.—Seneca Hotel—Examiner Murphy: 


MC 90194—H. N. Benn’s Auto Express, Inc., Syracuse, N. Y., certif- 
cate or permit. 


certificate 







